AN INDEPENDENT NATIONAL TRANSPORTATION NEWSMAGAZINE 


Rail — Motor Transport — Air — Water — Warehousing — Distribution — Material Handling 
A Working Tool for Traffic Men 


THE /o” ONE : / 


“Yep, that’s the tenth family to move 
out of town from my route... plenty 
of new families moving in, too. Folks 
can’t be sure where they’ll be living 
next, with all these wartime changes.”’ 


Yes, and all these wartime moves... when 
added to normal business. . . keep long-dis- 
tance movers on the jump. 

Busy as we are, it is our aim to serve every- 
one who wishes to move the ALLIED way. 
Call on us... you may rest assured we will do 
everything possible to facilitate your move. 


LASSIFIED PHONE BOOKS IN 360 KEY CITIES LIST ONE OR MORE AGENT 


ILLIED VAN LINES, :~c manent 


OF HOUSEHOLD Goops . OFFICE 
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Rules the Trains ! 


A Centralized Traffic Control operator ... who may 
be 200 miles away... by flipping a few tiny levers, 
"throws the switches” and puts a fast train on the 
lefthand track to pass a slower train. Both trains 
keep moving. . . all traffic is speeded. 

Control centers of this type are located on the 
ROCK ISLAND at several points, on lines where traffic 
is heaviest. Indicator lights on the operator’s switch- 
board tell him at all times the exact position of each 
train in his ‘‘section.”” He plans and arranges ‘“‘cross- 
overs” and “passings” that will move the trains with 


Rock 
Island 


ROCK ISLAND LINES 


ONE OF AMERICA’S RAILROADS— ALL UNITED FOR VICTORY 


TRAFFIC WORLD 


greatest speed. Wayside signals and signal lights 
within the engine cab keep the engineer informed. 

Centralized Traffic Control ... which makes two 
tracks do the work of three ... enables us to 
handle an ever greater volume of freight. 

Better railroading is the creed on the ROCK ISLAND 
LINES. Through continual improvements we move for- 
ward on our never-ending Program of Planned 
Progress. As yesterday — and today —so tomorrow, 
ROCK ISLAND’S sole purpose is to provide the finest 
in transportation. 


ROCK ISLAND’S “TRAFFIC CONTROL”... ..1852 STYLE 


The first Rock Islanders had to do it 
the hard way. The candle lantern 
shown here is typical of the equip- 
ment of 93 years ago. Feeble candle 
light, showing through tiny slots in the 
metal lantern, provided the only 
means of signaling at night. Today's 
Centralized Traffic Control,and ROCK 
ISLAND'S experiments in electronic 
communication, offer sharp contrast 
to the meager methods of yester- 
day's railroading. 
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HAN DLING+Processing +HAN DLING + Assembling +HAN DLING 
+ Packing +HANDLING+Storage+ HANDLING 


HANDLING—the Common Denominator of PRODUCTION 


LET MEN DIRECT POWER—NOT GENERATE ITE © 


Effective Distribution, the final 


phase of the production cycle, is predicated upon a 
good handling system. Distribution is concerned 
only with the finished product, representing the 
total cost of production, and is the end towards 
which all production efficiency is directed. 

Flexible Towmotor, the one-man-gang, provides 
an effective aid to distribution that enables you to 
derive the full benefits of well-planned production. 
The Towmotor Material Handling Analysis Guide 
tells you how to develop a well-planned handling 


system, Write for your copy. 


TOWMOTOR 





THE ONE-MAN-GANG 


TOWMOTOR CORPORATION © 1231 E£. 152ND STREET, CLEVELAND JO, 
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Over The Milwaukee Road 
giant 4-8-4 coal-burning loco- 
motives speed military traffic across 
the prairie and great plains states to 
Harlowton, Montana—1,335 miles 
west of Chicago. This is the first step 
on the long, hard road to Tokyo. 





Mighty electric locomo- 
2 tives, powered by electricity 
from mountain water power, haul 
heavily-loaded, 100-car freight 
trains swiftly over the Belt, Rocky 
and Bitter Root Mountains. This 
electrified zone extends for 440 
miles via The Milwaukee Road. 


5400 h.p. Diesels 
maintain the pace 
westward from Avery, 
Idaho, past Spokane to 
Othello, Washington. 
For 226 miles the route is 
along the shadowy St. Joe 
River and through the 
rugged Coulee Country. 


The last leg via The Milwaukee 
Road—“White Coal” again for 
216 miles—over the Cascades and down 
to the sea. At Seattle-Tacoma, and 
other Pacific Ocean ports, rails end and 
the Navy and Merchant Marine take 
on the overseas transportation job. 





EE —<—<<L< 


To get his fighting men to their homes and then on their way to Tokyo, 
Uncle Sam is depending on his Railroads. They must not and will not 
fail in carrying out this tremendous responsibility. 


11,000 -MILE SUPPLY 
LINE FOR WAR AND 
HOME FRONTS 
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“Viens fi aiinnee ated” 
CCC HIGHWAY is all set 


and ready to serve you. 





THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


215 Euclid Avenue DIVISION OF U. 8. TRUCK LINES Cleveland 14, Ohio 





e@ Hold on a second! Don’t get the air 
blue with idle curses—find out what’s 
to blame for errors. Your employees? 
Probably not... they don’t like errors 
any more than you do. Well then— 
how come errors in the first place? 


Most likely, your error trouble is 
caused by the fact that too many people 
have to write and re-write the same 
information—and every time a form 
must be recopied, there’s a chance for 
mistakes. Or, perhaps, errors are due 
to poor copy reproduction — fuzzed 
carbon copies that are unreadable, 
defeat legibility. If so, then here is your 
solution—Uarco forms. Forms with 


carbons that assure clean detailed 
copies —forms that allow one person 
to type or write enough copies at one 
time for all departments. 


Today see what Uarco has to show 
you. For Uarco has made a science of 
creating better forms... forms scien- 
tifically designed for individual busi- 
nesses, that pay off in savings of time 
and money as well as lessening the 
possibility of errors. 


Spend a half hour with the Uarco 
representative. You will be amazed at 
the substantial cut in errors the right 
form will bring you. Call him today— 


or write. 


UNITED AUTOGRAPHIC REGISTER COMPANY 
Chicago, Cleveland, Oakland e Offices in All Principal Cities 


SINGLE SET 
FORMS HANDWRITTEN 


TRAFFIC WORLD 


For CHSTAUCE, this is the Uarco 


Speed-O-Form ... one of many time- 
saving forms. In five seconds, any 
standard typewriter can become a 
continuous forms biller. Eliminates 
carbon stuffing, paper alignment and 
other such time-taking routine jobs. 
Two to six copies are made at once, 
and forms in back of the machine con- 
tinuously feed the typewriter as typist 
types. Write for full information. 


CONTINUOUS-STRIP FORMS FOR Ne 
TYPEWRITTEN + BUSINESS MACHINE RECORDS 


BETTER BUSINESS FORMS 


iJuly 
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Every hour of the day and through the night, 
freight and passenger trains are speeding over the 
heavy steel rails of the Norfolk and Western Rail- 
way. Track conditions are excellent... trained 
employees are on the job—alert, vigilant... 
electric signals wink their colored lights . . . and 
traffic speeds swiftly toward many destinations. 
But there are other unsung and comparatively 
litle-known watchers on duty—the electrified 
slide detector fences. 

Scarcely noticeable along the right-of-way as 
trains flash by, these automatic guards for safety 
notify the crews of approaching trains if, when 
and where track obstructions occur. 

On certain divisions of the railroad, there are 
tunnel portals or deep cuts, where slides might 
occur during rainy seasons and send earth and 
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rock toward the tracks. But before reaching the 
tracks, the loose earth and rock must first strike 
the slide detector fences, thus breaking the circuit 
of electric current which operates the signal sys- 
tem. The broken circuit places the signals in 
“STOP” position on both sides of the obstruction, 
and locomotive engineers proceed slowly, pre- 
pared to stop short of the obstruction. 


The first slide detector fence on the N. & W. was 
erected in 1926. With the installment of many 
additional fences, they have been further de- 
veloped and improved. Undramatic, yes, but 
since they have been in use, these Sentinels of 
‘Safety have detected every slide that might 
have affected train operation on the N. & W.—a 
proven contribution to the safe movement of vital 
freight. 
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How to get More out of Less... 


@ From testing laboratories to round- 
houses, the operations of C & O, Pere 
Marquette and Nickel Plate have been 
geared up for one vital wartime goal— 
to get more transportation out of avail- 
able manpower and equipment. 


One of the lesser-known ways we’ve 
been able to do this has been the constant 
use of chemical research .. . and testing 
of materials... to increase the efficiency 
and dependability of our equipment. 


Another little-publicized but invalu- 


able contribution has been the fine co- 
operation of you shippers and receivers. 
The way you’ve pitched in with better 
and faster loading, unloading, packing, 
labeling and handling has helped tre- 
mendously in getting maximum use out 
of every piece of rolling stock. 


We of the Chesapeake and Ohio Lines 
realize and appreciate the vital part 
you’re playing in the record achieve- 
ments of American railroading right 
now. All the best to you... and we'll 
keep doing owr best, too! 


THE CHESAPEAKE AND OHIO LINES 
Cleveland 1,Qhio 


CHESAPEAKE AND OHIO RAILWAY -+- NICKEL PLATE ROAD «+ PERE MARQUETTE RAILWAY 
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Department of Justice vs. I. C. C. 


Once again, in a proceeding of importance, the 

Department of Justice has “confessed error’ in 
court on the part of the Commission. On this occasion 
the department has filed an answer to the suit brought 
in the federal court at Chicago by A. L. Mechling Barge 
Line and by Inland Waterways Corporation, asking 
that the Commission’s order in I. and S. No. 4718, Grain 
| Proportionals, Ex-Barge to Official Territory, be set 
l aside (see Traffic World, June 30, p. 1738). 

The order of the Commission under contest at Chi- 
cago established rates on ex-barge grain from Chicago 
to the east lower than the local rates, but higher than 
the proportional rates on ex-rail and ex-lake grain. The 
two barge lines named the United States as defendant, 
| which, of course, gave the Department of Justice the 

right to represent the government. 

So far, the situation is understandable. What hap- 
pens from that point is, to the layman, incongruous. 

| Unreservedly, the department says the Commission’s 
order is erroneous. There is irony in the language of 
the department’s attorneys, who “pray that the relief 
prayed for by plaintiffs (the barge lines) be granted 
by this court, and that the aforesaid order of the Inter- 
state Commerce Commission, as set forth above, be set 
aside as erroneous, arbitrary, unsupported by substan- 
tial evidence, and.contrary to law.” 

Now, while it is true that the department is, offi- 
cially, the representative of the government in a suit 
naming it as a defendant, those responsible should, as 
lawyers are so fond of saying, “penetrate beyond the 
mere form” and act in accordance with the substance 
of the complaint, which is that the Commission has 
erred. 

In such a situation, who is the “United States” in 
the intention of the complainants? Obviously it is the 
Commission. Here is a situation involving the exercise 

) of skilled judgment of the highest quality, dealing not 
| Merely with the intricacies of rates, but with the par- 
ticularly sensitive grain rate structure. Exercising its 
expert judgment, after hearings, briefs, and arguments, 
with the railroads, the barge lines, and intervening 
grain interests expressing their views without restric- 
tion, the Commission, naming the five sections of the 
interstate commerce act “administered with a view to 
Carrying out the national transportation policy,” ar- 
| Tived at its decision as to the proper level of the ex- 
barge grain rates. 
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As a matter of common sense we think the Depart- 
ment of Justice should recognize that it is the Commis- 
sion’s order that is attacked, and that the same skill 
that went to the making of the decision must be used 
in its defense. The department’s answer was filed at 
Chicago, according to a department attorney, without 
formal conference with the Commission; and this in a 
proceeding involving a rate structure that has been ad- 
justed over a long period of time under a theory of 


transportation rates that had back of it the study of 
fifteen years! 


HE COCKSURE ATTITUDE of the Department of 

Justice is in sharp contrast to what the Supreme 
Court of the United States had to say in Board of Trade 
of Kansas City et al. vs. United States et al., 314 U. S. 
534. That case involved the question of transit under 
the grain rate adjustment, and the court refused to ac- 
cede to the suggestion that “‘orders of the Commission 
must be stricken down because they wipe out natural 
competitive advantages of primary markets.” In arriv- 
ing at that conclusion, in the face of the admitted shift 
of competitive advantages, the Supreme Court said: 

“That the Commission itself was of divided mind 
in the successive stages of this controversy emphasizes 
that the problem is enmeshed in difficult judgments of 
economic and transportation policy. Neither rule of 
thumb, nor formula, nor general principles provide a 
ready answer. We certainly have neither technical com- 
petence nor legal authority to pronounce upon the wis- 
dom of the course taken by the Commission. It is not 
for us to tinker with so sensitive an organism as the 
grain rate structure, only a minor phase of which is 
caught in the record before us. If we were to grant the 
relief sought by the appellants, we would be restoring 
evils which the exclusive rate-break adjustment was 
designed to remove—evils which, for all we know, 
would be far more serious than those complained of 
by the appellants.” 

It is obvious that the Department of Justice as- 
sumes to itself both the ‘technical competence” and 
the “legal authority” to pronounce on the wisdom of 
the Commission’s decision, although the highest court 
in the land modestly disclaims those attributes. In that 
same case, as to rate-making generally, the Supreme 
Court said: 


“The process of rate making is essentially empiric. 





You CUT costs when you equip 
your TRUCKS with the 


FRUEHAUF ELEVATING ENDGATE 


@ With the Fruehauf Endgate, you lift or lower 

your loads with engine- 2 power. It elimi- 

nates manual lifting— Y handles up to 2,000 
pounds with™ ease. Thus, one 
man does the work of several. 


@ The Fruehauf Endgate cuts load- 

ing and unloading time tremen- 

dously. Raises driver and load to Frys 
truck-bed level in about 10 seconds. == 
Eliminates need for helpers—saves driver’s 


time—permits more trips per day. 


@ The Endgate minimizes damage 
to goods or accidents to 
men. Lift the hydraulic 
way, not the old way— 
for greater profit and safety. 
FRUEHAUF TRAILER COMPANY, DETROIT 32 


World’s Largest Builders of Truck-Trailers Service in Principal Cities 


MN he 


TRANSPORTATION" 


FOR TRUCKS AND 


TRAFFIC WOR! Dp} July 14, : 


WHY OPERATORS PREFER 
THE FRUEHAUF ENDGATE 


e@ Loads from Ground Level—No lift- 
ing onto gate. 


e Lifts Up to 1-Ton—No load “center- 
ing’’ necessary. 


@ Tapered Loading Lip—Easy to run 
on hand trucks. 


e@ One Control Lever—Starts and stops 
the even flow of hydraulic power. 


e@ Stops Automatically—At ground 
and truck-bed. 


e@ Safety Valve—Eliminates danger of 
overloading. 


e Loads at Any Height—Can be 
stopped at any desired height up to 
truck-bed level. 


e Balanced Weight—No tail-end over- 
loading. 


@ Simple to Install—Mounted to frame 
independently of any body fastenings. 


@ Scientific Construction—Built to en- 
dure—engineered for trouble-free op- 
eration—proven in 12 years’ use—fully 
guaranteed. 


The Endgate can also be mounted 
on a Trailer using a 
Fruehauf Power 5th Wheel: 


-. . . Welte for a free copy 


ef the fully illustrated booklet, 


“Fruehauf Elevating Endgate." 


ELEVATING 


ENOGATE 


TRAILERS 
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/The stuff of the process is fluid and changing—the 
resultant of factors that must be valued as well as 
weighed. Congress has therefore delegated the enforce- 
ment of transportation policy to a permanent expert 
body and has charged it with the duty of being respon- 
sive to the dynamic character of transportation prob- 
lems.” 


That is a sufficiently clear statement of the intri- 
cacies of judgment involved in rate making, but the 
department seems to take in its stride the “empiric” 
processes that members of the Commission’s staff spend 
a lifetime in mastering. 

The further significant statement in the quoted 
paragraph is in the sentence referring to the fact 
that Congress delegated the enforcement of transporta- 
tion policy to the Commission. This, it seems to us, 
should settle the policy to be observed when suits, such 
jas the one at Chicago, are filed, in which the United 
States is made a defendant. The Commission has been 
designated as the arm of Congress to protect those gen- 
eral and national transportation interests that the Com- 
mission most meticulously noted when it listed the sec- 
tions of the interstate commerce act which, if felt, 
should control its decision in this particular and delicate 
rate case. The Commission is the proper advocate for 
those national interests. 


HE FACT THAT the Department of Justice, on oc- 
casion, while differing from the Commission, stands 
aside and permits the defense of the government in cases 
jinvolving Commission orders to rest with the latter, 
ould seem to settle the matter. In an earlier case 
nvolving the same issues as those now raised in the 
hicago court, the Supreme Court noted that “the 
Attorney General did not participate, giving as his 
reason the existence of a conflict in litigation between 
oordinate agencies of government, the Agricultural 
Adjustment Administration and the Interstate Com- 
erce Commission.” (Interstate Commerce Commis- 
sion et al. vs. Inland Waterways Corp. et al., 319 U. S. 
671.) 
But the fact that the department has acted in other 
ases to express views conflicting with those of the 
ommission would seem to indicate that there is no 
settled policy. Two such cases in which the Department 
bf Justice confessed error on the part of the Commis- 
sion involved the Associated Transport merger and 
seaboard truck rights. 
This need for a settled policy in the representation 
pf the nation’s interests in such cases is not, in view 
bf recent developments, an academic one. It may very 
Well be a phase of the conflict between the executive 
And legislative (and, at one time, the judicial) branches 
pf the government. It may be another example of the 
patience of the executive branch with the normal 
Processes of our government. At the very least, it 
f€ems to us a discourtesy offered an arm of Congress 
Dy an arm of the executive. 
These are not alone our fears. Elmer A. Smith, 
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senior general attorney of the Illinois Central System, 
gave voice to similar concern in an address before the 
Association of I. C. C. Practitioners in the fall of 1944, 
which address, he said, was to acquaint his hearers 
“with some of the efforts now being made to destroy 
the Commission’s independence and make it in effect 
a subordinate of the Executive Department. These ef- 
forts, while indirect, are all the more insidious and 
subtle. .. .” 

These periodic confessions of error on the part of 
the Commission by the Department of Justice should 
be the subject of a conference looking to the establish- 
ment of settled policy. It ought to be possible to ar- 
range the matter between the two governmental agen- 
cies. If not, Congress should take action to protect its 
agent against sporadic attacks by the department, made 
under no discernible principle. 


Postwar Traffic Studies 


The depth and scope of the studies now being con- 
© ducted by the Association of American Railroads, 
through its Committee for the Study of Transportation 
and numerous subcommittees, are encouraging and 
heartening. Some weeks ago, in this column, we said 
something about the need for concerted postwar plan- 
ning in the transportation field. We were aware, at 
that time, that the A. A. R. had set up an organization 
for that purpose, but we and the public generally knew 
little about the extent of its work or the point to which 
it had progressed. 


The story printed in last week’s Traffic World, at 
page 33, indicates that the work is well along and that 
another six months ought to yield reports that will 
index for the railroads, among other things, what they 
must do to preserve for the shipping public some of the 
advances in service that have been initiated under the 
stress of war. These reports ought to be something to 
read when they become available. They will be awaited 
eagerly. 

Our earlier remarks, however, were directed toward 
transportation generally, not specifically toward the 
any branch of transportation. If there was any 
group specifically in mind when they were written, it 
was the users of transportation, rather than producers 
of it. We have the impression, for instance, that the 
American Trucking Association, Inc., is engaged, on 
a smaller scale, in something like the A. A. R. is doing. 
Both those organizations, however, are quite properly 
engaged, in the first instance, in the study of matters 
calculated to forward their own particular types of 
transportation in the postwar years. 

What we think is needed, more especially, is a 
joint project among shippers and receivers to ascertain, 
if possible, which of the wartime developments and 
advances in transportation services and charges ought 
to be preserved in the coming days of peace. After all, 
much of the new efficiency in transportation has been 
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brought about through cooperation of industry, which 
in many instances has done the work and borne a great 
part of the cost of such efficiencies. 


The industrial traffic men ought, by now, be en- 
gaged in some sort of joint discussions to determine 
whether or not all or some of these things should be 
made integral parts of the postwar transportation pat- 
tern. It is well and wise for the A. A. R., for instance, 
to be making studies concerning the handling of specific 
commodities and the kind of service the railroads will 
have to render to acquire what they think is their 
share of the traffic in them, and we have no doubt but 
that the subcommittees are consulting with the promi- 
nent shippers of the commodities in which they are 
individually interested. 


What is needed, however, is a joint and forceful 
expression from a group large enough to represent ship- 
pers generally, as to what they believe they need and 
are entitled to in any postwar general plan of trans- 
portation services and charges. We’d like to hear about 
the formation of shippers’ committees, perhaps not so 
extensive nor mandated to go so deeply into matters 
as the A. A. R. committees, but representing, neverthe- 
less, a fair cross-section of the country’s users of freight 
transportation. 


We know that the National Industrial Traffic 
League has a postwar planning committee, although it, 
too, is strangely coy about-letting the public know what 
it is doing. The League is a large and powerful organ- 
ization of shippers. There are other organizations of 
shippers, however, notably the Shippers’ Advisory 
Boards, and there are also many smaller shippers not 
organized at all. To be authoritative in expressing the 
overall view of shippers, the postwar planning body 
ought to be representative also of those others. The 
League, we think, should take the lead in setting up 
such a joint committee. At the moment it is the most 
crying need in postwar planning for transportation. 


Postmaster General's Report 


Creation of the office of “Director of Postal Service’ was 
recommended by Postmaster General Frank C. Walker, who 
resigned June 30, in his annual report for the fiscal year ended 
June 30, 1944. Such director, said he, would act as the adminis- 
trative head of the Post Office Department and the Postmaster 
General thus would be enabled to devote himself to policy prob- 
lems and executive matters. Publication of the annual report 
had been delayed, it was explained. 

The director, said Mr. Walker, would have long tenure of 
office but be subject to established retirement rules and to re- 
moval for cause. Another recommendation was that the four 
Assistant Postmasters General be relieved of detail matters by 
field representatives and thus have time for important matters 
of administration and policy. Mr. Walker also proposed long 
tenure subject to removal for cause for the Assistant Postmaster 
Generals, a general counsel, a purchasing agent and comp- 
troller. 

Decentralization of activities of the department also was 
recommended. Mr. Walker suggested that the decentralization 
program might bring about the establishment of approximately 
15 regional areas having some unity of local interest, each with 
a general manager of high caliber and seasoned postal exper- 
ience. He also suggested creation of a Postal Service Advisory 
Council, comprised of approximately 10 outstanding persons 
from outside the postal service and selected from various sec- 
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tions of the country to serve periodically in a consultative ca- 
pacity. 
Financial Results 


The report showed that the department had a surplus of 
$37,768,028 for the fiscal year 1944. If the department had re- 
ceived revenue for handling free mail for the offices of the 
government other than the Post.Office Department, said the re- 
port, it would have received $124,549,269 while the actual cost 
to the department of handling this mail was $25,839,000. 

It was pointed out that a surplus of more than $150,000,000 
was realized for the fiscal year 1945 and in that connection Mr. 
Walker expressed opposition to the use of the postal service as 
a revenue-producing agency. Said he: 

It should be conducted as an organization for service only. The 
rates and fees for each class of mail and each special service should 
be generally sufficient to pay its cost of handling. When the operations 
of thé postal service show a surplus it means that the public is not 
only paying for the service which it buys but in addition is paying a 
tax. When the postal service operations show a deficit it means that 
there are hidden subsidies which must be met out of the general 
taxes. Where there are deficits in any branch of the service, postal 
rates and fees should be increased on the class of mail or special 
service that is being handled at a loss, unless preferential rates are 
authorized by Congress for some special class of mail or service, 
In such cases the rates and fees for other services should be sufficient 
to absorb any loss. 


Cost Ascertainment System 


“Appropriations for 1944-1945 provided for the employment 
of special consultants to make a detailed survey of the depart- 
ment’s accounting and statistical procedures,” said the depart- 
ment, adding: 

The cost ascertainment system seeks to provide complete informa- 
tion for statistical and rate-making purposes. Periodically the system 
is reviewed, revised and brought into harmony with changing condi- 
tions. C. A. Heiss, who came to the department as special consultant 
after long and varied experience in public and private business adminis- 
tration, completed such a review in 1944. His findings and observations 
are set forth in a report now being printed. 

“‘A special cost ascertainment study under the revised system was 
made for the year ended March 31, 1944. It disclosed that for that period 


revenues from first-class mail exceeded expenditures by $155,129,000 and | 


revenues from domestic air mail exceeded expenditures by $24,491,000. 
Other ‘‘profit-making’’ items were foreign mails—air mail and other— 
$11,566,000; the postal savings system, $15,482,000, and unassignable 
items, $6,451,000. 

Losses were shown as follows: publishers’ second class, $98,984,000; 
third class, $26,385,000; fourth class: merchandise, $12,292,000; cata- 
logues, $1,439,000; books (at 3 cents per pound), $2,545,000; library 
books, $87,000. Registry, $2,747,000; insurance, $3,407,000; collect on 
delivery, $4,943,000; special delivery, $2,548,000; money order, $8,086,000; 
free in county (second class), $7,199,000; penalty mail, $29,361,000; 
franked mail, $730,000; free for the blind mail, $235,000; registry 
(free), $5,929,000. 


POSTAGE RATE ON BOOKS 


The House committee on post office and post roads has 
reported H. R. 3235, readjusting the postage rates on books 
of fourth-class mail to a zone basis, taking into account dis- 
tances over which such shipments move, thereby doing away 
with the present “flat rate’ basis of 3 cents a pound, plus an 
increase authorized by the revenue act of 1943, effective regard- 
less of distance. The rates proposed in H. R. 3235 range from 
5 cents for the first pound, 1 cent for each additional pound 
up to and including 10 pounds and 0.7 cent for additional 
pounds over 10 in local zones to 12 cents for the first pound, 
5) cents for each additional pound up to and including 10 and 
4.8 cents for additional pounds over 10 in zone 8. 

Representative Hartley, of New Jersey, has introduced 
H. R. 3693, to provide for the transfer of books from fourth- 
class mail matter (parcel post) to second-class mail matter. 


GOVERNORS’ CONFERENCE ON TRANSPORT 
The Governors’ Conference, held at Mackinac Island, Mich., 
July 1 to 4, adopted resolutions which were submitted to the 
Senate, July 9, by Senator Saltonstall, of Massachusetts. With 


respect to aviation the governors urged Congress, in the de- | 


velopment of a national airport system “to follow the long- 
established and effectively operated pattern of channeling aid 
to local communities exclusively through the respective state 
governments,” and urged the states to perfect and, if necessary, 
to expand their aviation facilities in order to provide within 
the several states necessary resources and necessary services 
for the development of an adequate and effective national air- 
port system. 


As to highways, the governors urged Congress to make 
necessary provision to implement the highway construction 
program as rapidly as manpower and critical materials neces- 
sary for such construction were available, having pointed to 
deterioration of the highways in the period of the war. They 
also pledged themselves continued and aggressive programs and 
official support of highway-traffic safety. 
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W. & L. E. Bridge Operation 


On condition that the Wheeling & Lake Erie railroad would 
not make any payment for the use of the facilities involved, the 
Commission, division 4, by a report and certificate in Finance 
No. 14531, Wheeling & Lake Erie Railway Co. Operation, has 
permitted that railroad to operate over the tracks and Ohio 
River bridge of the Wheeling Steel Corporation extending from 
Steubenville, O., to Follansbee, W. Va. 

The steel corporation, said the division, operated an inte- 
grated iron and steel industry with certain units located in East 
Steubenville, W. Va., but with principal operations at Steuben- 
ville, O., across the river, the respective facilities being joined 
by railroad tracks extending over a bridge. For many years, 
the division continued, a large volume of ex-lake iron ore had 
been handled by the W. & L. E. through its port at Huron, O., 
and delivered to the steel corporation on interchange tracks in 
Steubenville, O., and from there moved by the latter to its ore 
trestle in the Steubenville plant for unloading into furnace bins 
or a storage pile. 

Recently, the division said, new and improved storage facil- 
ities installed by the steel corporation in East Steubenville, 


|W. Va., at a point near Follansbee, required movement of all 


ore to the new facilities for distribution. Accordingly, it con- 
tinued, the W. & L. E. was informed that ore shipments no 
longer would be accepted at the Steubenville, O. interchange 
tracks in as much as the Pennsylvania railroad, serving both 
Steubenville and East Steubenville, could handle ore shipments 


) through lake ports and deliver them to the new storage facili- 


ties. 

Having no line to East Steubenville, the W. & L. E., ac- 
cording to the division, negotiated with the steel corporation to 
operate over the latter’s bridge and tracks to deliver ore at a 
new interchange point near the new storage facilities in East 
Steubenville, and to pay the steel corporation 78.15 cents a car, 
loaded or, empty, moved over the tracks and bridge. 

By its report and order dated February 14, the division 
said, it denied the W. & L. E.’s application for operation over 
the steel corporation’s bridge and tracks, stating several reasons 
why it believed the proposed payment to the steel corporation 
improper. 

A further hearing was requested by the W. & L. E. and 
granted, said the division, adding: 


The applicant states that from such statements it concluded that 
if the charge were eliminated the application might receive more favor- 
able consideration. Accordingly it immediately resumed negotiations 
with the steel corporation to see whether that concern would agree 
to the operation over its track facilities without compensation. After 
a further study of the matter the steel corporation finally concluded 
that the competitive service of two railroads, a more adequate car 
supply, and assurance of the continued availability of the port of 
Huron outweighed any out-of-pocket expense that it might incur by 
reason of the more intensified use of the facilities involved, and it, 
therefore, agreed to enter into a new contract eliminating the charge. 

At the further hearing a revised contract between the parties with 
respect to the operation proposed was submitted, which provides that 
the applicant shall not be obligated to pay any rental, per car charge, 
or other compensation for the right granted to it by the steel corpora- 
tion or for the exercise and enjoyment of such right. No other change 
of substance from the original contract as discussed in our previous 
report is made. 


The division averred that it appeared the new proposal 
conformed in principle to previous Commission findings in simi- 
lar situations and that unless approval were granted the W. & 
L. E. would be deprived of a large volume of remunerative 
traffic and the future operation of its Huron, O., port would be 
jeopardized. 

No ore had been handled by the W. & L. E. for the Steu- 

benville plant since July 18, 1944, said the division, adding that 
approximately 830,000 tons would move to East Steubenville 
In 1945 but that none of it could be carried by the W. & L. E. 
| Without Commission approval of the instant application. With 
/ approval of the application, continued the division, W. & L. E. 
would be restored to its former percentage of about 57 per cent 
of the total tonnage moving to the Steubenville plant. 

“The steel corporation endeavors to allocate the tonnage 

On‘ that basis from season to season, as nearly as may be pos- 
|Sible,” said the division. “In order to reimburse the applicant 
| to some extent for its loss of the Steubenville tonnage the steel 
Corporation originally planned to ship about 540,000 tons of ore 



















































































during 1945 over the lines of the former to its plants at other 
locations.” 

Of this tonnage, the division reported, 240,000 tons would 
go to Benwood, W. Va., 175,000 tons to Portsmouth, O., and 
125,000 tons to Martins Ferry, O. It continued: 


However, ore shipments to Martins Ferry were discontinued on 
May 20, 1945, after about 25,000 tons had been moved, and no further 
shipments will be made this year. On shipments to Benwood and 
Portsmouth the applicant receives divisions of 93 and 44.1 cents a 
ton, as compared with the total rate of $1.05 a ton which it would 
receive on shipment to East Steubenville, to which point the present 
rate to Steubenville would be extended. If the applicant recovers the 
tonnage to the Steubenville plant the estimated tonnage for movement 
over its lines to other plants of the steel corporation may be reduced 
to some extent. 


Truck Line Sale “Ratification” 


With Commissioner Mahaffie expressing sharp disagree- 
ment with the action of the majority of the division, the Com- 
mission, division 4, by a report and order in MC F-2579, James 
Harwood Cochrane — Purchase — Piedmont Mountain Freight 
Lines, Inc., has approved and authorized purchase by Cochrane, 
dba Overnite Transportation, of Richmond, Va., of certain oper- 
ating rights and property of Piedmont Mountain Freight Lines, 
Inc., of Charlotte, N. C., for $12,500, although, according to 
the report, Overnite has been conducting operations under the 
rights acquired from Piedmont since July 1, 1944. 

“Under agreement of March 29, 1944,” said the Commis- 
sion, “vendee purchased from vendor for $12,500, which has 
been fully paid, free of encumbrance, and without obtaining 
our approval under section 5, (a) that portion of its .. . inter- 
state operating rights authorizing the transportation of general 
commodities between Winston-Salem, N. C., and Mt. Airy, 
N. C., over U. S. Highway 52, (b) the portion of its intrastate 
rights . . . between Greensboro and Mt. Airy ... (c) three 
trucks, and (d) certain tires and tubes. . . . Vendee has been 
conducting operations under the rights acquired from vendor 
since July 1, 1944. While we are not to be understood as con- 
doning the unlawful consummation of this transaction, denial 
of the application on that ground is not warranted as the evi- 
dence in other respects shows the transaction to be consistent 
with the public interest. .. .” 

Commissioner Mahaffie, dissenting, said: 


I do not concur in the findings of the majority. The consideration 
of $12,500 was paid and the transaction was fully consummated in viola- 
tion of the statute. ... Illegal operations...are still continuing. No 
circumstances in any way condoning or mitigating the obvious violation 
of the law are suggested in the report. Under these conditions it seems 
to me that disregard by us of the violation of law is not justified. 
The only basis shown in the report for our action is the fact that we 
now find the transaction to be consistent with the public interest. If 
this is a proper handling of this situation, it would appear that the 
only risk taken by a person who decides to proceed without conform- 
ing to the law is the possibility that he can not later convince us, 
on filing an application, that his completed transaction is then shown 
to be consistent with the public interest. This goes far toward abdicat- 
ing our authority and our duty under the act. I would deny the 
application. 


Purchase by Burlington Motor Line 


“The traveling public is entitled to the benefits and effi- 
ciency resulting from all-motorbus service as well as the co- 
ordinated rail-bus service proposed, in the absence of invasion 
of the territory of any other carrier or undue restraint of com- 
petition,” said the Commission, division 4, in a report in which 
it authorized purchase by the Burlington Transportation Co., 
of Chicago, motor carrier subsidiary of the Burlington rail- 
road, of certain operating rights and property of James V. Rains, 
dba Rains Transportation Co., of Jackson, Wyo., for $25,000. 

The operating rights involved in the transaction, the Com- 
mission said, were held by Rains under authority granted in 
MC 86186 and Sub. No. 1, covering transportation of passengers 
in Wyoming between Rock Springs and Jackson, 178 miles, and 
between Evanston and Daniel, about 145 miles, serving all in- 
termediate points. It added that the purchase also applied to 
four motor vehicles valued at about $12,000. 

The bus routs of Rains here considered were at a consid- 
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erable distance from the Burlington or its subsidiary, the Colo- 
rado & Southern, the Commission said, adding that “any co- 
ordination of rail-bus service which would be effected to and 
from points served by vendor would be the result of connec- 
tions made at points already served by vendee in common with 
the railroad.” 

“In effect,” it continued, “the instant transaction is an ex- 
tension of vendee’s routes into new territory not served by the 
railroad or any other common carrier of passengers. Although 
most of the routes there involved were in territory served by 
the railroad, the situation here presented is somewhat like that 
considered and approved in Black Hills Stages, Inc.—Purchase 
—Black Hills Transp., 25 M. C. C. 171, with respect to certain 
of the routes there involved, which were found to penetrate ter- 
ritory and serve points not served by ohter transportation agen- 
cies. . . . The evidence warrants the required finding that the 
transaction will enable the railroad to use service by motor 
vehicle to public advantage in its operations. 


Aurora Transfer Purchase Denial 


The Commission, division 4, by a report and order in MC 
F-2613, Herbert J. Olson, et al.—Control; Olson Transportation 
Co.—Purchase—Lloyd Markel, has denied the application of 
Olson Transportation Co., Green Bay, Wis., for authority to 
purchase for $6,000 certain operating rights of Lloyd Markel, 
dba Aurora Transfer Co., Aurora, Ill., and the application of 
Herbert J. Olson, George J. and Norbert J. Christman, and 
Truxton J. Rolain, officers and controlling stockholders of Olson 
Transportation, for authority to acquire control of such oper- 
ating rights through the proposed purchase. 

The operating rights of Aurora Transfer proposed to be 
purchased, said the division, covered transportation of general 
commodities by motor vehicle from Chicago to Milwaukee over 
specified routes, including U. S. highway 41 and an unnumbered 
highway to North Chicago, and represented a portion of 
Aurora’s operating rights granted in MC 43186 for carriage 
of (1) general commodities between Milwaukee and Aurora 
over five route combinations, and between Chicago and She- 
boygan and Milwaukee, Wis., over four route combinations; 
(2) specified commodities over regular routes between certain 
Wisconsin points and between Chicago and specified Wisconsin 
points; and (3) general commodities over irregular routes 
between points in eight Illinois counties and specified points in 
the Chicago commercial zone and between other Illinois and 
Wisconsin points. 

Aurora’s general commodity regular-route operating rights 
between Chicago and Milwaukee, said the division, as described 
in its certificate were identical with those described in the 
certificate issued its predecessor, Cripps Overland Express, Inc. 

Division of Aurora’s operating rights in the manner pro- 
posed, said division 4, was identical in all respects to the pro- 
posal that was not approved in MC 2267, Lloyd Markel—Pur- 
chase—Cripps Overland Express, Inc., embracing other named 
proceedings. As stated in the report in that case, the division 
said, the proposed sale and retention by Aurora of rights over 
U. S. highway 41, between Chicago and the junction with an 
unnumbered highway west of North Chicago, approximately 30 
miles, involved a route split inconsistent with the principle in 
H. P. Welch Co.—Purchase—E. J. Scannell, Inc., 25 M. C. C. 
558. The evidence in the instant proceeding, continued the 
division, did not warrant conclusions differing from those in 
the Cripps case. 

The report said Commissioner Miller concurred in the 
result in the instant proceeding. 


CRUDE PETROLEUM TO POCATELLO, IDA. 


No. 28909, Idaho Refining Co. et al. vs. Northern Pacific 
Railway Co., et al., embracing also No. 28985, Idaho Refining 
Co. et al. vs. Chicago, Burlington & Quincy Railroad Co., 
et al. By the Commission, division 2. Rates on crude petroleum, 
in tank-car loads, from Bridger, Mont., to Pocatello, Ida., 
found not unreasonable; other assailed rates to Pocatello, found 
unreasonable to the extent that they had exceeded, exceeded, 
or might exceed 25 cents a 100 pounds from Bridger; 26 cents 
a 100 pounds from Frannie, Zube, Lovell, and Mantua, Wyo.; 
and 27 cents from Cody; except that the rate of 35 cents 
applicable to and charged for the transportation of 206 carloads 
shipped from Bridger in the period from October 12, 1942, to 
and including March 24, 1943, when the authorized general 
increase was in effect, was unreasonable to the extent that it 
exceeded 27 cents. Further found that the assailed rates to 
Wood’s Cross, Utah, were and for the future would be unrea- 
sonable to the extent that they exceeded or might exceed 
29 cents from Bridger; 30 cents from Frannie, Zube, Lovell, 
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and Mantua; and 31 cents from Cody. Further found that Idaho 
Refining Co. was entitled to reparation, with interest. 





PACKING HOUSE RIGHTS FROM MILWAUKEE 


By a report and order in MC F-2572, Joseph Pomprowitz— 
Purchase—Chaney L. Shanyfelt, the Commission, division 4, 
has approved purchase by Joseph Pomprowitz, doing business 
as L. C. L. Transit Co., of Green Bay, Wis., to purchase certain 
operating rights and property of Chaney L. Shanyfelt, doing 
business as Waterbury Trucking Co., of Waukegan, Ill. 

The rights involved cover contract carriage of packing 
house products from Milwaukee to points in Illinois on and 
east of U. S. highway 12, not including Chicago, and asphalt, 
asbestos, and magnesia products, from Waukegan to Milwaukee, 
with no transportation for compensation on return to Mil- 
waukee and Waukegan, except as otherwise authorized. 

The report said L. C. L. Transit transported packing house 
products and packing house supplies between Milwaukee and 
Chicago, serving Waukegan as an off-route point. The buyer’s 
traffic, it said, was preponderantly northbound from Chicago 
and that, as a result of the unbalanced operation, his terminal 
facilities at Milwaukee were not fully utilized. Equipment re. 
turning from Milwaukee was delayed, and sometimes returned 
empty, said the division. 


















MAINE TRUCK RIGHTS SALE 

The Commission, division 4, by a report and order in MCF 
F-2730, Milton J. and Harry D. Zabarsky—Purchase—Edward 
R. Dysart, has granted authority for the purchase by Milton J.f 
and Harry D. Zabarsky, partners dba St. Johnsbury Trucking 
Co., of St. Johnsbury, Vt., of a part of the operating rights off 
Edward R. Dysart, dba Dysart’s Transportation, of Bangor, 
Me., as a motor common carrier between points in the New§ 
England states. 

“The interstate operating rights of vendor (Dysart) pro- 
posed to be purchased,” the Commission said, “duplicate sim- 
ilar rights of vendees between Waterville (Me.) and Skowhegan 
(Me.), 18 miles, and between Newport (Vt.) and Palmyraj 
(Me.), 4 miles. The purchase would extend vendees’ present 
operations from Skowhegan to Bingham (Me.) and from Pal- 
myra to St. Albans (Me.), approximately 25 and 7 miles, re- 










ties to absorb the additional operations. . . 
tions were profitable until July, 1944, but the deficit from 
operations during that year, estimated at $20,000, was at- 
tributed to the shortage of equipment and increased equipment 
maintenance, tires, labor, and claims expenses. . . . The pur- 
chase would have no adverse effect on employes of the appli- 
cants and would not affect the competitive situation in the 
considered territory materially.” 


RAYMOND FREIGHT FORWARDER APPLICATION 

The Commission, division 4, by a report, permit and order, 
effective September 4, in FF-69, Harold Raymond Freight For- 
warder Application, has authorized Harold Raymond, doing 
business as Midwest Dairy Despatch, of Minneapolis, Minn., to 
continue service as a forwarder of butter, cheese, eggs, frozen 
or in the shell, dressed poultry, and rabbits, other than live, 
from points in Minnesota, North Dakota, and South Dakota, to 
points in Connecticut, Delaware, Maryland, Massachusetts, New 
Jersey, New York, Pennsylvania, and Rhode Island. The report 
said there was no opposition to the application. 


YOUNG TRANSFER PURCHASE 


Purchase by Watson Bros. Transportation Co., Inc., Omaha, 
Neb., of certain operating rights of Muarise Young, dba Young 
Transfer Line, Lexington, Neb., and acquisition of control of 
such operating rights by Fay V., Ray E., and Thomas W. 
Watson, through such purchase, has been approved, with cor- 
ditions, by the Commission, division 4, in MC F-2767, Fay V. 
Watson, et al.—Control; Watson Bros. Transportation Co, 
Inc.—Purchase—Muarise Young. 

The division said the purchase involved operating rights 
leased by Young to Watson. Bros. pursuant to MC F-2051, 
Watson Bros. Transportation Co., Inc.—Lease—Muarise Young, 
covering transportation of general commodities, over regula! 
routes, between Gothenburg and Omaha, Neb. 


McLEAN TRUCKING SUIT 


By an order in MC 31389, Malcom P. McLean, Jr., Com-}) 
mon Carrier Application, and MC 31389, Sub. 1, McLeail, 
Trucking Co., Inc., Extension, the Commission, by Commis*} 
sioner Porter, has further modified its order in those proceedings} 
so as to become effective August 31. 

The action was taken, said the order, by reason of the 
request of the federal court for the middle North Carolina 
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district, following filing of a suit by McLean, asking that the 
Commission’s order, which granted only part of the “grand- 
father” rights requested, be set aside (see Traffic World, 
June 30, p. 1737). 





W., VA. & MD. COACH NOTES 

At the request of the applicant the Commission, division 4, 
by a supplemental order, has dismissed the application in MC 
F-2279, Washington, Virginia & Maryland Coach Co., Inc.— 
Issuance of Notes. 

By petition filed February 23, as supplemented April 19, 
said the division, the W., Va. & Md. represented that it had out- 
standing at one time securities having aggregate par value as 
great as $500,000; that none of its outstanding securities were 
void by reason of having been issued withcut authority under 
conditions that required that such authority first be obtained; 
and that its application in the instant proceeding was filed in 
error. The applicant, said the division, asked for cancellation of 
the Commission’s order of November 9, 1943, authorizing the 
W., Va. & Md. to issue not exceeding $200,000 of promissory 
notes in connection with the purchase of new motor busses. 


The division granted the petition, canceling the order of 
November 9, 1943. 


KOCH-ELLIS MARINE APPLICATIONS 


By a report, permit and order in W-72, Koch-Ellis Marine 
Contractors, Inc., Applications, the Commission, division 4, has 
found Koch-Ellis Marine Contractors, Inc., New Orleans, La., 
entitled to continue operation at New Orleans as a contract 
carrier in the furnishing of non-self-propelled tank vessels under 
charter, lease, or other agreements to persons, other than car- 
riers subject to the interstate commerce act, to be used by 
such persons in the transportation of their own property. The 
division issued the applicant a permit, effective September 26, 
authorizing continuance of operations. The division denied the 
applicant authority to furnish vessels to shippers for the trans- 
portation of their own property to the extent that authority 
was sought in respect of any type of non-self-propelled vessels 
other than tank vessels or to do business at any point other 
than New Orleans. It also dismissed an application under 
section 302(e) of the interstate commerce act for exemption 
from the provisions of part III of the act. 


UNION BARGE LINE APPLICATIONS 


On reconsideration in W-104, Union Barge Line Corpora- 
tion Applications for Certificate, Permit, and Exemptions, the 
Commission has modified the findings in its prior reports, 250 
I. C. C. 249, and 250 I. C. C. 689, and issued a second report 
and second amended certificate and order, effective Septem- 
ber 27. 

The Commission authorized continuance of operations by 
Union Barge as a common carrier of commodities generally by 
non-self-propelled vessels with the use of separate towing ves- 
sels, and by towing vessels in the performance of general tow- 
age, between ports and points on the Allegheny, Monongahela, 
Ohio, Kanawha, and Wolf Rivers, and the Mississippi River 
south of and including St. Louis, Mo. . 

It also authorized continued operations between points on 
the aforementioned waterways and points on the Gulf Intra- 
coastal Waterway and tributary and connecting waterways 
south and west of New Orleans and Plaquemine, La., but not 
including the transportation of purely local traffic originating 
at and destined to points on the Louisiana and Texas-Intra- 
coastal Waterway and tributary and connecting waterways, 
including New Orleans. ; ‘ 

The report said Commissioner Lee was necessarily absent 
and did not participate in the disposition of the instant pro- 
ceeding. 


CORRECTION—RELEASED RATES ORDER 


In an article on page 1720 of the June 30 issue of Traffic 
World, on denial of an application filed by C. J. Jackson, agent, 
on behalf of all carriers participating in National Motor Freight 
Classification, Jackson’s MF-I. C. C. No. 14, I. C. C. No. 14, 
FF-I. C. C. No. 14, for authority to establish and maintain 
rates for the transportation of certain commodities, dependent 
on the value declared in writing, the commodities were incor- 
rectly reported as internal combustion engines of the airplane 
type. 

r The application, MC-413, involved tax-paid bottle caps, 
steel or tin, crimped, lined with cork or paper board, without 
attachment, in barrels or boxes. 


MOTOR FINANCE CASES 
MC F-2695, John H. Hartman—Control; Hartman’s Lebanon Trans- 
portation Co.—Purchase—J. R. Eldridge et al. Purchase by Hartman’s 
Lebanon Transportation Co., of Steelton, Pa., of the operating rights 
and certain property of J. R. Eldridge, Fred F. Lloyd, and W. B. 
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Eldridge, Jr., partners doing business as Capital Motor Express, 
of Harrisburg, Pa., and acquisition by John H. Hartman, also of 
Steelton, of control of said operating rights and property through 
said purchase, approved and authorized, subject to conditions. 

MC F-2819, Hamish Turner—Purchase—Eagle Bus Lines, Inc. Appli- 
cation for authority under section 210a(b) of Hamish Turner, doing 
business as Carolina Stages, of Spartanburg, S. C., for temporary 
operation of a portion of the motor-carrier rights of Eagle Bus Lines, 
Ine., of Greenville, S. C., granted with conditions. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 340, Sub. 1, J. L. Querner, San Antonio, Tex. Certifi- 

cate granted. (1) Edible nuts from Fort Worth, Tex., to St. 
Louis, Mo., Chicago, Ill., and Cleveland, O.; (2) wall paper from 
Hammond, Ind., and Joliet, Ill., to Dallas, Fort Worth, and San 
Antonio, Tex.; and (3) storage battery boxes and covers from 
Melrose Park, Ill., to Dallas and San Antonio, over irregular 
routes. 
*MC 16149, Sub. 1, Ralph Zito, Brooklyn, N. Y. Certificate 
granted. Laundry and dry-cleaning machinery and equipment 
and parts, (1) between Newark, N. J., and points in the New 
York commercial zone, on the one hand, and points in N. Y., 
Conn., Mass., R. I., Vt., N. H., Pa., Del., Md., Va., and the Dis- 
trict of Columbia, on the other, and (2) between points in the 
New York portion of the aforementioned zone, on the one hand, 
and points in New Jersey, on the other. 

*MC 72894, Sub. 7, William H. Hyde, Fair Haven, Vt. Cer- 
tificate denied. Marble and marble products, from Center Rut- 
land, West Rutland, Proctor, and Florence, Vt., to all points in 
N. H., Me., Mass., R. I., Conn., N. Y. (except points in the New 
York commercial zone), N. J., Del., and those in a described 
area of Pa. and the return of empty containers and racks and 
rejected shipments, and of marble blocks from points in the 
New York commercial zone, to Proctor, over irregular routes. 
There was, said the report, some need for service at the present 
time into the territory that the applicant sought to serve. It 
said that consideration would be given to entry of an order chang- 
ing the certificate issued in MC 72894 so as to authorize operation 
by the applicant in the war emergency as a common carrier by 
motor vehicle of the same commodities between the points 
named, subject to condition. 

*MC 77150, Sub. 1, Pittsburgh Warehouse & Van Co., Inc., 
Pittsburgh, Pa. Certificate granted. Household goods, between 
Pittsburgh and points within 50 miles thereof, on the one hand, 
and, on the other, points in S. C. and R. I. 

*MC 82330, Sub. 8, Hollis S. Austin, Waukegan, Ill. Certifi- 
cate granted. (1) Food-canning, preserving, and processing ma- 
chinery and equipment, between Hartford, Lake Mills, and 
Waupun, Wis., on the one hand, and, on the other, Eureka, 
Morrison, Morton, Washington, Blue Island, and Chicago, IIl.; 
(2) canned goods and prepared foods from Eden, Wis., to points 
in Ill., and from Hartford, Lake Mills, and Waupun, Wis., to 
points in Illinois other than Eureka, Morrison, Morton, and 
Washington, Ill.; (3) animal, bird, and poultry feed from Bur- 
lington, Wis., to points in a described area of Illinois; (4) roof- 
ing and siding, roof and siding materials and equipment and in- 
sulating material, from Waukegan, IIl., to points in a described 
Wisconsin area. 

*MC 93730, Sub. 1, Clark Trucking & Equipment Co., 
Charleston, W. Va. Certificate granted. Heavy machinery and 
equipment requiring special handling or equipment, between 
points in West Virginia, on the one hand, and, on the other, 
points in described portions of Ohio, Kentucky, Pennsylvania, 
Maryland, and Virginia, over irregular routes. 

*MC 103875, Sub. 3, Lester R. Dick, Riverton, Wyo. Cer- 
tificate granted. (1) Crude oil, in bulk, in tank trucks, between 
points in Wyoming except those in Park and Big Horn counties, 
Wyo., and (2) machinery, materials, supplies and equipment 
incidental to, or used in the construction, development, opera- 
tion and maintenance of facilities for the discovery, develop- 
ment, and production of natural gas and petroleum between 
points in Wyoming, except Rock Springs, Wyo., and points and 
places within 15 miles of Rock Springs. 

*MC 10910, Murphy Transfer & Storage Co., St. Paul, Minn. 
Continuance of operations as a contract carrier, under special 
and individual contracts or agreements with persons who oper- 
ate wholesale, retail, and chain grocery and food business 
houses, and in connection therewith, equipment, materials, and 
supplies used in the conduct of such business, between Alexan- 
dria, Brainerd, Detroit Lakes, Fergus Falls, Little Falls, Min- 
neapolis, St. Cloud, St. Paul, Sauk Center, Stillwater, and Wa- 
dena, Minn., and Durand, Hudson, New Richmond, and River 
Falls, Wis., over irregular routes. Found that applicant and 
Murphy Motor Freight Lines, Inc., were under common owner- 
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ship, control, and management, and that the granting of a per- 
mit to the former authorizing the aforementioned special com- 
modity operation and the holding of certificates authorizing gen- 
eral commodity operations between points in Minnesota, Iowa, 
and Wisconsin, would constitute dual operations. in the trans- 
portation of the same commodities within the same territory: 
and that such dual operations would not be consistent with the 
public interest and national transportation policy. Applicant 
required within 90 days to elect, in the matter of dual opera- 
tions. 

*MC 1649, Sub. 25, Railway Express Motor Transport, Inc., 
Indianapolis, Ind. Certificate granted. General commodities, 
moving in express service, between Indianapolis and Fort 
Benjamin Harrison, Ind., over Ind. highway 67 from Indian- 
apolis through Lawrence, Ind., and route further described, 
and return over the same route, serving the intermediate point 
of Lawrence, subject to conditions that service be limited to 
that auxiliary to or supplemental of express service; that ship- 
_ments be limited to those moving on through bill of lading, 

or express receipt, covering an immediately prior or immedi- 
ately subsequent movement by rail or air; and subject to such 
further conditions as the Commission may find it necessary 
to impose in the future in order to restrict operations to service 
auxiliary to or supplemental of express service. 

*MC 20697, Sub. 14, The Willett Co., Chicago, Ill. Permit 
denied. Petroleum products, in bulk, in tank trucks, between 
certain points in Ill., Ind., Mo., and O., over irregular routes. 
The report said the origins proposed to be served were not 
those from which the shipper’s traffic originated prior tc the 
war, and that there was no claim that the services of existing 
motor carriers were inadequate or otherwise unsatisfactory. 

*MC 66562, Sub. 592, Railway Express Agency, Inc., New 
York, N. Y. Certificate granted. General commodities, mov- 
ing in express service, between Wayne, Mich., and Detroit, 
Mich., over U. S. highway 112, with no service at intermediate 
points, subject to conditions that service be limited to that 
auxiliary to or supplemental of express service; shipments to 
be limited to those moving on a through bill of lading, or 
express receipt, covering an immediately prior or immediately 
subsequent by rail or air; and subject to such further con- 
ditions as Commission may find necessary to impose in order 
to restrict the operation to service auxiliary to or supplemental 
of express service. 


COMMISSION ORDERS 


No. 29097, Semet-Solvay Co. vs. C. & O., and No. 29097, Sub. 1, 
Consolidation Coal Co. vs. Same. Order of June 1, modified to become 
effective October 11, on not less than 30 days’ notice, instead of 
September 11. 

No. 29113, Standard Oil Co. of New Jersey vs. P. & L. E. et al. 
Reopened for further consideration. 

No. 28699, A. E. Staley Manufacturing Co. vs. Alton et al., No. 28719, 
Archer-Daniels Midland Co. vs. Same, and |. & S. 5263, Cottonseed 
products from southwest to western states. Effective date of order in 
No. 28719 of March 1, 1943, as modified by order of June 7, 1943, 
postponed until further order of Commission insofar as said order in 
3rd and 4th ordering paragraphs thereof, as modified, requires removal 
of undue preference and undue prejudice found in report to exist, and 
prescribes a relation of rates to remove such prejudice and preference. 
Proceedings in No. 28719 and I. & S. 5263 reopened for further hearing, 
and such further hearing is postponed indefinitely. 

MC-F 436, Public Service Interstate Transportation Co., issuance 
of securities. Applicant’s petition for reconsideration of report and 
order of division 5 of January 19, 1939, filed. 


MC-F 2603, Edward McClosky, control; McClosky & Shaffer, Inc., 
purchase, Frank Korte and Ruth Harriett Korte. Petition of pro- 
testants, Common Carrier Conference of American Trucking Associa- 
tion, Common Carrier Conference of Rate and Tariff Bureau of Central 
Motor Freight Association, and Bates Motor Transport Lines, Inc., for 
reconsideration by Commission of decision by division 4 of February 20, 
and, if necessary, for rehearing, denied. 

MC-C 404, Gay’s Express, Inc., vs. Elphege Laporte, dba Laporte’s 
Express. Certificate of November 4, 1940, in MC 29925 issued to 
LaPorte’s Express, revoked and cancelled as of July 6. 

MC-C 395, On-Time Transfer Co. et al. vs. Oliver L. Buckingham 
et al. Petitions of complainants and interveners for vacation of order 
of March 26, for reconsideration, and for entry of an order ‘‘conforming 
to the evidence and the law,’’ denied. 

MC-F 130 (supplemental), Greyhound Corp., issuance of preference 
stock, and MC-F 457 (supplemental), Greyhound Corp., issuance of 
stock. Petition of applicant requesting that supplemental orders of 
March 14, be set aside, and that, in lieu thereof, another single order 
be entered providing for authorization, in the aggregate, of not exceed- 
ing 68,206 shares of common stock for purpose stated in reports in 
1M. C. C. 357, and 5 M. C. C. 239, granted, supplemental orders of 
March 14, vacated, and orders of December 28, 1936, and December 
2, 1937, as modified by supplemental orders of December 2, 1937, and 
September 15, 1939, respectively, further modified so as to authorize 
issuance of not exceeding 68,206 shares of common stock, in aggregate, 
in exchange for applicant’s 5.5 per cent preference stock. 

MC-F 2543, Rockland Coaches, Inc., purchase, Rockland Bus Lines. 
Applicant’s petition for reconsideration and vacation of order of Divi- 
sion 4 of December 29, 1944, dismissing application under section 5 
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and for order granting application or in alternative for further hearing, 
denied. 

I. & S. M-2483, Candy, confectionery, between points in Centra! 
states. Respondents under special permission having filed tariffs effec- 
tive June 5, and later, cancelling suspended schedules, proceeding 
discontinued. 

1. & S. M-2488, Live stock between points in Colo., Neb., and Wyo 
Respondent under special permission having filed a tariff effective May 
28, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2522, Rate restrictions between Central and Western 
states. Respondents under special permission having filed tariffs effec 
tive June 11, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2532, Petroleum products, Wyo. to Colo. and S. D. points. 
Respondents under special permission having filed tariffs effective June 
9, cancelling suspended schedules, proceeding discontinued. 

I. & S. M-2534, Restrictions, M. & R. Transportation Co. Respon- 
dents under special permission having filed a tariff effective June 15, 
cancelling suspended schedules, proceeding discontinued. 

W-414, Ohio River Co., contract carrier application. Effective date 
of amended certificate and order of April 23, postponed to September 15. 

No. 28947, American Agricultural Chemical Co. et al. vs. A. C. L. 
et al. Petition of complainants for reconsideration of order of April 2, 
which reopened proceeding for reconsideration as to reparation, or, in 
alternative, for oral argument, denied. 

No. 28993, Norris Stamping and Manufacturing Co. vs. P. R. R. 
et al. Reopened for reconsideration. 

MC 668, Sub. 34, Intercity Transportation Co., Inc., extension of 
operations. Reopened for hearing. 

MC 78261, Sub. 5, Harry Ratner, cement extension. Report and 
order of February 27, 1941, modified so as to authorize issuance to 
applicant, on compliance with sections 215 and 218 of act, rules and 
regulations thereunder, and with requirements established in Contracts 
of Contract Carriers, 1 M. C. C. 628, of an amended permit, authoriz- 
ing operation as a contract carrier by motor vehicle, in interstate or 
foreign commerce, over irregular routes, of commodities and to and 
from points as specified below: 

Cement, in truckloads of not less than 20,000 pounds. From Buffing- 
ton, Ind., to Muskegon, Mich., and points in Allegan, Barry, Eaton, 
Ingham, Livingston, Van Buren, Kalamazoo, Calhoun, Jackson, Wash- 
tenaw, Berrien, Cass, St. Joseph, Brance, Hillsdale, and Lenawee Coun- 
ties, Mich.; and empty cement sacks, from the above-described Michigan 
destination points to Buffington. 

This order shall become effective August 20, unless any party-in- 
interest shall show cause, if any there be, in writing verified under 
oath, why report and order of February 27, 1941, should not be modified 
in manner described above. 


MC 83252, Lloyd Muckey, common carrier application. Reopened for 
reconsideration. 


‘UNCONTESTED FINANCE CASES 

Report and order in F. D. 14954, Wichita Falls & Southern Railroad 
Co. Notes, granting authority to extend the maturity dates of two 
notes of $125,000 and $265,000 to January 1, 1948; to reduce the interest 
rates thereon to 2% per cent per annum from and after June 1, 1945; 
and to pledge as collateral security therefor not exceeding $2,021,000 
of first-mortgage and collateral-lien 5 per cent gold bonds, due 1957, of 
the Wichita Falls & Southern Railroad Co. Approved. 

Report and order in F. D. No. 14966, Franklin & Carolina Railroad 
Stock, granting authority to issue $131,300 of Common Stock, consisting 
of 1,313 shares of the par value of $100 a share, 1,060 shares to be 
issued in payment for a line of railroad and equipment, and 253 shares 
to be sold at par, and the proceeds used for corporate purposes, 
including working capital. Approved. 

Report and order in F. D. No. 14963, Chesapeake & Ohio Railway 
Co. Eq.ipment Trust Certificates, granting authority to assume obliga- 
tion and liability in respect of not exceeding $1,500,000 of Chesapeake 
& Ohio Railway second equipment trust of 1945, 1% per cent serial 
equipment-trust certificates to be issued by the Central National Bank 
of Cleveland, as trustee and sold at 100.03 and accrued dividends in 
connection with the procurement of certain equipment. Approved. 

Report and order in F. D. No. 14959, Louisville & Nashville Railroad 
Co. Bonds, granting authority to issue not exceeding $53,119,000 of 
first and refunding mortgage 2% per cent bonds, series G, to be sold 
at 97,669 per cent of par and accrued interest and the proceeds used 
in connection with the redemption of a like aggregate amount of 
outstanding bonds, consisting of $24,654,000 of first and refunding mort- 
gage 3% per cent bonds, series E, due April 1, 2003, and $28,465,000 
of unified 50-year 4 per cent gold mortgage bonds with extension agree- 
ments of series B attached, due January 1, 1960. Approved. 


FINANCE APPLICATIONS 

MC F-2896, Oklahoma Transportation Co., Inc., of Oklahoma City, 
Okla., asks authority to issue $500,000 of first irlecome mortgage bonds 
and $1,000,000 second income mortgage bonds for the purpose of acquir- 
ing properties and franchises of Oklahoma Transportation Co. 

MC F-2897, Owosso-Flint Bus Line, Inc., of Owosso, Mich., asks 
authority to purchase certain operating rights and equipment of Fred- 
erick Pye, dba Flint-Caro-Sebewaing Bus Co., of Sebewaing, Mich. 

MC F-2898, Detroit & Canada Tunnel Corporation, of Detroit, Mich., 
asks authority to issue 398,671 shares of common stock, par value $10, 
in exchange for 132,890 shares of common no par value stock presently 
outstanding, pursuant to recapitalization plan. 

MC F-2899, Washington Motor Coach Co., Inc., of Seattle, Wash., 
asks authority to issue 67,644 7/12 shares of common stock, $10 par 
value, to deliver same on a five for one basis to stockholders owning 
13,528 11/12 shares of common stock of the par value of $50 a share. 

MC F-2900, Wells, Inc., of Reno, Nev., and Wells Truckportation, 
Inec., also of Reno, to merge Wells Truckportation, Inc., and Welis 
Cargo, Inc., of Henderson, Nev., into Wells, Inc. 

MC F-2901, William W. Brown, Emily Kiekbusch, Vance Pettenger, 
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Edward S. Vassaw, and Rex Allen, dba Saginaw Transfer Co., Saginaw, 
Mich., ask authority to purchase certain operating rights of George 
H. Mickow, dba Hammond Motor Express, Hammond, Ind. 

Finance No. 14984, Chicago, Burlington & Quincy Railroad Co. asks 
authority to continue to operate, under contract, over the line of the 
Northern Pacific Railway Co. between Billings and Laurel, Mont., 
approximately 17.75 miles, and to use certain facilities described in 
the contract. The applicant said it had been operating the involved 
line pursuant to an agreement dated June 23, 1921, expiring August 
31, and desired to continue its present use of the line and its facilities 
at Billings and Laurel. 

Finance No. 14985, Chicago, Burlington & Quincy Railroad Co. 
asks authority to continue to operate, under contract, over the line 
of the Northern Pacific Railway Co. between Fromberg and Laurel, 
approximately 22.15 miles, and between Billings and Huntley, Mont., 
approximately 10.73 miles, and to use certain facilities described in the 
eontract. The applicant, according to the application, has been oper- 
ating over the two segments under an agreement of September 1, 1922, 
expiring August 31, and desires to extend the present agreement for 

years. 

- “MC F-2902, Thomas Kappel, dba American Auto Transit Co., of 
Springfield, O., asks authority to purchase certain operating rights of 
Truckaway Corporation, of Columbus, O., and temporarily to operate. 

Finance No. 14978, amended. The Pennsylvania Railroad Co. asks 
authority to assume obligation and liability in respect of $10,290,000 
equipment trust 1% per cent certificates, series Q, that dividend rate 
having been set in the bid of Halsey, Stuart & Co., to pay for the 
entire issue at 100.12766 per cent of the principal. The applicant said 
this was approximately a 1.858 per cent basis. 

Finance No. 14987, Northern Pacific Railway Co. asks authority to 
acquire trackage rights over the line of the Great Northern Railway 
Co. between Snohomish and Lowell, Snohomish county, Wash., a dis- 
tance of about 5.7 miles. The applicant says it is now using the 
trackage jointly with the Great Northern under a contract dated Sept. 
1, 1915, extended to August 31, and desires to continue that use for 
an additional period of 25 years. 

MC F-2903, D. K. Skaggs and Carl G. Skaggs ask authority to 
purchase the one-half interest of Guy Moran in Glasgow Transfer Co., 
of Glasgow, Ky. 

MC F-2904, Navajo Freight Lines, Inc., of Los Angeles, Calif., 
asks authority to merge Navajo Express, Inc., of Albuquerque, N. M., 
and Navajo Truck Lines into Navajo Freight Lines. 

MC F-2905, E. L. Miller, dba E. L. Miller Truck Line, of Oklahoma 
City, Okla:, asks authority to purchase certain operating rights of 
E. L. and T. L. Hickerson, dba Hickerson Brothers, of Great Bend, 
Kan. 


PETITIONS FOR REHEARING, ETC. 


No. 29097, Semet-Solvay Co. vs. C. & O. and No. 29097, Sub. 1, 
Consolidation Coal Co. vs. C. & O. Defendant asks for postponement 
of effective date of order of Division 2, and for reargument before, 
and reconsideration by entire Commission. 

MC-F 2280, Harry Ratner (Helen Lipson and Sidney R. Tarkoff, 
executors), lease, Truck Transport, Inc. Helen Lipson and Sidney R. 
Tarkoff, executors of estate of Harry Ratner, deceased, dba Midwest 
Transfer Co., ask Commission to enter a supplemental order authorizing 
lease of operating rights granted to Truck Transport, Inc., in MC 2 
Sub. 3. 

1. & S. 5327, Restriction import rates to western trunk line terri- 
tory. Respondents ask for reopening and reconsideration by entire 
Commission and postponement of effective date of order of June 11. 

Finance 14008, New York Central, abandonment. Brotherhood of 
Locomotive Firemen & Enginemen, Order of Railroad Telegraphers, 
Order of Railway Conductors of America, Brotherhood of Maintenance 
of Way Employes and Railway Labor Executives’ Association ask for 
reopening and reconsideration. 

MC-F 2528, Paul B. and Lorraine A. Proehl, control; Steel Trans- 
portation Co., Inc., purchase, Contract Carriers, Inc. Steel Transporta- 
tion Co., Inc., asks Commission to permit amortization of purchase 
price of $4,050.00 over a period of five years instead of an immediate 
write-off to vendee’s surplus as originally provided in Commission’s 
order. 

MC-F 436, Public Service Interstate Transportation Co., issuance of 
securities. Applicant asks for reconsideration of report and order of 
Commission by division 5 of January 19, 1939. 


1. C. C. ACCIDENT REPORT 


Derailment of a passenger train on the line of the Atlantic 
Coast Line Railroad Co., at Walthourville, Ga., June 5, resulting 
in the injury of 58 passengers, 6 railway-mail clerks, 4 Pullman 
employes, 13 dining-car employes, and one train-service em- 
ploye, was caused by the train entering an open switch at a 
high rate of speed, according to the report of the Commission, 
written by Commissioner Patterson, covering the accident, in- 
vestigation No. 2894. 

The Commission recommended that the A. C. L. install 
electric switch-locking at main-track hand-operated switches in 


_ high-speed automatic block-signal territory. 


The report said a brakeman had lined the switch for entry 
to the siding through misunderstanding, and that, at the time 
he operated the siding switch, the passenger train involved in 
the accident had passed the last automatic signal to the rear of 
the switch. Regardless of the misunderstanding of the brake- 
man, said the report, “if electric switch-locking had been pro- 


| vided in this territory he would have been unable to operate 


| the siding switch” after the passenger train had entered the 
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controlling circuits, and the accident would have been pre- 
vented. 


DESTRUCTION OF WATER CARRIER RECORDS 


The Commission, division 1, has issued its regulations to 
govern the destruction of records of carriers by water, issue of 
1945, effective August 1, superseding the issue of 1943. The 
regulations occupy 40 mimeographed pages. 


PRESERVATION OF MOTOR CARRIER RECORDS 


By amendment No. 1 to its regulations to govern the preser- 
vation of records of Class I motor carriers, issue of 1942, the 
Commission, division 1, has substituted the following in lieu 
of item 80 thereof: 


Item 80. Drivers’ Reports: Original copies of reports from drivers 
showing: cash collections; tickets and passes honored or collected; 
number of passengers carried; baggage, express and mail handled; 
amount of freight carried; and the movement of busses, trucks, trac- 
tors, trailers and other equipment—Period to be retained: 3 years. 


The amendment was made effective August 1, and reduces 
the time such records must be preserved from 6 years. 


Railroad Abandonments 


N.C. & St. L. 


The abandonment proposed by the applicant would sub- 
stantially increase the applicant’s system profit, without any 
appreciable adverse effect or inconvenience to any shipper, 
said Examiner W. J. Schutrumpf in a proposed report in 
Finance No. 14804, Nashville, Chattanooga & St. Louis Railway 
Abandonment, in which he recommended that the Commission 
authorize abandonment of a part of the Columbia branch of the 
N. C. & St. L., extending from a point about half a mile west 
of Lewisburg, Tenn., to the end of the branch at “Columbia 
valuation station 4485 plus 58.9,” a distance of 18.26 miles, in 
Marshall and Maury counties, Tenn., and that it prescribe con- 
ditions for the protection of employes of the applicant. 

“If the line herein involved is abandoned,” said the exam- 
iner, “Columbia, with a population of 10,579 according to the 
1940 U. S. census, will continue to be served by the Louisville 
& Nashville. This company will purchase, at net salvage value, 
the applicant’s tracks in that city which now serve shippers 
directly. The applicant and the Louisville & Nashville maintain 
joint terminals at Columbia. Lewisburg will continue to be 
served by the two carriers... .” 

In his conclusions, the examiner stated that the effect of 
the abandonment on the applicant’s system operations was 
different from that in the usual abandonment cases. After the 
abandonment here proposed, said he, the applicant could con- 
tinue to participate in the routing or haul of about 74 per cent 
of the originated and destined carload traffic, 95 per cent of 
the overhead carload freight, and about 93 per cent of the 
1. c. 1. freight. He added that, on the basis of the 1944 business, 
abandonment would increase the applicant’s system profits by 
not less than $20,000 annually, on the basis of stated assump- 
tions. In view of the showing that the abandonment would 
increase the applicant’s system profit and would not adversely 
affect any shipper, he said, the line was an unnecessary trans- 
portation facility, and to require continued operation thereof 
would impose an unnecessary burden on the applicant and on 
interstate commerce. He proposed that the Commission impose 
conditions for the protection of employes similar to those pre- 


scribed in Chicago, Burlington & Quincy Railroad Co. 
ment, 257 I. C. C. 700. - Quincy road Co. Abandon 


Mine Hill & Schuylkill Haven 


The Mine Hill & Schuylkill Haven Railroad Co., and 
the Reading Co., lessee, in Finance No. 14983, have asked the 
Commission for authority for the former to abandon portions 
of its Potts Colliery, Rohrersville, and West West branches 
totaling about 4,065 feet in Columbia and Schuylkill counties, 
Pa., and for the Reading to abandon operation of these lines. 
The aforementioned portions of the Potts Colliery and West 
West branches, said the applicants, served anthracite collieries 
that had been abandoned for some years, and the named 
portion of the Rohrersville branch had been used exclusively 
to serve a colliery now being served by other tracks of the 
applicants. 

0.-W. & N. 


Replying to a petition of the railroad brotherhoods in 
Finance No. 13780, Oregon-Washington Railroad & Navigation 
Co. et al. Abandonment, for reopening to impose conditions for 
the protection of employes, or to reopen the case and extend 
the Commission’s jurisdiction for another two years to impose 
such conditions, the O.-W. & N., among other things, contended 
the petition should be dismissed for want of specific showing 


: that the brotherhoods had been expressly empowered by the 
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individual employes, who allegedly might be adversely affected, 
to represent and bind them to whatever conditions the Commis- 
sion might impose. , : 

In support of this contention the applicant cited Elgin, 
Joliet & Eastern Ry. Co. vs. G. W. Burley, et al., No. 160, 
October term, 1944, decided by the Supreme Court of the 
United States on June 11. The need for individual authority 
granted to the brotherhoods by the employes was the turning 
point of the case cited, said the railroad. 

The reservation of jurisdiction for two years in the Com- 
mission’s decision was absolute and binding on the Commission 
and the employes when the applicant accepted it, said the 
O.-W. & N. To contend otherwise, it argued, would be to assert 
that “the Commission may continue this reservation of power 
and to impose upon applicant the burden of any decision it may 
make at any time in the future whether the decision be at the 
presently indeterminable end of the war, or twenty-five, or any 
other number of years thereafter.” 

So far as the petitioners were concerned, the applicant said, 
the Commission should grant their request for further reserva- 
tion of jurisdiction without knowing whether the ex-employes 
of the abandoned branch were “dead or alive, whether they are 
still employed by applicants at the same salary and without the 
loss of a penny,” or whether they had “yielded to the importuni- 
ties of the government to their patriotism” and had voluntarily 
left the employ of the Union Pacific and accepted more lucrative 
jobs in government or other employment. 

“On the contrary,” said the applicant, “and in lieu of actual 
facts . . . petitioners most inadroitly disclose the contrary, and 
thereby defeat their case through their recital of the fact, 
which they seemingly regret but yet cite as a ground for their 
request for further reservation of jurisdiction, that so long as 
the war continues there will be such full employment of all 
railroad workers as to make it impossible for them to lay claim 
to any benefit from the condition attached to the order, and 
that for the reason that during this indeterminate period of 
full employment there will not and cannot be any adverse effect 
resulting from the abandonment to any employes of the branch.” 


A. C. L. 


A recommendation that the Commission, division 4, find 
that the public convenience and necessity are not shown to 
permit abandonment by the Atlantic Coast Line Railroad Co. 
of two lines totaling 47.34 miles in Sumpter, Lee, and Darling- 
ton counties, S. C., has been made by Examiner J. S. Prichard, 
in a proposed report in Finance No. 14717, Atlantic Coast Line 
Railroad Co. Abandonment. One line, said the examiner, ex- 
tends 37.78 miles from Sumpter, county seat of Sumpter county, 
through Elliott, to Darlington. The other line, he recited, 
extends 9.56 miles from a connection with the Sumpter-Darling- 
ton line at Elliott to a connection with the Seaboard Air Line 
railway at Bishopville. The principal commodities produced on 
the farms in the area, said the examiner, are cotton, tobacco, 
sweet potatoes, and grain. He said the protestants have shown 
an urgent public need for the transportation facilities afforded 
by the lines and that their operation should be continued at 
least until the trucking situation in the tributary territory has 
been materially remedied. The lines, he said, are now practi- 
cally the last and only means of transportation available. 


FLAVORING SYRUP PROTEST 


.The Central and Southern Motor Freight Tariff Associa- 
tion, Inc., Louisville, Ky., has asked the Commission to suspend 
certain provisions published in supplement 157 to I. C. C. 
No. 484 and MF-I. C. C. No. 60 (R. H. Hoke, Agent) to become 
effective July 19. Respondents participating in the tariff, said 
Central and Southern, had published reduced rates, subject to 
specific routes, on flavoring syrup from East St. Louis, IIL, 
and St. Louis, Mo., to Dyersburg and Memphis, Tenn. 


Central and Southern protested that if a consignee was 
served by a spur track, while another consignee was not so 
located and received his shipments on a team track, the result 
would be discrimination, it being presumed that the respond- 
ents’ rate of 34 cents a 100 pounds would be applied to the 
shipment delivered on the spur track, considering the provisions 
of the switching tariffs, as example, Illinois Central Railroad 
Co. I. C. C. No. 6700, and that a rate of 35 cents would be 
applied to the shipment delivered on the team track. The 
association cited language of the tariff provisions in support of 
a contention that there was conflict in the wording. 

The terminal-to-terminal revenue yield, said Central and 
Southern, was 30 cents a 100 pounds, returning $120 a car. It 
said the distance via Illinois Central from St. Louis to Mem- 
phis, for example, was 316 miles, and that the per-car-mile 
yield was 38 cents and the per-ton-mile yield 19 mills. Such 
a low revenue yield, it continued, was unreasonable and would 
require high rates on other commodities so as to enable a 
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proper general revenue return, thereby placing a burden on 
other shippers and consignees. 

“The effect of the proposed rates,” continued Central and 
Southern, “will no doubt lead to destruction of the relationship 
existing ‘between less carload and carload rates on other com 
modities, thereby turning a sphere into such a spiral that the 
potentiality of such destruction could not be confined.” 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended. Suspension orders contain many schedules not 
reproduced here. Details of such orders are published in The Daily 
Traffic World and Bulletin and The Traffic Bulletin.) 


By order entered today in I. and S. No. 5352, the Commis- 
sion suspended from July 7, until February 7, the operation of 
certain schedules as published in supplements Nos. 68 and 70 
to Agent Jos. Hattendorf’s tariff I. C. C. No. 52 and supplement 
No. 15 to Agent Jos. Hattendorf’s tariff I. C. C. No. 72. The 
suspended schedules provided for the application of charges for 
unloading portable or fabricated houses and buildings from 
cars or barges at south Atlantic, Florida and Gulf ports in con- 
nection with export shipments originating at various points in 
central and western trunk-line territories. 

In I. and S. No. 5353, the Commission suspended from July 
9 until February 9 the operation of schedules as published in 
supplement No. 16 to Agent D. Q. Marsh’s tariff I. C. C. No. 
3629. The suspended schedules propose to establish a commod- 
ity rate of 20 cents a 100 pounds on denatured alcohol and 
related articles, in carloads, from Houston, Texas City, and 
Velasco, Tex., to Baton Rouge, New Orleans, and North Baton 
Rouge, La. (See Traffic World, June 30, p. 1725.) 

In I. and S. M-2553, the Commission suspended from July 
10 and later until February 10 the operation of certain sched- 
ules published in supplement No. 61 to tariff MF-I. C. C. No. 
A-97, and others, of the Middle Atlantic States Motor Carrier 
Conference, Inc., agent, Washington, D. C. The suspended sched- 
ules propose to restrict class and commodity rates, applicable 
from and to certain points in Middle Atlantic Territory, so as to 
not apply single-line over the New Jersey Forwarding Co. 


Wheat Flour to Burlington, Ia. 


“Throughout the long series of complaints and petitions 
for modification of the absolute rate-break rule at the markets 
the Commission has consistently declined to modify the rule, 
except on one occasion authority was granted for relaxation 
for a temporary period, but the carriers failed to avail them- 
selves of the privilege,” say the Kansas-Missouri River Mills in 
a reply to the petition of W. H. Dana, as agent for the members 
of the western tunk line committee for authority to publish a 
rate of 13 cents to Burlington, Ia., on grain and grain products 
+ — in Oregon and Washington (see Traffic World, 

uly 7). 

The river mills say the C. B. & O. proposes to handle 
traffic from Omaha to Burlington for 13 cents when originating 
in those states, but that, on traffic from Hastings, Neb., the 
rate would be the present one, of 14 cents, now also applying 
to Burlington. The Rock Island, says the mills, proposes to 
handle the traffic from Kansas City under the same rate. 


“The conditions under which the Burlington handles traffic 
... are the same whether it originates in Oregon and Washing- 
ton or Nebraska or Kansas,” say the mills. “The proposed rate 
will unduly prefer traffic originating in Oregon and Washington 
and unduly prejudice traffic originating in Nebraska and Kan- 
sas in violation of section 3 of the act.” 

_ The change here proposed is not in harmony with the pre- 
vious action of the commission, say the mills, in asking that 
the application be not approved. 

The Texas Industrial Traffic League and Pillsbury Mills, 
Inc., of Minneapolis, have asked the Commission to deny the 
petition of W. H. Dana in No. 17000, part 7, each averring that, 
if the proposed shrinkage proportional rate of 13 cents a 100 
pounds to Burlington, Ia., is permitted to apply, it will be the 
cause of similar demands on other traffic. Eventually, said the 
Texas interests, the entire structure would be undermined. 

Pillsbury Mills said it would be a mistake to modify the 
order as requested, when consideration was given to the fact 
that the present adjustment had been in effect since July 1, 
1935, ‘“‘and the fact is no one has been successful in showing 
that they cannot operate under the present adjustment.” 

The Texas Industrial Traffic League has also joined with 
the Fort Worth Grain and Cotton Exchange in a reply to the 
Dana petition, asking that it be denied, on grounds similar to 
those advanced in the previous reply of the Texas league. 
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Sunshine-Dixie Bus Merger 


Asserting that on the entire record it was his opinion that 
the proposed transaction was in reality a part of a larger plan 
to effectuate tax savings for the private benefit of the American 
Liberty Group, Examiner John S. Higgins, in a proposed report, 
has recommended denial of the application in MC F-2630, C. W. 
Murchison, et al.—Control; American Liberty Pipe Line Co.— 
Control and Merger—Dixie Motor Coach Corporation and Sun- 
shine Bus Lines, Inc. 

The proceeding, said the examiner, involved an application, 
as amended, of American Liberty Pipe Line Co., for authority 
to acquire control of Sunshine Bus Lines, Inc., both of Dallas, 
Tex., by purchase of its capital stock and to merge into the 
pipe line company the operating rights and properties of its 
subsidiary company, Dixie Motor Coach Corporation, also of 
Dallas, and Sunshine Bus Lines, Inc. It also involved ,said the 
examiner, the application of C. W. Murchison, Toddie L. Wynne, 
Cc. W. Murchison, Jr., John Dabney Murchison, and American 
Liberty Oil Co., all of Dallas, for authority to asquire control 
of such operating rights and properties through such acquisition 
of control and merger. 

The Commission, continued the examiner, should not lend 
its aid to the accomplishment of the aforementioned tax-Savings 
plan by authorizing the control and merger of the Sunshine 
company. The examiner continued: 


It is doubtful whether the closely coordinated services of Dixie 
and Sunshine would be improved by merger and as a possible extension 
of their operations in interstate or foreign commerce would require 
the prior approval of this Commission at some indefinite future time, 
the immediate result of the proposed transaction, if not its principal 
objective is an endeavor to effectuate tax savings estimated at approx- 
imately $244,810, or almost one-third of the purchase price of Sun- 
shine’s capital stock. 


Irrespective of the merger, continued the examiner, there 
was no logical reason why Dixie and Sunshine, in their own self- 
interest, and in that of their respective employes, should not 
continue their close cooperation and joint use of facilities and 
personnel. The examiner said the possibility that Sunshine 
might have to expend an estimated $60,000 to maintain separate 
facilities and personnel or that employes with seniority rights 
might have to choose between working for Dixie or Sunshine 
and suffer certain inconvenience in other respects unless Sun- 
shine and Dixie were under a common control, was insufficient 
ground for approving the instant application. 

Denial of the application in the instant proceeding, said 
the examiner, had previously been proposed by a Commission 
examiner on the principal grounds (1) that the assets of Dixie 
and Sunshine might be used for the benefit of the American 
Liberty Group; (2) that the stock of Sunshine would be purchased 
with funds advanced by Dixie and Sunshine; and (3) that the 
primary purpose of the transaction was to enable the American 
Libery Group to achieve an immdeiate benefit, that might other- 
wise be lost, from the pipe-line company’s unusued excess profits 
tax credits. Pursuant to a petition filed January 27, continued 
the examiner, a further hearing was held at which the appli- 
cants introduced evidence in an endeavor to meet the exam- 
iner’s aforementioned objections. 

American Liberty Oil Co., said the examiner, was con- 
trolled by Messrs. Murchison and Wynne, and was a producing 
oil company having investments in companies and ventures con- 
nected with the oil industry. The oil company, the pipe-line 
company, Producers Investment Corporation, and other named 
concerns, said the examiner, comprised the American Liberty 
Group. The Dixie company, he continued, operated bus lines 
between points in Arkansas, Texas and Oklahoma, and the Sun- 
shine company between points in Louisiana and Texas. 


WADE C. CAMPBELL PURCHASE 


Denial of the application was recommended by Examiner 
Joseph M. Zurlo in a proposed report in MC F-2783, R. Mow- 
bray Davidson, et al.—Purchase—Wade C. Campbell. It was 
apparent, said the examiner, that as a result of the proposed 
transaction, two operations authorized to render service within 
the same territory would be brought under.common control, a 
result frequently condemned by the Commission. The examiner 
said R. Bowbray Davidson, Herman Sperling, and Raymond E. 
Moore, dba Gibbs Truck Line, Boise, Ida., had sought authority 


to purchase for $20,000 certain operating rights and property 
of Wade C. Campbell, dba Gibbs Truck Line, also of Boise. 

The partnership, said the examiner, leased the operating 
rights and property proposed to be purchased for a period 
expiring September 28, at a rental of $250 a month, that would 
be applied on the purchase price in the event the purchase was 
approved. He said the partnership was formed January 2, for 
the sole purpose of taking over Mr. Campbell’s operations, and 
that prior to exercise of the temporary authority the partner- 
ship was not a motor carrier. Mr. Davidson, as an individual 
dba Peasley Transfer & Storage Co., the examiner said, was a 
motor carrier and employed the other two partners in his 
business. 

The interstate operating rights involved, said the examiner, 
covered transportation of general commodities, without excep- 
tions, over regular routes between specified points in Oregon 
and Idaho. 





FLEMINGS MOTOR PURCHASE 


/ Examiner L. M. Pettis, in a proposed report in MC F-2537, 
Milton J. Zabarsky and Harry D. Zabarsky—Purchase—Edward 
C. Flemings, has recommended that the Commission approve 
the purchase by Messrs. Zabarsky, doing business as St. Johns- 
bury Trucking Co., St. Johnsbury, Vt., of certain operating 
rights of Edward C. Flemings, Burlington, Vt. The operating 
rights in question, said the examiner, include motor-vehicle 
transportation of general commodities, with exceptions, over a 
regular route between Burlington, Vt. and Boston, Mass. 


CRESCENT EXPRESS LINES CONTROL 


By a proposed report in MC F-2597, Bernard Casser—Con- 
trol—Crescent Express Lines, Inc., Examiner L. M. Pettis has 
recommended that the Commission approve and authorize con- 
trol of Crescent Express Lines, Inc., of New York, N. Y., by 
Bernard Casser, of River Edge, N. J., through purchase of 60 
per cent of its outstanding capital stock. 

The Crescent authority is for the transportation of passen- 
gers and their baggage “in special operations, in non-scheduled 
door-to-door service, limited to the transportation of not more 
than six passengers in any one vehicle, but not including the 
driver thereof, and not including children under ten years of 
age who do not occupy a seat or seats, during the season 
extending from June 1 to October 1, inclusive, of each year,” 
over irregular routes, between New York City, on the one 
hand, and, on the other, points in Sullivan county, N. Y., and 
the townships of Hardenbergh, Denning, Rochester, Warwars- 
ing, Gardiner, and Shawangunk, Ulster county, N. Y., traversing 
New Jersey for operating convenience only. 





Proposed Reports 


Muriate of Potash, Etc. 


No. 29,202, Potash Co. of America, et al. vs. Aberdeen & 
Rockfish Railroad Co. et al. By Examiner R. M. Brown. Rec- 
ommended that the Commission find unreasonable the assailed 
rates on muriate of potash, sulphate of potash, manure salts, 
and sulphate of potash-magnesia, in carloads, from Carlsbad 
and Loving, N. M., to destinations in southwestern, southern, 
trunkline, and New England territories. The rates should be 
found unreasonable, continued the examiner, to the extent that, 
subject to a minimum of 80,000 pounds, they exceeded or 
might exceed (1) to points in the southwest, except in trans- 
continental group E, rates constructed on a basis of 90 per cent 
of the corresponding present rates on the same commodities; 
(2) to points in the southwest in transcontinental group E and 
to points in southern territory in that group, a rate of $7.70 
a ton of 2,000 pounds; (3) to points in southern territory in 
transcontinental groups M, L, and K, rates of $8.80, $9.90, and 
$10.90, a ton, respectively; (4) to points in the Florida penin- 
sula, a rate of $11.10 a ton; (5) to points in trunk-line terri- 
tory, a rate of $11.40 a ton; and (6) to points in New England, 
except northern Maine, a rate of $11.90 a ton. The examiner 
said the record afforded no basis for finding that the present 
arbitraries reflected in the rates from Carlsbad to points in 
northern Maine were unreasonable, and that, accordingly, de- 
fendants serving that section of New England would be per- 
mitted to add such arbitraries to the standard rate prescribed 
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in the instant proceeding for the remainder of that territory. 
In computing rates on the percentage basis prescribed in find- 
ing No. (1), said the examiner, the defendants should dispose 
of fractions in such a manner as to produce rates in even 
amounts, and to the nearest 10 cents a ton. He said the pre- 
scribed rates were for application only to the aforementioned 
commodities. However, the examiner added, in accordance 
with an understanding referred to in the report, the defendants 
would be permitted to establish the same rates on other descrip- 
tions of potash. No order to that effect could be entered, he said, 
because of the limited issue in the instant proceeding. 


Chilled Shot, Etc. 


No. 29217, American Steel Abrasives Co., et al. vs. Balti- 
more & Ohio Railroad Co., et al. By Examiners Paul O. Carter 
and M. J. Walsh. Dismissal of complaint recommended. The 
examiners said that the complainants, corporations manufac- 
turing processing, and marketing iron and steel abrasives and 
having plants at Galion, O., Mansfield, O., Pittsburgh, Pa., 
and Butler, Pa., alleged that the rates charged on numerous 
carloads of small pieces of chilled shot, having no definite form 
or shape and useless for any purpose except remelting or con- 
version by other means into other commodities, from Butler 
to Galion and Mansfield and between Pittsburgh, on the one 
hand, and Galion and Mansfield, on the other, had been, were, 
and would be unjust and unreasonable. Recommended that the 
Commission should find that the commodities shipped from 
Butler to Galion and Mansfield and between Pittsburgh and 
Galion and Mansfield were either chilled shot or angular grit 
(iron sand); that the scrap-iron rates charges were inap- 
plicable; and that the applicable rates had been and were the 
sixth-class rates, minimum 40,000 pounds; and that the ap- 
plicable sixth-class rates had not been and were not unreason- 
able. The defendants, said the examiners, should collect the 
undercharges. 


STAR TRANSIT CERTIFICATE MATTER 


In a proposed report in MC C-378, Commercial Motor 
Freight, Inc., of Indiana vs. Star Transit, Inc., joint board No. 
208 has recommended that the Commission find that Star 
Transit has wilfully failed to render continuous motor carrier 
service as required by its certificate. 


The board proposed that the Commission should enter an 
order requiring the defendant to institute such service and to 
comply with applicable provisions of the interstate commerce 
act within 45 days from the order’s effective date. In the 
event Star Transit failed to comply with the order within the 
time specified, the certificate should be revoked, said the joint 
board. Star Transit, said the joint board, had -been issued a 
certificate in MC 2971 for transportation of general commod- 
ities, with exceptions, over a regular route between Cincin- 
nati, O., and Louisville, Ky., serving certain intermediate and 
off-route points. The board said the defendant had ceased oper- 
ations over the periods of 2% and 3% years. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’ type, with name of town or 
city following.) 


Illinois (Chicago)—-MC 103046, Sub. 5, Illinois Trailer Con- 
voy, Inc., extension. Certificate proposed. House trailers, cabin 
trailers, bungalow trailers, and special purpose trailers (not 
including commercial transportation trailers) restricted to sec- 
ondary movements, in truck-away and tow-away service be- 
tween all points and places in the United States, over irregular 
routes. 

Kentucky (Pikeville)—-MC 52947, Sub. 9, Pinson Transfer 
Co., extension. Denial of certificate proposed. General com- 
modities, with exceptions, between Huntington, W. Va., and 
Cincinnati, O., over a described route, with service restricted 
to traffic moving between points in the Cincinnati commercial 
zone, on the one hand, and presently authorized points in Ky., 
W. Va., and Va., except Ashland and Huntington, Ky., and 
other points on U. S. highway 60, on the other. 

Missouri (Carterville)—-MC 105499, Dillard Howard Argus, 
common carrier. Denial of certificate proposed. Passengers 
and their baggage, and express and newspapers in the same 
vehicle with passengers, between Joplin, Mo., and Picher, Okla., 
over a regular route, serving all intermediate points. 

Nebraska (Omaha)—MC 58948, Sub. 36, Union Transfer 
Co., common carrier. Denial of certificate proposed. Salvage 
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telephone equipment and supplies from points and places in 
Iowa to Omaha, Neb., over irregular routes. 

New York (New York)—MC 66562, Sub. 611, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. Genera! 
commodities, moving in express service, between Lebanon, Pa., 
and Indiantown Gap Military Reservation, Pa., and return 
over a described route, serving Bordnersville, Pa., as an inter- 
mediate point, subject to conditions, including one that the 
service would be limited to that which was auxiliary to, or 
supplemental of, express service. 

New York (New York)—MC 66562, Sub. 620, Railway 
Express Agency, Inc., extension. Certificate proposed. Genera! 
commodities, between Hartford and East Hartford, Conn., ove: 
U. S. highways 5, 6, and 44, serving no intermediate points, 
subject to conditions, including one that the service would be 
limited to that which was auxiliary to, or supplemental of, rail 
service of the New Haven railroad. 

New York (New York)—MC 66562, Sub. 627, Railway 
Express Agency, Inc., extension. Certificate proposed. General 
commodities, moving in railway express service, from Carlton, 
Minn., to Cloquet, Minn., over a described route, with no 
service at intermediate points, subject to conditions, including 
one that the service would be limited to that which was aux- 
iliary to, or supplemental of, express service. 

New York (New York)—MC 66562, Sub. 629, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. General 
commodities, moving in express service, between Oak Hill, 
W. Va., and Red Star, W. Va., over a described route, serving 
Scarbro, W. Va., as an intermediate point, subject to condi- 
tions, including one that the service would be limited to that 
which was auxiliary to, or supplemental of, railway express 
service. 

New York (New York)—MC 66562, Sub. 631, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. General 
commodities, moving in express service, between Cotton Hill, 
W. Va., and Masters, W. Va. (P. O. Winona, W. Va.), over a 
described route, serving Ansted and Lookout, W. Va., as inter- 
mediate points, subject to conditions, including one that the 
service would be limited to that which was auxiliary to, or 
supplemental of, railway express service. 

New York (New York)—MC 66562, Sub. 642, Railway 
Express Agency, Inc., extension. Certificate proposed. General 
commodities, moving in express service, between Lebanon, O., 
and Waynesville, O., over U. S. highway 42, with no service 
at intermediate points, subject to conditions, including one that 
the service would be limited to that which was auxiliary to, or 
supplemental of, air or express service. 

Florida (Key West)—MC 1388, Sub. 4, Overseas Trans- 
portation Co., Inc., extension. Certificate proposed. General 
commodities (including explosives and articles of unusual 
value), with exceptions, serving Opa Locka, Fla., and all points 
within 10 miles of U. S. highway 1 between Miami and Key 
West, Fla., as off-route points in connection with applicant’s 
presently authorized regular route operations. 

Georgia (Dublin)—-MC 67024, Sub. 15, Service Coach Line, 
Inc., common carrier. Certificate proposed, with conditions. 
Passengers and their baggage, and mail, express, and news- 
papers in the same vehicle with passengers, between Athens 
and Eastman, Ga., Macon and Savannah, Ga., Milledgeville and 
Sylvania, Ga., Sylvania and: St. Marys, Ga., and Dublin and 
Albany, Ga., over specified routes. 

Georgia (Quitman)—MC 105638, Georgia-Florida Stage 
Line, common carrier. Certificate proposed. Passengers and 
their baggage and express in the same vehicle with passengers, 
between Quitman, Ga., and Madison, Fla., and between Quit- 
man and Greenville, Fla., over described routes, serving all in- 
termediate points in each instance. 


Indiana (Indianapolis)—-MC 1649, Sub. 27, Railway Ex- 
press Motor Transport, Inc. Certificate proposed. General com- 
modities moving in express service over regular routes, (1) be- 
tween Indianapolis and New Lebanon, Ind., and return over a 
described route, serving all intermediate and specified off-route 
points, and (2) between Indianapolis and Bloomington, Ind., 
over Indiana highway 37, serving specified intermediate and 
off-route points, all subject to conditions, including one that the 
service would be limited to that which was auxiliary to, or 
supplemental of, express service. 


Kentucky (Sparta)—-MC 77921, Sub. 1, F. P. Jacobs, exten- 
sion. Certificate proposed. General commodities, with excep- 
tions, between Sparta and Owenton, Ky., over Kentucky high- 
way 35, serving all intermediate points. 

Kentucky (Winchester)—-MC 94060, Sub. 7, Edwin Nickols 
Yeary, extension. Certificate proposed, with restrictions. Gen- 
eral commodities, with exceptions, between Owingsville, Ky., 
and Louisville, Ky., over U. S. highway 60, serving specified 
intermediate points, subject to the restriction that no traffic 
would be transported by applicant between Louisville and Lex- 
ington, Ky. 
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Michigan (Detroit)—-MC 43038, Sub. 230, Commercial Car- 
riers, Inc., extension. Certificate proposed. Automobile show 
displays, with exceptions, (1) between all points in Ala., Ark., 
Ga., Kan., La., Miss., N. C., Okla., S. C., and Tenn., and (2) 
between all points in the aforementioned states, on the one 
hand, and all points in IIl., Ind., Ia., Ky., Mich., Mo., O., and 
Wis., on the other, over irregular routes. 

North Carolina (Charlotte)—-MC 61599, Sub. 58, Queen 
City Coach Co., extension. Certificate proposed. Passengers 
and their baggage, and express, mail, and newspapers in the 
same vehicle with passengers, between Morganton and Pineola, 
N. C., over N. C. highway 181, serving all intermediate points. 

North Carolina (Charlotte)—-MC 61599, Sub. 61, Queen 
City Coach Co., extension. Certificates proposed. Passengers 
and their baggage, and express, newspapers, and mail in the 
same vehicle with passengers, between various North Carolina 
points and return, serving all intermediate points. 

North Carolina (Lenoir)—MC 61484, Sub. 4, Bush Trans- 
fer, Inc., extension. Certificate proposed. Tobacco pipes, burls, 
stumps, stummels, and dimension wood blocks, and materials 
including machinery and equipment used in the manufacture 
and shipping of tobacco pipes, such machinery and equipment 
limited to individual pieces weighing 1,000 pounds or less and 
not requiring special equipment to transport, over irregular 
routes, between Boone, N. C., and points in N. C. within 75 
miles of Boone, on the one hand, and, on the other, points in 
Va., Md., Pa., N. J., Del., N. Y., and the District of Columbia. 

North Carolina (North Wilkesboro)—-MC 100469, Sub. 4, 
Parkway Bus Co., Inc., extension. Certificate proposed. Pas- 
sengers and their baggage, and express, newspapers, and mail 
in the same vehicle with passengers, between various North 
Carolina points, serving all intermediate points. 

North Carolina (Roxboro)—-MC 102100, Sub. 4, Lewis B. 
Newman, extension. Certificate proposed. Passengers and their 
baggage, and express mail, and newspapers in the same vehicle 
with passengers, between Danville, Va., and Oxford, N. C., and 
return, over described routes, serving all intermediate points, 
with exceptions. 

New York (New York)—MC 66562, Sub. 606, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. General 
commodities, moving in express service, between Perry, N. Y., 
and Warsaw, N. Y., over a described route and return, serving 
no intermediate points, subject to conditions, including one that 
the service was to be limited to that which was auxiliary to, or 
supplemental of, express service. 

New York (New York)—MC 66562, Sub. 613, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. Express 
matter moving in express service, between Amesbury, Mass., 
and Newburyport, Mass., and return, over a described route, 
serving no intermediate points, subject to conditions, including 
one that the service would be limited to that which was aux- 
iliary to, or supplemental of, express service. 

Virginia (Harrisonburg)—MC 330, Sub. 2, J. M. Stearn, 
extension. Certificate proposed. Dressed poultry, from specified 
Virginia origin points and points within two miles thereof, and 
fresh meats, packing-house products, and frozen foods, from 
Broadway, Va., and points within two miles thereof, to points 
in Del., Md., N. J., N. Y., O., Pa. N. C., W. Va., and the 
District of Columbia, except to the extent previously authorized 
In MC 330, with the return of rejected or damaged shipments 
of on same commodities to points of origin, over irregular 
routes. 

Kentucky (Middlesboro)—-MC 15765, Sub. 2, Roscoe Allen, 
extension. Certificate proposed, with conditions. Passengers 
and their baggage, and express, mail, and newspapers in the 
same vehicle with passengers, between Middlesboro, Ky., and 


sae Tenn., over a described route, serving all intermediate 
oints. 


Intrastate Minimum Charge Protest 


The St. Joseph (Mo.) Chamber of Commerce, asking the 
Commission to suspend certain items of Mid-Western Motor 
Freight Tariff Bureau and Middlewest Motor Freight Bureau 
tariffs, observed that the present minimum charge by rail on 
Kansas intrastate traffic is not less than 55 cents, with a single- 
line provision for a minimum charge based on actual weight 
at the rate applicable, but not less than 39 cents, and added: 


Protestant desires to emphasize here that applications have been 
filed by both the motor carriers and the railroads to have the minimum 
charge on Kansas intrastate traffic increased to the governing freight 
classification basis, namely, not less than 58 cents for the motor car- 
riers and not less than 55 cents for the railroads. . . . In other words, 
in their applications on Kansas intrastate traffic the motor carriers did 
not ask for, and are not now asking for, a higher minimum charge than 
58 cents (that to be the lowest charge for which a single less truckload 
shipment could move). 


The St. Joseph chamber says that, while the Commission 
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has no power under section 216(e) of the interstate commerce 
act to prescribe or regulate intrastate charges for the purpose 
of removing discrimination against interstate commerce or for 
any purpose whatever, adds that “however protestant avers that 
unless or until the proposed minimum charges become lawful, 
no discrimination actually exists for the Commission to remove 
and by prescribing a just and reasonable minimum charge the 
Commission can and would prevent the existence of discrimina- 
tion.” 

At another point, having pointed out that the proposed mini- 
mum charge would be “double the present charge,” the cham- 
ber said it was understood that intrastate rates were not con- 
trolling in gauging the reasonableness of interstate rates, but 
said that “in connection with other facts and other rates they 
are not without significance as a basis for comparison. 

Suspension is asked*of item No. 225, supplement No. 11 to 
Mid-Western Motor Freight tariff No. 37, MF-I. C. C. No. 100, 
and Item No. 25, Supplement No. 23, Middlewest Motor Freight 
Tariff No. 1003, MF-I. C. C. No. 26, published to become effective 
July 19. 


SOUTHERN TRUCK INCREASE PROTEST 


The Chicago Association of Commerce has petitioned the 
Commission to suspend Item Nos. 38 and 97 of Supplement 
No. 3 to MF-I. C. C. No. 71, and Items Nos. 13610 and 13829 
of Supplement No. 137 to MF-I. C. C. No. 58 issued by Agent 
Central and Southern Motor Freight Tariff Association, Inc. 
Items Nos. 97 and 13829, published to become effective July 22, 
propose to increase all less truckload and any quantity rates 
by 5 cents per cwt. and to increase all truckload and volume 
rates by 2 cents per cwt. Items Nos. 38 and 13610 list over 
30 carriers who have taken exception to the application of the 
emergency charges by providing that the emergency charges 
shall not be made applicable on either designated single line 
traffic, designated connecting line traffic, designated points of 
origin and destination; or designated commodities between 
specified points. 

The petition argues if the proposed increase in interterri- 
torial rates between Central Freight Association territory and 
the South becomes effective, an unreasonable and unjust burden 
would be placed on manufacturers, wholesalers and distributors 
located in Chicago. “If increased rates are necessary to offset 
general increased expenses brought about by. the war emer- 
gency, they should be applied uniformly to all traffic and the 
CFA-Southern interterritorial adjustment should not be selected 
and burdened with all of such increased expenses,” states the 
petition, prepared by A. H. Schwietert, traffic director, Chicago 
Association of Commerce. 





WESTERN MOTOR RATE INCREASES 


By refusing to grant the request of the Portland Traffic 
Association, the Tacoma Chamber of Commerce and the Seattle 
Traffic Association that it suspend certain tariffs of the Pacific 
Inland Tariff Bureau, effective July 7, the Commission per- 
mitted an increase of 5 cents a 100 pounds, minimum 5 cents 
a shipment, on all shipments weighing less than 5,000 pounds, 
applying to both class and commodity rates. The increase 
covers movements between points in Oregon, Washington, 
Idaho, Colorado, Wyoming and Montana. 

In replying to the petitions to suspend, the tariff bureau 
stressed the need for immediate revenue relief. It contended 
that the increase on shipments weighing less than 5,000 pounds 
was not discriminatory against such traffic, saying that prac- 
tically all shipments of less than 5,000 pounds were handled 
through terminals, and citing figures to show that terminal 
costs had increased more than 50 per cent in the past five 
years. Shipments in excess of 5,000 pounds, it said, were not 
handled through the terminals. 


LIGHT AND BULKY ARTICLE RATING 


A petition for suspension of tariff items filed in conformity 
with the Commission’s report in I. and S. M-2409, Paper Arti- 
cles, Paper Cores or Tubes, and other related proceedings deal- 
ing with the rating of light and bulky articles (see Traffic 
World, June 2, p. 1437), and a petition for reconsideration by 
the Commission, and for modification of the report and find- 
ings of division 3, have been filed with the Commission by 
southern textile manufacturers. 

The request for suspension of items 10 and 11, page 12, 
supplement No. 27, National Motor Freight Classification No. 7, 
C. F. Jackson, agent, MF-I. C. C. No. 14, effective July 25, 
refers to the petition for reconsideration and modification and 
asks the Commission to give consideration to that petition in 
considering the request for suspension. 

The latter petition adopts the arguments of the North 
Carolina Cotton Manufacturers Association, Inc., and of the 
Cotton Manufacturers Association of South Carolina, as em- 
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bodied in their petition for reconsideration by the entire Com- 
mission (see Traffic World, June 30, p. 1725). Those petitioners 
said the examiner’s proposed report in the proceedings had 
correctly summarized the respondents’ evidence, but that the 
division had not sustained his recommendations. 

The instant petition was filed by Georgia-Alabama Textile 
Traffic Association; Alabama Cotton Manufacturers Associa- 
tion; and Cotton Manufacturers Association of Georgia. 





Wool and Mohair Rates 


The Commission has denied the petition of the railroads 
named as respondents in No. 28863, Rates on Wool and Mohair, 
for deferment of hearings in the proceeding “for the duration 
of the war with Japan,” but has postponed such hearings in- 
definitely. 

The respondent railroads had asked for postponement of 
hearings until after the end of the war with Japan, “or at least 
so long as there exists the present critical and increasing trans- 
portation burden which the war in the Pacific has placed upon 
the railroads and particularly their passenger transportation 
facilities.” 

To the railroads’ petition for postponement replies had been 
filed with the Commission by the Secretary of Agriculture and 
the War Food Administrator, and by wool growers’ associations 
(see Traffic World, June 30, p. 1727). 

The railroads filed with the Commission a petition to reject 
and strike from the files the replies of the Secretary, the Ad- 
ministrator, and the wool growers, because of their ‘“imperti- 
nence,” their “irrelevant and unjustifiably accusatory tenor,” 
and their “haughty refusal’ to respond to suggestions of the 
director of the Office of Defense Transportation with respect to 
government travel curtailment and to the “circumstances set 
forth in our petition of May 29.” 


Wheeler Objects to Postponement 


Senator Wheeler, of Montana, chairman of the Senate in- 
terstate commerce committee, on July 7 made public a letter 
he had written that day to Chairman Rogers, of the Commission, 
asking the Commission to vacate its order indefinitely postpon- 
ing hearings in “the general wool freight rate investigation’— 
No. 28863, Rates on Wool and Mohair—and to schedule hearings 
in this proceeding ‘“‘as soon as possible” (see Traffic World, June 
30, p. 1727). 

Senator Wheeler said in his letter that the Commission’s 
order postponing the hearings indefinitely had been issued on 
recommendation of Director Johnson, of the Office of Defense 
Transportation, and the senator suggested that if the wool 
growers were to be denied a hearing at this time, “then perhaps 
the Commission ought to postpone indefinite!y all hearings on 
its docket where travel is involved.” 


The text of Senator Wheeler’s letter follo‘7s: 


In March of this year I took up with the Interstate Commerce 
Commission the matter of investigating the complaint of the wool 
growers of the United States that freight rates on wool in the grease 
were too high. The matter was considered by the Commission, but 
on the recommendation of Colonel Johnson, director of the Office of 


Defense Transportation, I understand an order has been issued by the 


Commission indefinitely postponing hearings in the general wool freight 
rate investigation. 


‘Liquidation’? of Wool Industry 


I appreciate the fact that transportation, especially by railroad, 
is at a critical stage and that everything possible should be done to 
curtail travel at this time. However, I am informed by responsible 
and experienced wool growers in my state and officials of the National 
Wool Growers Association that in their opinion there is not a more 
inequitable schedule of rates in existence in the United States than the 
present wool tariff; that government agencies investigating the cost 
of the sheep industry unqualifiedly hold that the industry is being 
run at a loss. Liquidation in Oregon has already reached 30 per cent. 
In Montana it is serious and increasing rapidly. I understand that 
last year in Montana the rate of sheep -slaughtered increased nearly 
700 per cent over a ten-year average. While a reduction in rates 
would not solve all of the problems confronting the industry it would 
give substantial aid to the wool growers at a time when they are 
operating at a direct financial loss and when their outgo exceeds their 
income. 

I have not had an opportunity to study the facts but I am informed 
that freight rates on wool are on a higher basis relatively than any 
other agricultural commodity; that there are few commodities moving 
in commerce that are assessed higher freight rates than wool; that 
many perishable items requiring quick dispatch and special refrigerator 
car equipment move from coast to coast on lower freight rates; for 
example, oranges which move from California to Boston for $1.35 per 
hundredweight, whereas it takes $2.35 to transport wool, a raw product, 
and that the rate between the same points on imported wool is only 
$1.05 per hundredweight. 

I have referred above to the fact that wool growers in Montana 
and other states are selling off their sheep and that the rate of liquida- 
tion is rapidly increasing. This, of course, not only cuts down on 
wool production but it likewise interferes with the production of 
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mutton and lamb at a time when the amount of meat reaching the 
American table is at an all-time low. 


Hearings and Travel 


The hearings that are postponed in connection with this investiga- 
tion would be held in five or six places in the west and would require 
the attendance of two or three men from each of the fourteen or fifteen 
western states. Montana men would go to Salt Lake City. Southwest 
people would go to Fort Worth. People in the northwest would go 
to Portland. There could be a meeting in Denver; all meetings could 
be so arranged as to cut down both the time and the length of travel. 

In view of the serious situation confronting the wool industry at 
this time and the importance of maintaining—and even increasing if 
possible—the rate of lamb and mutton production, I respectfully urge 
that the order postponing these hearings be vacated and that the 
hearings be scheduled as soon as possible. 

It seems to me that the wool growers have made a strong case 
in support of their petition for hearings. If they are to be denied 
a hearing at this time, then perhaps the Commission ought to postpone 
indefinitely all hearings on its docket where travel is involved. On 
the other hand, the railroads are making more money than at almost 
any other time in their history. 


Western Motor Rates on Salt, Etc. 


W. A. Burch, owner of the W. A. Burch Truck Line, of 
Wichita, Kan., has suggested to the Commission that truck 
lines in Western Trunk Line territory should be permitted to 
establish rates sufficiently low and competitive with rail rates 
to enable them to obtain for back hauls such traffic as hides, 
beer, casein, flour and petroleum products—commodities with 
respect to which, according to Mr. Burch, the motor rates are 
now so far above the rail rates that the trucks do not get the 
business, 

Mr. Burch’s views about the western truck rate situation 
were set forth in a “statement of position” that he asked the 
Commission to incorporate in the record on reargument in No. 
28716, Morton Salt Co. vs. Alton Railroad Co. et al., and pro- 
ceedings related thereto, including MC C-302, Morton Salt Co. 
vs. Adams Transfer & Storage et al. The W. A. Burch Truck 
Line is one of the defendants in the latter case. 

Referring to the Commission’s decision of last December 
in these proceedings, Mr. Burch said he was “absolutely in 
harmony with the Commission’s findings, Nos. I and II,” in No. 
28716 and the related proceedings. He opposed a proposal set 
forth in a petition by J. Maurice Andren, commerce agent, 
Middlewest Motor Freight Bureau, that the Commission pre- 
scribe as minimum reasonable rates for motor common or con- 
tract carriers rates 2 cents higher by the hundred pounds than 
the corresponding rail rates on the salt traffic involved in these 
proceedings. Mr. Burch averred that the Commission should 
not prescribe any level of motor carrier rates higher than that 
prescribed for rail application and that no minimum motor 
rates should be prescribed if no minimum rail rates were pre- 
scribed. He reproduced a letter he had addressed to C. E. 
Bellew, of the Middlewest Motor Freight Bureau at Kansas 
City, Mo., in which, he said, his position was set forth in greater 
detail. This letter included the following: 


Need for Back Haul Freight 


We are one of the largest salt haulers in this territory and get 
several thousand dollars’ worth of revenue every year by hauling this 
salt to St. Louis. These trailers would have had to go back empty 
if we did not have the friendship of these salt companies and this 
back load, regardless of how much they pay. Without this back 
haul in 1944 the Burch Truck Lines would have probably gone in the 
red and it is my contention that the motor carrier bureaus, the other 
carriers and the Interstate Commerce Commission should wake up to 
the fact that this back haul freight in the Western Trunk Line terri- 
tory is badly needed by the motor carrier and without it they would 
not exist and that the shipper will not ship it by motor carrier service, 
where such service is going to cost him a premium. 

I for one am positive that for the truck lines to enjoy their fair 
share of this business they must have rates which are competitive 
to the railroad rates, whether they be high or low in the future.... 
It is my honest contention that the motor carrier industry in this 
territory is facing destruction and in most cases are about on the 
rocks. Today, they could be saved if the Interstate Commerce Com- 
mission will allow these carriers or class of carriers to meet the railroad 
rates on all classes of freight, L. T. L. as well as commodity freight. 

Now there is no law either in the interstate commerce act or in 
any tariff bureau rules and regulations that any individual carrier 
or class of carrier can be forced to participate in a rate, but neither 
can I see why a conscientious operator, capable of operating his busi- 
ness, should be penalized by a group of carriers, controlled by a bureau, 
by railroad interests, and by the railroad interest alone being allowed 
to influence the Commission’s thoughts regarding rates for the various 
motor carriers in this territory.... 


‘Millions of Miles Empty”’ 


There are several motor carriers operating in the Western Trunk 
Line territory which in 1944 and years previous have run millions of 
miles empty back to the Missouri River, Mississippi River or Great 
Lakes loading points due to the fact that rates were put into effect 
which are some ten cents to twelve cents and as high as eighteen 
cents higher than the railroad rates on any number of commodities, 
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therefore forcing the motor carrier out of this business and guaran- 
teeing the railroads a monopoly on these movements. 

I will name here a few rates which, although they are low, would 
suarantee several hundred thousand dollars’ worth of revenue to the 
carrier in the Western Trunk Line territory in their back hauls today, 
where they are now absorbing their overhead in one-way hauls and 
thereby running in the red and in numerous cases last year forcing 
them to be put in the hands of government control. There are millions 
of pounds of hides moving from this territory a year, where the truck 
lines are 12 to 14 cents above railroad rates, therefore the motor 
carriers are not moving these hides. There are millions of cases of 
beer moving out of this territory, with the truck lines 7 cents a hundred 
over the railroads. There are millions of pounds of casein moving 
out of this territory where the trucks are considerably over rail. 
There are millions of pounds of flour in bags and barrels moving out 
of this territory where the trucks are considerably over the railroad. 
There are millions of pounds of petroleum and petroleum products 
with this same condition existing, and in my own mind I know 
that there is many a motor carrier who would be glad to haul this 
merchandise back at the railroad rate, thereby insuring themselves the 
additional revenue they need when the operation must be performed 
anyhow. 

I see no reason... why the motor carrier industry should be killed 
like Louis Pasteur was after his discovery of pasteurization or Dr. 
Morton was in his discovery of ether or our late Billy Mitchell was 
in his views of the use of the airplane....Why should the motor 
carrier industry have to face the same crises, when in reality the 
people who are really governing the motor carrier industry today, hold 
the power within their hands to remove certain groups of individuals, 
who are outstanding in various associations, who are retarding the 
progress of the motor carrier and in most cases crippling it to a 
place where they are gradually going out of business. 


Southern Grain Adjustment 


Amendments to the findings of the Commission in No. 
17000, part 7-A, Rate Structure Investigation; Grain and Grain 
Products to and within Southern Territory, and I. and S. No. 
4208, Grain to, from, and between Southern Territory, are 
sought by the following interests: Pillsbury Mills, Inc., Minne- 
apolis, Minn.; Mountain City Mill Co., Chattanooga, Tenn.; 
St. Joseph (Mo.) Grain Exchange; and jointly by Merchants 
Exchange of St. Louis and the Cairo (Ill.) Board of Trade. 


The Pillsbury Mills, in a petition for reopening, recon- 
sideration and modification, said it did not desire to change 
its position, favoring the continuance of the rate-break system 
of constructing rates on grain. It was its position, the com- 
pany said, that the Commission erred in making exceptions 
to that method of making rates, adding that it was seeking 
to protect its interests by reason of the exceptions the Com- 
mission had made in these proceedings. It asked specifically 
that the order be amended to make ié clear that transit priv- 
ileges were applicable at Atchison, Kan., and that Ogden, 
Utah, as an interior transit point, be granted transit priv- 
ileges, although not included in the north coast group. 


The Mountain City Mill Co. asked, in a petition for recon- 
sideration, that “the Commission give further consideration 
to the specific matters referred to in this petition, and that 
the local carload rates on grain and grain products within the 
south be adjusted not to exceed 20 per cent of the scale pre- 
scribed in dockets 28300 and 28310 and, further, that propor- 
tion rates be established on ex-barge grain moving through 
ports on the Tennessee River, including Chattanooga, Tenn., 
in line with the rates prescribed by the Commission in this 
proceeding for application on ex-barge grain moving through 
St. Louis, Cairo and Memphis to points in the Southeastern, 
Carolina and Mississippi Valley territories.” 


Asking for interpretation, clarification, re-statement, fur- 
ther hearing, and reconsideration of certain adjustments in 
the grain cases, the St. Joseph exchange asked that the language 
of the findings be changed to specify ‘Kansas City and other 
lower Missouri River markets” in place of “Kansas City” 
alone. It asked that finding No. 12 be broadened to establish 
revised rates from southern Kansas to Memphis for beyond 
via St. Joseph, Mo., Atchison and Leavenworth, Kan., to the 
same extent as present combinations from southern Kansas 
applied via those markets to Memphis. Transit should also be 
provided for these three markets as well as Kansas City, on 
the Kansas-Memphis “for beyond rates,” it said. 

The Merchants Exchange of St. Louis and the Cairo Board 
of Trade petition the Commission for “amended findings and 
order brought about by a departure in rate making through 
the St. Louis gateway and for a definite order in another 
respect.” 

They asked changes in the wordings of findings 6 and 12. 
They asked an amended finding 6 “so as to include origins in 
the states of Iowa, Missouri, and Illinois as being in the 
shrinkage territory,” and a “definite order” with respect to 
finding 12 to the effect that ‘rates from southern Kansas apply 
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via St. Louis and Cairo when destined the south to the same 


ALLEGHANY.-C. & 0. APPLICATION 


The Alleghany Corporation, in a supplemental application, 
has joined in an application made to the Commission by the 
Chesapeake & Ohio Railway Co. in Finance No. 14776, for 
authority to acquire the properties of the Levisa River Railroad 
Co. in Pike county, Ky. (See Traffic World, Dec. 9, 1944, 
p. 1488.) The C. & O., said Alleghany, owned all of the Levisa 
River’s capital stock. 

Alleghany said that Alleghany Corporation was not a 
common carrier by railroad or otherwise, but pointed out that 
by order of the Commission, division 4, in Finance No. 14692, 
Chesapeake & Ohio Railway Co. Purchase, Etc., it was to be 
considered as a carrier subject to applicable provisions of the 
interstate commerce act to the same extent that those provisions 
were applicable to the C. & O. and its carrier subsidiaries and 
affiliates (see Traffic World, June 9, p. 1509). Alleghany said 
it joined in the application as the company controlling, and 
authorized by the Commission to control, through stock owner- 
ship, the C. & O. and its subsidiaries and affiliates. 

Reciting that the Commission, division 4, had approved 
the transactions involved in Finance No. 14692, the Alleghany 
said the principal transaction involved in Finance No. 14692 
was similar to the Levisa River transaction proposed by the 
C. & O. in the instant proceeding. 

Since the hearing for introduction of evidence in Finance 
No. 14692 was closed on November 4, 1944, said Alleghany, 
certain changes had occurred in its financial and corporate 
structure, and these were reflected in an exhibit made a part 
of the supplemental application. 


SNAKE RIVER EXTENSIONS 


The Upper Columbia River Towing Co., of Vancouver, 
Wash., has filed an application with the Commission in W-18, 
Sub. 2, asking authority to extend services by water as follows: 


In the performance of general towage by towage vessels and in 
the transportation of grain on non-self-propelled vessels with the use 
of separate towing vessels between all ports and points on the Snake 
River between its. confluence with the Columbia River and John- 
son’s Bar, Idaho, and between all of said ports and points and all ports 
and points served by applicant under its present operating authority. 


The applicant said the operation would be seasonal, “or dur- 
ing all periods during which the water stage in the Snake River 
is two feet or more on the Lewiston, Idaho, gauge, and shall be 
an all-year-round service as soon as channel improvements per- 
mit such operations at lower water stages...” 

Points previously served by the applicant were described 
as “all points on the Columbia and Willamette rivers between 
Portland, Ore., and Longview, Wash., and Pasco, Wash.” 

The applicant contends that the portion of the Snake River 
has been open for navigation on a seasonal basis for many years 
and that it has actually rendered service theréon up to April 
28, 1943, at which time, it says, its application to render service 
on the Snake River was denied on the ground that it was not 
open for navigation. The project for improving the river, it 
says, was authorized by Congress on March 2, by public law 
No. 14. 

An identical application to extend its service was filed by 
the Inland Navigation Co., of Vancouver, in W-690, Sub. 1. 


MAY BROTHERS WATER APPLICATION 


Thayer May, doing business as May Brothers, Garden City, 
La., has filed an application with the Commission in W-921, 
Sub. 1, asking authority to institute a new operation as a con- 
tract carrier of property, by water, in the period between Feb- 
ruary and September. The authority requested is to transport 
bagasse in bales from Montegut, La., to Port of New Orleans, 
via Bayou Terrebonne to Bourg, thence over Intracoastal Canal 
to destination in Mississippi River and return. 


Cc. & N. W. TRUCK RIGHTS 

The Chicago & North Western Railway Co. has excepted 
to the proposed report of a joint board covering motor carrier 
rights between Beloit, Wis., and Rockford, Ill., asking that the 
Commission eliminate a recommended condition that shipments 
be restricted to those having an immediately prior or subequent 
movement by rail on through bills of lading. 

The exceptions, filed in MC 42614, Sub. 14, Chicago & North 
Western Railway Co. Extension, said the fact that the report 
was prepared ‘‘on the short form” suggested that inclusion of 
the restriction was an oversight. 

At the same time, Knox Motor Service, Inc., a protestant 
in the proceeding, asked the Commission to deny the applica- 
tion, saying that the railroad was not attempting to improve an 
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existing service, but that the substituted service was “the sub- 
stitution of something for nothing—of an active significant 
operation for what has become practically a non-existent serv- 
ice and one which is of no competitive consequence to existing 
carriers who have established their business and investment and 
who, because of the infirmities in the railroad service previously 
rendered, have fully occupied the field.” 

The protestant said the railroad was carrying less than one 
per cent of the traffic moving between the involved points, and 
was seeking rights that would place it on a parity in competitive 
position with the motor carriers who, it said, “are so adequately 
supplying all of the service required.” 


HOLIDAY LOADING BAN 


Prohibiting the loading of freight in Arizona and Cali- 
fornia on Sundays and holidays, the Commission, division 3, 
has issued service order No. 332, effective July 8, at 12:01 a. m., 
through August 31. The division said the loading of freight 
cars at points in the two named states on Sundays and holidays 
had resulted in accumulation of an excessive number of such 
cars so loaded and in a congestion of traffic. 

Pertinent portions of the order follow: 


It is ordered, that: 

(a) Loading of freight prohibited. Except as shown in paragraph 
(c), herein, no common carrier by railroad subject to the interstate 
commerce act operating in the states of Arizona or California shall 
accept orders for a railroad freight car to be loaded with, shall 
furnish or supply a railroad freight car for loading with, or allow 
or permit a railroad freight car to be loaded with, freight of any kind, 
at any point in the states of Arizona or California, on any Sunday 
or on any legal holiday (national or state only). In the event such 
cars are so loaded in violation of this provision, they shall not be 
transported. 

(b) Billing on freight of all kinds not to be accepted. Except 
as shown in paragraph (c) herein, no common carrier by railroad 
subject to the interstate commerce act shall accept billing on a railroad 
freight car loaded with any kind of freight to be shipped from any 
point located in the states of Arizona or California, at any time between 
the hours of 10:00 p. m., on Saturday of any week and 12:01 p. m. 
on Monday of the next succeeding week. 

(c) Application. The provisions of this order shall apply to inter- 
state and foreign traffic as well as intrastate traffic. 

Exception. This order shall not apply on freight consigned, or to 
be consigned, to the U. S. Army or the U. S. Navy, nor to cars 
at shipside docks at ocean ports. 


FREIGHT CAR DELIVERY RESTRICTION 


Effective July 13 to September 20, the Commission, division 
3, has issued service order No. 335, Empty Cars for Woodwork- 
ing, Inc., Decatur, Ill., Restricted, prohibiting railroads from 
furnishing any empty railroad freight car for loading by or for 
Woodworking, Inc., on any day when a car or cars on hand on 
any railroad at Decatur, held for unloading by or for the com- 

any. 

"The order said the company had consistently delayed un- 
loading freight cars. At the same time, it said, the corporation 
was ordering and the Wabash Railroad was furnishing empty 
cars for outbound loading at the corporation’s plant, and that 
the practice of ordering empty cars and failing promptly to un- 
load cars on hand was contributing to the general shortage of 
equipment. 





PENNSYLVANIA FLOOD SERVICE ORDER 


Railroads serving a flood area in the vicinity of Phillips- 
burg, N. J., Allentown, and Catasauqua, Pa., with tracks af- 
fected by the flood conditions, were directed by service order 
No. 333, effective July 10 to July 25, to reroute freight traffic 
originating in, destined to, or moving through that area via 
routes most available to expedite its movement. 

The order contained the usual provisions as to rates to be 
applied, and division of rates to be agreed on between the 
carriers or, in the event of their failure to agree, to be fixed 
by the Commission. 


GRAIN CAR SERVICE ORDER 


The Commission, division 3, by service order No. 160-C, 
effective July 7, at 12:01 a. m., has suspended service order No. 
160, for ten days or until July 17, at 12:01 a. m. Service order 
No. 160 prohibited the holding for orders for carloads of grain 
or seeds at Glenwood, St. Cloud, Staples, Thief River Falls, or 
Willmar, Minn., and was issued October 13, 1943. It was 
explained at the Commission’s offices that the 10-day suspen- 
sion was ordered with the expectation of relieving congestion 
caused by a strike in the Minnesota area. 





GRAPE EXPRESS SERVICE ORDER 
Saying that railroads are according fast express service on 
passenger-train sckedules for the transportation of grapes, in 
carloads, from Arizona and California by railway express to 
the east, and that such operation is interfering with the move- 
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ments of military trains and contributing to congestion, the 
Commission, division 3, has issued service order No. 331, Ex- 
press Service for Grapes from California and Arizona Prohibited. 
The order is effective from July 8, at 12:01 a. m., through 
September 1. 

Pertinent portions of the order follow: 


It is ordered, that: 

(a) Cars not be furnished for grapes. No common carrier by 
railroad or express, subject to part I of the interstate commerce act, 
shall supply or furnish an express car or a railroad freight car intended 
to be loaded, in Arizona or California, with grapes in an amount 
exceeding twenty-five (25) per cent of that carload when such car is 
to be transported in railway express service. 

(b) Cars loaded with grapes not to be transported. No common 
carrier by railroad or express, subject to part I of the interstate 
commerce act, shall accept for transportation or transport in railway 
express service or passenger train service an express car or a railroad 
freight car loaded, in Arizona or California, with grapes in an amount 
exceeding twenty-five (25) per cent of such carload. 


SPECIAL FREIGHT TRAIN ORDER 


By revised service order No. 151, Special Freight Train 
Service Prohibited, effective from July 11 to July 15, 1946, the 
Commission, division 3, has designated J. J. Kelly, Jr., manager, 
military transportation section, War Department, Pentagon 
Building, as agent to issue permits under the order at the re- 
quest of the War or Navy departments, including the Marine 
Corps and the Coast Guard. Mr. Kelly replaces A. H. Gass, 
who held the same position in the War Department when the 
original order, making permits necessary for the operation of 
special freight trains, was issued September 1, 1943. 


POTATO PREICING AND PRECOOLING 


By amendment No. 1 to service order No. 330, Preicing and 
Precooling Potatoes Prohibited (see Traffic World, July 7), the 
Commission, division 3, has added the state of Missouri to the 
list of states to which the original order applied. In the original 
order the division prohibited the preicing and precooling of 
potatoes originating in Colorado, Kansas, Nebraska, Texas, and 
Wyoming. It said that refrigerator cars to be loaded with po- 
tato shipments originating in the aforementioned states were 
being preiced or precooled, and that such cars when so loaded 
were being precooled, thus causing additional switching and de- 
lay to such cars and diminishing the supply and control of re- 
frigerator cars. 


CITRUS PREICING, ARIZ., CALIF. 


Under service order No. 323 prohibiting preicing of citrus in 
Arizona and California (see Traffic World, July 7, p. 22), Di- 
rector Clinger, of the Commission’s Bureau of Service, has 
issued general permit No. 1, effective July 7, at 12:01 a. m. 


perv the general permit common carriers by railroad are per- 
mitted: 


To disregard the provisions of service order No. 323 in so far 
as it applies to the preicing of a refrigerator car to be loaded with 
oranges at any point in the states of Arizona or California, when the 
oranges to be loaded in such preiced car have been precooled by the 
shipper before loading at a regularly established precooling plant 
where car icing facilities are not available; and the transportation of 
such precooled cars when loaded. 


SERVICE ORDER 68 AMENDMENT 


In Supplement No. 9 to Circular CSD-166 issued to all rail- 
roads, Chairman Kendall, of the Association of American Rail- 
roads car service division, says: 


In Supplement 8 to CSD-166, it was stated that the changes incor- 
porated in Amendment 8 to Service Order No. 68 (see Traffic World, 
July 7, p. 21) were made principally for clarification and that there 
were no ‘‘radical changes.’’ 

It has been suggested that we failed to lay sufficient stress upon 
one of the changes having to do with minimum weights on freight trans- 
shipped from ocean vessels. Attention is therefore called to the fact 
that paragraph (B) now requires that such freight except remnant lots 
shall be loaded ‘‘to the carload minimum weight or to cubical or visible 
capacity of the car or cars used.’’ 

Formerly, while Amendment No. 5 authorized the loading of open 
top cars to the minimum weight or to full cubical or visible capacity, 
closed cars had to be loaded to the carload minimum weight applicable 
to the car used even though the freight might be so light and bulky 
that it could not be loaded to such minimum. 


oO. D. T. APPEAL DECISIONS 


Director Johnson, of the Office of Defense Transportation, 
in appeal decision No. 151, has upheld field officials of the 
O. D. T. in denying an application filed by George W. Knox, 
of Ocean View, Del., for a certificate of war necessity covering 
a proposed inauguration of service as a motor carrier of poul- 
try from Ocean View, Del., to Ocean City, Md., for hire, or on 
his own account as a private carrier. 

In appeal decision No. 150, Director Johnson affirmed the 
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decision of O. D. T. field officials denying Thomas C. Lightsey, 
doing business as Carolina Beverage Sales, Charleston, S. C., 
a certificate of war necessity covering proposed inauguration 
of service as a private carrier by motor vehicle. 


Oo. D. T. CONSERVATION ORDERS 


Coordinated operations of motor carriers have been author- 
ized ‘by the Office of Defense Transportation in supplemental 
orders affecting operations between designated points or in 
designated localities, as follows: O. D. T. 3, Rev. 758, Peoria 
and Bloomington, Ill.; O. D. T. 3, Rev. 759, Chicago and Rock- 
ford, Ill.; O. D. T. 3, Rev. 750, Muncie and Connersville, Ind.; 
O. D. T. 6A—141, Youngstown and Warren, O., and O. D. T. 
20A—216, Martinsburg, W. Va. 


O. D. T. on Grain Movement 


More wheat, grain and grain products were carried by 
American railroads in the first half of 1945 than in any like 
period in the nation’s history, Director Johnson of the Office 
of Defense Transportation, announced. 

The total movement for 1945 up to June 30, was 1,243,473 
cars, compared with 1,209,403 cars in the first six months of 
1944, and 1,231,081 in the same period of 1943, the previous high. 

“This record is all the more remarkable and is a great 
tribute to American transportation in view of the acute shortage 
of box cars and the dislocation and transportation delays caused 
—— winter’s unprecedented storms,” said Director Johnson, 
adding: 


The loadings for the entire country for the first half of the year 
were, 34,070 cars more than in the first six months of 1944, and 29,906 
more in the western districts—including all the railroads in the western 
grain area—3.7 per cent over the 1944 period. 

At the same time an easing of the grain storage situation is indi- 
cated by a decrease of grain held in storage in elevators from 115,016,000 
bushels on June 23, 1944, to 109,287,000 bushels on June 23, 1945, a drop 
of 5,729,000 bushels. Grain stored at ports decreased in the same 
period from 26,013,000 bushels to 25,995,000 bushels. 

Although there were 211 country elevators closed July 2, 1945, 
as compared with 207 on July 2, 1944, there was practically no grain 
on the ground on July 2, 1945—32,500 bushels (11 carloads), as com- 
pared with 2,114,000 bushels (1,052 carloads) on July 2, 1944. 

At the opening of the harvest season this year there were only 
3,000 empty box cars available for grain movement as compared with 
14,000 in 1944, and a normal peacetime supply of 2,500 to 30,000. 

This indicates an extremely efficient use of cars, as shown by the 
greater 1945 loadings. From April 1 to July 2, inclusive, the railraods 
moved 102,052 empty box cars from eastern to western railroads—an 
average of 1,275 cars per day. 

Grain moved from the lake ports the first five months of 1945 to- 
talled 44,146 cars as compared with 15,491 in the same period of 1944, 
an increase of 28,655 cars. 

The nation’s railroads carried 6.5 per cent more wheat and other 
grain and grain products in the week ending June 30, than in the cor- 
responding week of 1944. 

The number of carloads of grain shipped in the week ending June 
30, was 62,383 as compared with 58,600 for the same week of 1944. This 
was the fifteenth consecutive week in which 1945 grain loadings were 
higher than those of 1944. Total grain loadings for the United States 
for the first twenty-six weeks of 1945, were 1,243,473 as compared with 
1,209,403 for the first twenty-six weeks of 1944, an increase of 34,070 cars. 

In the western district grain loadings for the week ending June 30, 
were 45,973 cars, or an increase of 3,539 cars, or 8.3 per cent over the 
corresponding week of 1944. Western district carloadings for the first 
twenty-six weeks of 1945—the half year—were 844,356 as compared with 
814,450 for the first half of 1944—an increase of 3.7 per cent. 


WENTWORTH ORDERS POSTPONED 


The Office of Economic Stabilization announced July 10 it 
had postponed until August 15 the effective date of orders by 
the Office of Price. Administration and the Office of Defense 
Transportation denying priorities and allocation assistance to 
the Wentworth Bus Lines, Inc., Dover, N. H. 

O. E. S. previously had directed O. P. A. and O. D. T. to 
deny assistance to the company by July 9, 1945, after Went- 
worth Bus Lines failed to comply with orders of the National 
War Labor Board. 


William H. Davis, Director of Economic Stabilization, said 
postponement of the effective date of the orders was granted 
to permit further discussion between W. L. B. and the company 
on details of the W. L. B.’s orders. 

O. D. T. had ordered cancellation and the return of the 
certificate of war necessity granted the company, the cancella- 
tion to be effective July 9. O. P. A. had prohibited Wentworth 
kus Lines from using any rationed commodity, also effective 
July 9. The effect of the orders would have been to cut off the 
company’s supplies of tires and gasoline and forbid the use of 
tires and gasoline now held by the company. 





Travel Curtailment 


The Office of Defense Transportation has ordered the rail- 
roads and the Pullman Company to withdraw from service by 
noon, July 15, all sleeping cars operating between points 450 
miles or less apart. 

General order O. D. T. 53, issued after a meeting of officials 
of the armed forces, the Association of American Railroads 
and the Pullman Company with Director Johnson, withdraws 
895 sleeping cars from regular civilian use and adds that num- 
ber to those available for the exclusive use of military per- 
sonnel. 

The action was made necessary, Director Johnson said, 
by the unexpectedly heavy arrival of troops from Europe, well 
in advance of the schedule originally announced by the War 
Department. 

“Arrivals in June,” said Director Johnson, “were one-third 
greater than had been anticipated. It now appears that July 
arrivals will be much greater than originally expected. In fact, 
July well may be the biggest month of the whole program for 
arrivals from Europe. As troops go across the Pacific in in- 
creasing numbers there may have to be further withdrawals of 
sleeping cars for their use, perhaps within the next month.” 

The 450-mile distance specified in the order will be meas- 
ured by the shortest rail line over which regular passenger 
service is operated between any two points, according to the 
order. 

Director Johnson addressed letters reading as follows to 
J. J. Pelley, President of the Association of American Railroads, 
and Champ Carry, executive vice-president of the Pullman 
Company: 


As you both know, the problems in connection with the redeploy- 
ment of the armed forces of the United States are daily becoming more 
acute. Furthermore, the return of military personnel from the Europ- 
ean theater is ahead of schedule. 

An unprecedented number of troops must be moved on the Amer- 
ican railroads in the coming months. Any delay in transporting them 
will prolong the war with Japan. That cannot happen. 

In order to move the troops promptly and with all the comfort 
possible, it is necessary that civilian passenger service be sharply 
curtailed during the coming months. 

Consequently, I am today directing that all sleeping car service 
between points of 450 miles or less apart be discontinued. This action 
will make available to the armed services, for the transportation of 
troops, an additional 895 Pullman cars and will give them exclusive 
use of about half of the sleeping cars we have in the United States. 
It will make it possible also to give a greater measure of comfort to 
our troops when they move to the west coast prior to their embarkation 
to the Pacific theater. 

I am mindful that this action will result in considerable inconven- 
ience to civilians but on the other hand I feel they will cheerfully 
accept the situation when they realize that it is one way in which 
they can make another important contribution to the war effort. 


Troop Transport Situation 


Press reports that 500 U. S. war veterans from Europe 
had been moved from Boston, Mass., to Camp Beale, Calif., 
in day coaches while German prisoners rode in Pullman cars, 
brought comments on the troop transportation situation from 
both the War Department and the Office of Defense Transporta- 
tion. 


Under Secretary of War Patterson, at a press conference, 
said that the part of the story about German prisoners being 
carried in Pullmans was not true. 

“The part of the story about our troops being carried from 
Boston to San Francisco without sleepers but in day coaches, 
and I think day coaches of the commuter type, is. true,” said 
the Under Secretary. 


No prisoners of war had been carried on Pullmans, the 
under secretary said, except that he understood a few sick 
had been so carried in a very limited number of cases. He 
added that the War Department would take every means in 
its power to improve the passenger-train accommodations for 
troops, and that he was sure the O. D. T. and the railroads 
would give the department the necessary cooperation and 
would make suitable accommodations available. 


At the O. D. T. it was explained that the coaches in which 
the 500 servicemen traveled were standard steel day coaches. 

The facts were, said an O. D. T. spokesman, that expected 
arrivals of redeployment troops, as transmitted to O. D. T. on 
June 2, were to have been 154,000 for June and 256,000 for 
July, to both of which figures were to have been added 50,000 
by air. In June, however, it was explained, around 200,000 
troops, plus 50,000 by air, were returned from Europe, and 
the O. D. T. had now been informed by a War Department 
official that in July, instead of the expected 256,000 plus 50,000 
by air, there would be 353,000 plus 50,000. 

It was “perfectly possible” for American railroads to supply 
at the ports Pullman cars and day coaches to handle any such 
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excess numbers without any warning whatever, the O. D. T. 
spokesman said. 

It was only early in May, said the O. D. T. representative, 
that the O. D. T. was informed that redeployment would be 
through the United States. Many War Department utterances 
“from high levels,” it was explained, were made as late as 
April 26 to the effect that redeployment would be through 
the ‘‘canals.” 

The War Department had again been requested, said the 
O. D. T. spokesman, to give the O. D. T. as much advance notice 
as possible of changes in plans that involved fluctuations in ar- 
rivals or the handling of troops. Without such notice, it was 
explained, there were bound to be times when the proper ac- 
commodations would be unavailable. 

Plans had been under way and would soon be completed 
whereby there would be taken from regular passenger trains 
the equipment necessary to take care of the troops, it was 
explained at the O. D. T. offices. The O. D. T.’s previous plans, 
it was said, had been in keeping with the number of arrivals 
indicated to the O. D. T. and the Association of American Rail- 
roads as those that might be expected. 


Rail Troop Equipment Deliveries 


A spokesman for the War Production Board in Washington 
said, July 7, that the board was “moving heaven and earth” 
in its endeavor to speed up delivery of troop sleepers and 
kitchen cars, for the production of which the Defense Plant 
Corporation authorized a commitment of $20,000,000 (see Traffic 
World, June 9, p. 1530). 

He said it was hoped to have some of the cars delivered 
in September, and to complete deliveries by the end of De- 
cember. He was not optimistic as to the number of cars that 
would be delivered in September, saying it would not be large. 


Redeployment and Rail Capacity 


Unless redeployment of the armed forces is geared to rail- 
road capacity, anything can happen, C. E. Johnston, chairman 
of the Western Association of Railway Executives said at Chi- 
cago July 7. ‘‘The railroads have just about run out of 
‘miracles’.” 

“I don’t think blame attaches to anyone,” Mr. Johnston 
declared. ‘“‘The army wants to move its forces from Europe to 
the Pacific as rapidly as it can, and wants the men to have fur- 
loughs en route across this country. This means crowding the 
railroads to their utmost capacity. 


“They are now returning troops from Europe one-third 
faster than originally contemplated, and it has been impossible 


to furnish, for all, the sort of transportation. these veterans 
deserve.” 


Despite the loss of the armed services of between a fourth 
and a third of skilled railroad men, and restrictions on building 
new equipment, Mr. Johnston declared, the railroads last year 
performed more than three times the passenger service they did 
7 + eo This year they are expected to do still more, he said, 
adding: 


Since the beginning of the war the railroads have sought recogni- 
tion as an essential war industry. Short of manpower and equipment, 
the railroads have been obliged to make the best of what they had, 
performing miracles of transportation which brought praise and acclaim 
from every quarter. 

Now, at the very beginning of the heaviest transportation burden 
of the war, recognition suddenly comes that the railroads are in the 
position of ‘‘having too little too late’’ and that miracles can no longer 
be ‘“‘pulled out of the bag.’’ 

There is little that railroad executives can do about it except do 
the best they can and point to the record—that pleas were made 
repeatedly for manpower and equipment, but could not be granted 
because, in the judgment of responsible authorities, there was more 
pressing need for use of manpower and critical materials for other 
war purposes. 

At the moment, the need for manpower is acute, just the same 
as the need for equipment which is now being demonstrated so force- 
fully. 

We may as well acknowledge that the months ahead, ten to twelve 
of them, will be tough ones for travelers. Two-thirds of all sleeping 
cars will be in Army service, and the Army will have first call on the 
space in the remaining third. Furloughed soldiers will be traveling on 
regular trains to their homes’ and then to assembly centers. 

These veterans are enroute to another war and grateful citizens 
with patriotic instincts will not compete with them for what little 
space remains on trains. 


In the west particularly, the railroads will be under ex- 
treme pressure, Mr. Johnston said. Last year the volume of 
passenger service performed by the western lines was almost 
as great as that of all of the railroads in the United States in 
the peak year of World War I, said he, and it was more than 
three-fourths greater than the passenger service performed by 
all of the railroads of the country in 1939. 

“They are now confronted with the task of carrying the 
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bulk of the redeployment load, along with the heavier move- 
ments of war materials to Pacific ports,’’ he concluded. 


Wisconsin State Fair Cancelled 


The cancellation of the Wisconsin State Fair at Milwaukee 
this year had been announced by the director of the Wisconsin 
State Department of Agriculture, the Office of Defense Trans- 
portation said, adding that this action was taken in response 
to the O. D. T. request that state and regional fairs be omitted 
this year in view of the critical transportation situation. 


War Ownership of Passenger Cars 


In a statement comparing passenger movements and pas- 
senger-carrying equipment in the first and second world war 
periods, the Association of American Railroads said that the 
ownership of passenger-carrying cars at the end of 1943 was as 
follows: Coaches and combination cars, 20,524; parlor and 
sleeping cars, 8,136, and dining cars, 1,567. In the first world 
war the railroads and the Pullman Company combined owned 
33,241 coaches, 8,681 sleeping cars and 1,355 dining cars. Con- 
tinuing, the A. A. R. said: 


In 1944, with virtually the same amount of equipment as in 1941, 
the railroads performed 95,575,000,000 passenger-miles—or more than 
three times the service of 1941, and more than four times that of 
1939, the year in which the war began in Europe. 

The 1945 passenger load is expected to exceed that of 1944 by 
approximately 10 per cent, making it more than 100,000,000,000 passen- 
ger-miles, or nearly two and a half times the 1918 passenger load— 
to be moved in 30 per cent less passenger-carrying equipment than was 
available during the First World War. 

The most important concentrated passenger load in 1945 is the 
redeployment of the veterans returning from Europe. The plan orig- 
inally announced by the War Department called for the return to the 
United States in-eleven months beginning on June 1, 1945, of approx- 
imately 3,000,000 men. Except for the men who are coming home to 
be demobilized, each returning soldier will require a minimum of six 
railway movements—from an east coast port to a staging area; thence 
to the personnel center nearest his home; thence to his home for fur- 
lough, and return to the personnel center; thence to an assembly center 
for additional training; thence to a west coast staging area, with a 
final move from the staging area to shipside for embarkation. 

While the schedule originally announced by the War Department 
called for the return of the Army from Europe in eleven months, 
troops are being brought well ahead of the announced schedule. The 
schedule announced called for arrival at east coast ports in the months 
of June and July of 410,000 troops, plus 100,000 by air. It appears now 
that the actual number returning in those two months will be at 
least one-third greater. 


Commercial Travel Conservation 


Commercial and industrial firms and corporations can help 
in the present transportation crisis by minimizing travel by 
their officials and employes, the Office of Defense Transporta- 
tion has announced. 

The O. D. T. commended recent action along this line by 
the Kimberly-Clark Corporation, of Neenah, Wis. That corpora- 
tion, said the O. D. T., ordered its traffic department “not to 
accept applications from any executive or individual employe 
for railroad, Pullman, airplane, steamship or hotel reservations, 
except when presented in written form and carrying the con- 
firming signature of an officer of the corporation.” It was fur- 
ther ordered that “no person outside the employ of the company 
may at any time be permitted to use our traffic department 
facilities for private reservation or other purposes.” 

In a letter congratulating the Kimberly-Clark Corporation, 
O. D. T. Director Johnson said: 


This is a type of action which will help in keeping travel to a 
minimum, and I recommend it to other companies. I am glad to note 
such an intelligent and practical effort to help keep non-essential 
travelers off our over-burdened railroads, which are now trying to 
meet the most difficult situation in the history of military transportation. 


A. A. R. and Pullman Co. Cooperate 


Prompt statements recognizing the need for elimination of 
overnight sleeping car runs and pledging wholehearted coopera- 
tion in providing sleeping cars to transport additional military 
personnel had been received from the Association of American 
Railroads and the Pullman Company, Director Johnson, of the 
Office of Defense Transportation, announced July 12. 

The statements were made by J. J. Pelley, president of the 
Association of American Railroads, and Champ Carry, executive 
vice-president of the Pullman Company, in letters responding 
to one from Colonel Johnson. The latter expressed his appre- 
ciation of the spirit of cooperation stated in the letters. 

Mr. Pelley’s letter read in part as follows: 


We thoroughly appreciate the need for additional sleeping cars for 
our service men, which necessitates the issuance of this Order; and i 
am sure the public will also. Please be assured, therefore, that the 
railroads will wholeheartedly cooperate, not only in carrying out the 
provisions of the order, but also in every other way so as to provide 
the necessary equipment for handling our military requirements. 

You realize, of course, the burden such an order places upon other 
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important travel connected with our war effort and the inevitable 
creation of inequities which of necessity need be reviewed and corrected 
in the light of experience. I mention this fact because these are 
features which I know you will not want to overlook in such further 
consideration of the matter as may be necessary. 


Mr. Carry’s letter read in part as follows: 


The management of the Pullman Company thoroughly appreciates 
the increased demands of the various branches of the armed services 
for sleeping cars and, therefore, will cooperate with you in every 
way to make this order effective so that in addition to the more than 
700,000 service men and women we have been carrying each month 
in. sleeping cars, thousands more may now ride long distances in 
comfort. 


As you no doubt appreciate, the Pullman Company now has in 
service, exclusive of the 1,237 troop sleepers furnished by the Defense 
Plant Corporation, approximately 500 more sleeping cars than it had in 
service during World War I, and since Pearl Harbor more than half 
of the Pullman fleet has been made available to the armed forces. 
As you point out in your joint letter, after Order 53 has been put 
into effect the armed forces will have approximately 63 per cent of 
the sleeping cars of the country at their disposal. In addition, a very 
substantial portion of the accommodations in the cars operated on 
regularly scheduled trains will continue to be reserved for the Gov- 
ernment Reservation Bureaus. 


The Pullman Company has and will continue to place all available 
cars at points specified by the armed services. The choice of the points 
to be served and the particular units to be moved will remain under 
the jurisdiction of the armed services. 


A. F. of L. Convention Off 


The War Committee on Cenventions has denied an appli- 
cation of the American Federation of Labor to hold its sixty- 
fifth annual convention this year. William Green, A. F. of L. 
president, in announcing the action, said this would be the first 
year since 1881 that the A. F. of L. had missed a convention. 
He said that the A. F. of L., in order to help promote the war 
effort, would not contest the government’s decision. The con- 
vention had been scheduled to be held in Chicago next October, 
with an attendance of about 600 delegates. 

In a letter to Mr. Green explaining why the application 
had been denied, O. D. T. Director Johnson said the A. F. of L. 
had contributed to “the successful and miraculous transporta- 
tion so far delivered the nation.” 

“You know the difficulties, and, I am sure, will find a way 
to transact your vital and necessary business without holding 
a convention, which, as you will understand, is utterly impos- 
sible,” said Director Johnson to Mr. Green. 


New Hampshire Plaint 


Cancellation of seasonal rail travel by the Office of Defense 
Transportation was ‘a serious blow” to New Hampshire and 
all other states whose people relied on the recreational industry 
for a large part of their livelihood, but in view of the present 
need of rail equipment for military travel “New Hampshire will 
get along cheerfully without its seasonal trains and expects only 
the same treatment accorded other regions,” said Representa- 
tive Adams, of New Hampshire, in a statement he inserted in 
the Congressional Record. 

“Tt will, of course, expect that the spirit of the orders will 
be carried out throughout the country without discrimination 
or favoritism,” he said. “If the administrator of O. D. T. treats 
all regions alike, New Hampshire will not complain. It appears 
that Colonel Johnson intends to follow this procedure.” 


Government Departments Asked to Cooperate 


Chiefs of all government departments and agencies have 
been asked by Director Johnson to reduce travel by officials and 
employes. ; 

In a letter to each agency head he called attention to recent 
steps taken to reduce transportation facilities for civilian use, 
in view of the heavy troop movements under the redeployment 
program, and added: 


I am firmly convinced that government agencies can and must 
make still further and greater reductions in travel. 

Government officials should discontinue the scheduling of group 
meetings both in Washington and elsewhere during this critical trans- 
portation period. Resort must be had to other means of informing 
field personnel and others of programs instituted by the various gov- 
ernment agencies. In many instances travel can be eliminated by the 
extended use of postal and communication facilities. 


Your assurance of cooperation in this program for further travel 
curtailment will be appreciated. 


TRANSPORT OF RECLAIMED COKE 


Restrictions on shipments and deliveries of reclaimed coke 
have been tightened by the Solid Fuels Administration for War, 
under provisions of its revised regulation No. 22, so as to pre- 
vent wasteful transportation and distribution of unburnable 
fuel, according to an S. F. A. W. announcement. 

The revised regulation, the S. F. A. W. said, prohibited 
shipments of reclaimed by-product coke containing ash amount- 
ing to more than 20 per cent by weight on a dry basis in sizes 
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over one inch, or 25 per cent in sizes one-half by one inch or 
smaller. It said that reclaimed coke had been used increasingly 
by domestic consumers to supplement limited supplies of scarce 
eastern coals. The revised regulation, it stated, further pro- 
vided that producers and shippers of reclaimed coke must show 
on each shipping notice and invoice the name and address of 
the operating company and location of the operation where 
the coke was reclaimed, so as to enable the S. F. A. W. to trace 
the source whenever the coke was found to contain ash in ex- 
cess of the permissible limitation. 


Restriction of Race Horse Transport 


The Commission, and the Office of Defense Transportation, 
have taken action to restrict the transportation of race horses 
and show animals by rail and motor carriers. The Commission’s 
service order No. 334, Transportation of Race Horses and Show 
Animals Restricted, is effective from July 11, 1945, to July 1, 
1946. The O. D. T. order, general order O. D. T. 54, is effective 
during the war with Japan. 

The Commission’s order designates the director of its 
Bureau of Service, Washington, D. C., as agent to issue per- 
mits to shippers or parties contracting for transportation, by 
rail, such permits to be issued only when the director of the 
bureau is satisfied that the shipment may be made without ad- 
versely affecting the transportation of war traffic. The order 
exempts the transportation in other than express service of 
race horses or show animals not to be entered in any race or 
show or not to be raced or exhibited during the effective period 
of the order. In such cases, the shipper must file an affadavit 
before shipment showing ownership, description of the animals, 
when last raced or exhibited, and a statement that they will 
not be raced or exhibited while the order is in effect. The state- 
ment must also show why it is necessary to make the shipment. 

The Commission’s order was issued at the request of the 
director of the O. D. T. It said that, because the use of equip- 
ment for the transportation of such animals was contributing 
to congestion and delaying the movement of troops, material of 
war and civilian supplies, action was necessary. 

Other pertinent sections of the order follow: 


(a) Definitions. As used in this order the terms: 

(1) ‘‘Race horses and show animals’’ means horses and animals, 
other than ordinary livestock, chiefly valuable for racing, show or breed- 
ing purposes and which are tendered for transportation or are trans- 
ported in express service or in privately owned equipment but does not 
include circus animals moving to circus contracts. 

(2) ‘‘Freight car’’ means either a railroad owned, leased or con- 
trolled freight or express car or a privately owned, leased or controlled 
freight or express car used in the transportation of property. 

(3) ‘‘Carrier’’ means a common carrier by railroad or express com- 
pany subject to the interstate commerce act. 

(b) Transportation of race horses and show animals prohibited. 
No carrier shall furnish or supply a freight car for loading with either 
a carload, less-than-carload, or any quantity shipment of race horses 
or show animals and no carrier shall transport or move any such ship- 
ment of race horses or show animals unless or until the shipper thereof 
or party contracting for transportation surrenders to the carrier origin- 
ating the shipment prior to tender thereof a special permit issued by 
the director of the Bureau of Service, pursuant to paragraph (c) hereof. 


O. D. T. Order 


The O. D. T. order, applying to common and contract motor 
carriers, requires an affidavit similar to that required by the 
Commission’s order, but sets up no permit machinery. 

Director Johnson said that most of the race horses and 
show animals moved in express cars or specially constructed 
livestock cars on express and passenger train runs. The order, 
he says, will make available a considerable volume of this type 
of equipment for other transportation purposes. 


O. D. T. Certificates Change 


The Office of Defense Transportation has modified its regu- 
lations to permit the inauguration of new local motor carrier 
operations involving one used light or medium truck when such 
additional service will not affect existing programs for conserva- 
tion of truck transportation facilities. The new action becomes 
effective July 16. 

The change in regulations will also permit existing local 
motor carriers whose operations were frozen on October 25, 
1943, to extend their operations under certain circumstances, 
according to Guy A. Richardson, director of the O. D. T.’s high- 
way transport department. 

Mr. Richardson added, however, that the new policy did 
not alter other O. D. T. regulations, including those that regu- 
late the frequency of deliveries. 

Under former O. D. T. regulations, new or extended opera- 
tions were not approved unless the applicant could show that 
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the service was “necessary to the war effort or to the main- 
tenance of essential civilian economy.” 

Conditions under which new or extended truck operations 
will now be approved, as contained in an O. D. T. statement of 
policy, are: 

1. Persons not now holding certificates of war necessity for oper- 
ation of a truck, but who wish to inaugurate local truck service, 
will be granted a ‘‘restricted’’ certificate of war necessity for one used 
truck of less than 16,000 pounds gross vehicle weight. The certificate 
will be issued only if the proposed operation will not disrupt or 
jeopardize any existing industry transportation plan or program or 
joint action plan for the conservation of truck transportation. Vehicles 
operated under restricted certificates must be used in local service only 
and the certificates are not transferable. 

2. Motor carriers now holding a certificate of war necessity who 
wish to extend their truck operations in local service will be granted 
permission if it appears that such operation will not affect existing 
programs for the conservation of truck transportation facilities. 

Local service is defined as operations within a municipality and 25 
air miles beyond, or within 25 miles of a carrier’s base of operations 
if not located in an urban community. 

Applicants for new or extended operations must also show that any 
requirement of municipal, state or federal regulations with respect to 
operating authority has been met. 

The modifications do not cover new or extended operations involving 
the use of new commercial motor vehicles and the procedure for the 
issuance of certificates for their operation remains the same. 


The action was taken under Amendment 3 to O. D. T. ad- 
ministrative order 15 and Amendment 2, general order O. D. T. 
21A. 


ICE FOR RAILROADS 


‘Harvesters’ sales of natural ice are exempt from price 
control only in sales for icing of railroad cars and closely 
related uses,” the Office of Price Administration said July 11, 
adding: 

Sales of natural ice by its harvesters to railroads, railways, express 


companies and packers of perishables were exempted from price control 
on December 20, 1944. 

-By today’s action the exemption provision is rephrased so as to 
be applicable only to harvesters’ sales of natural ice in ‘‘car-icing’’ 
sales as now specially defined in the regulation. 

O. P. A. also announced that this exemption will expire October 1, 
1945. 

Harvesters’ sales of natural ice other than car-icing sales must be 
made under ceiling prices established by the regulation. 

(Amendment No. 11 to Maximum Price Regulation No. 154—Ice— 
effective July 16, 1945.) 


R. F.C. AID ON MOTOR EQUIPMENT 

Federal Loan Administrator Snyder has reported that the 
Reconstruction Finance Corporation, through its-Office of De- 
fense Plants (formerly the Defense Plant Corporation), has 
authorized, at the request of the Office of Defense Transporta- 
tion and in connection with the war effort, execution of a con- 
tract with Brashear Freight Lines, Inc., of St. Louis, Mo., to 
provide truck transportation equipment at a cost of about 
$30,000. He said that Brashear Freight Lines would operate this 
equipment in Missouri and adjacent states, and that title to the 
equipment would remain in the R. F. C. 


CEMENT PRICES AND TRANSPORTATION 


If the antitrust division of the Department of Justice prevails 
in a suit filed in Denver, naming 89 cement manufacturers 
it charges with a conspiracy to fix and maintain prices on 
cement, now shipped, it says, exclusively by rail, the purchaser 
will have the privilege of designating the mode of transporta- 
tion, and mills will have the privilege of meeting the delivered 
price of any competing mill at any destination point by absorb- 
ing a part of the transportation cost. 

As part of the alleged system of maintaining a “multiple 
basing-point” system, the suit charges that manufacturers 
refuse to quote prices f.o.b. mill, refuse to ship by water or 
truck, and refuse to permit a buyer to take delivery in his 
own trucks at the mill unless the price to the purchaser in- 
cludes the all-rail freight charge from the nearest ‘‘base’”’ mill 
to the point of destination. 


SEABOARD TRUCK OPERATIONS 


On consideration of the U. S. Supreme Court’s opinion in 
American Trucking Associations, Inc., et al., vs. United States 
of America, et al., No. 558: (see Traffic World, June 23, p. 1662), 
the Commission has reopened and referred to division 5 for 
administrative determination the proceedings in MC 86687, 
Seaboard Air Line Railway Co. (Legh R. Powell, Jr., and 
Henry W. Anderson, Receivers) Motor Operation—Gastom— 
Garnett, S. C., and 13 related sub-proceedings. 

Division 5 has scheduled a prehearing conference in the 
proceedings for July 18, at 9:30 a. m., at the Commission’s 
offices in Washington with Examiner B. E. Stillwell presiding. 
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The division said that at the prehearing conference it was 
contemplated the following would be discussed: (1) Issues in 
the proceedings with a view to their simplification; (2) evi- 
dence to be offered by the applicants and other parties; (3) 
time and place at which the further hearing should be held; 
and (4) such other matters as might aid the Commission in 
arriving at an early decision in the proceedings. 

In No. 558 the Supreme Court reversed the district. court 
for the eastern district of Virginia, on the ground that the 
joint board which held the hearing and also the Commission 
had excluded evidence with respect to the economic effect on 
the existing motor carriers of the proposed railway operation of 
motor trucks. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Massachusetts district, at Boston. In a proceeding insti- 
tuted by the Commission, a permanent mandatory injunction 
was granted, directing R. S. Brine Transportation Co., Boston, 
a class I motor-vehicle common carrier of property, to comply 
with the Commission’s orders with respect to the filing of 
annual and quarterly reports. The injunction required the 
Brine company to file annual and quarterly reports of revenues, 
expenses, and other statistics with the Commission in the 
future, at such times and for such periods as the Commission’s 
orders should require, so long as it should continue to be a 
class I motor carrier. 

Eastern Wisconsin district, at Milwaukee, Laehn Coal & 
Wood Co., dba Shawano Transfer, a motor-vehicle contract car- 
rier, and Consolidated Badger Cooperative, a shipper cor- 
poration, both of Shawano, Wis., were fined a total of $1,100 
following entry of their respective pleas of guilty to two 
informations charging violations of part II of the interstate 
commerce act. Laehn Coal & Wood Co. was fined $800; Con- 
solidated Badger Cooperative was fined $300, and the fines were 
ordered to be paid. Laehn Coal & Wood Co. was charged 
with engaging in contract carriage of property for compensa- 
tion, without a permit from the Commission authorizing the 
particular operations described in the informations, and with- 
out having on file with the Commission a schedule of its 
minimum charges for such transportation. Consolidated Badger 
Cooperative was charged in one of the informations with aiding 
and abetting the carrier with respect to some of its unauthorized 
operations. 

Northern Indiana district, at Indianapolis. McClosky & 
Shaffer, Inc., of Chicago, Ill., was fined $1,150, June 28, follow- 
ing entry of its plea of guilty to an information charging it with 
operating as a common carrier of property for compensation 
without a certificate having been issued to it by the Commis- 
sion authorizing the particular operations described in the in- 
formation, and without having on file with the Commission and 
without having published any rate or charge applicable to such 
transportation. The entire fine was paid. 

District of Nebraska, Omaha division, at Omaha. Merchants 
Motor Freight, Inc., of St. Paul, Minn., was convicted following 
a trial before the court without a jury on an information alleg- 
ing violations of part II of the interstate commerce act. The 
court imposed a fine of $500, which was required to be paid in 
full. The defendant, a common carrier by motor vehicle, was 
charged with granting allowances to a shipper for service per- 
formed by the shipper in loading interstate shipments of prop- 
erty in the defendant’s vehicles used in the transportation of 
such shipments, without having published in its tariffs any 
provision for payment of such allowances, and also with extend- 
Ing excessive credit with respect to the payment of transporta- 
tion charges on interstate shipments transported by the carrier 
for periods in excess of those prescribed by the Commission. 


Cc. R. I. & P. EQUIPMENT PURCHASE 


Federal Judge William J. Campbell of Chicago on July 10 
authorized trustees of the Chicago, Rock Island & Pacific 
Railway Co. to purchase four Diesel freight locomotives at an 
estimated cost of $1,344,000. 


CHANGES IN DOCKET 


Hearing in MC 59754, Sub. 8, assigned for July 10, at Birmingham, 
Ala., was postponed to July 13, at the Thomas Jefferson Hotel, Birm- 
ingham, Ala., before Jt. Bd. 100. 

Hearing in MC 102593, Sub. 1, assigned for July 13, at Springfield, 
Ill., was postponed to July 17, at the Hotel Abraham Lincoln, Spring- 
field, Ill., before Examiner Badian. 
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REGULATION OF COMMON CARRIERS 


(District Court, D. New Jersey.) The pickup and delivery 
service within a terminal area, which does not require a cer- 
tificate of public convenience and necessity, applies only to 
local service as part of and incidental to the services authorized 
to be performed by the line-haul carriers, and such service, if 
within the line-haul carrier’s terminal area, is performed under 
authority of the line-haul carrier. Interstate Commerce Act 
Sec. 202(c) (2), as added by Act Sept. 18, 1940, Sec. 17(b), 
49 U. S. C. A. Sec. 302(c) (2). 

The existence of two carriers engaged in performing trans- 
portation, a line-haul carrier and a local pickup or delivery 
carrier, is not required to raise question of “terminal areas,” 
within which pickup delivery service may be conducted by a 
line-haul carrier under its certificate. Interstate Commerce Act 
See. 202(c) (2), as added by Act Sept. 18, 1940, Sec. 17(b), 
49 U. S. C. A. Sec. 302(c) (2). 

The “terminal area” of Philadelphia, within which a line- 
haul motor carrier could conduct pickup and delivery service 
without a certificate of public convenience and necessity, did 
not include Beverly, N. J. Interstate Commerce Act Sec. 202(c), 
(2), as added by Act Sept. 18, 1940, Sec. 17(b), 49 U. S.C. A. 
Sec. 302(c) (2). 

Where Interstate Commerce Commission had not formerly 
defined the territory of motor carrier’s “terminal area” in 
Philadelphia, but had made a general ruling that a carrier 
might serve places within two miles of corporate limits of point 
authorized to be served, a carrier serving Philadelphia was not 
warranted in assuming that Beverly, N. J., more than two miles 
from limits of Philadelphia, was within its terminal area. Inter- 
state Commerce Act Sec. 202(c) (2) as added by Act Sept. 18, 
1940, Sec. 17(b), 49 U. S. C. A. Sec. 302(c) (2). 

That motor vehicle carrier had made application to Inter- 
state Commerce Commission for authority to serve points within 
five miles of Philadelphia, as being within the carrier’s terminal 
area, before the filing of information charging carrier with 
transporting property in interstate commerce by motor vehicle 
from Pennsylvania to Beverly, N. J., without a certificate of 
public convenience and necessity authorizing such operation, 
was not material to the guilt or innocence of the carrier. Inter- 
state Commerce Act Sec. 202(c) (2), as added by Act Sept. 18, 
1940, Sec. 17(b), 49 U. S. C. A. Sec. 302(c) (2). 

A subsidiary company operating as a motor carrier, under 
authority of Interstate Commerce Commission, which did not 
include the transportation of property from Pennsylvania to 
Beverly, N. J., could not avoid responsibility for violating Inter- 
state Commerce Act by such unauthorized transportation, on 
ground that carrier was merely an operating department of 
parent company which had a sufficient certificate for operation 
within five miles of Philadelphia, where each company operated 
under separate authority of the commission and the bookkeep- 
ing entries for shipments to Beverly, N. J., established that 
they were made by and for the subsidiary company. Interstate 
Commerce Act Sec. 202(c) (2), as added by Act Sept. 18, 1940, 
Sec. 17(b), 49 U. S. C. A. Sec. 302(c) (2). 


Where the boundary line beyond which it was illegal for 
motor vehicle carrier to operate had reasonably clear definition, 
and under regulations generally applicable carrier should have 
known that the operation of a pickup and delivery service to 
Beverly, N. J.; was not “terminal area” service as respects its 
authority to serve Philadelphia, and carrier sought to have 
Interstate Commerce Commission make a determination as to 
limits of its terminal area operations only after agitated by 
the prospect of prosecution, carrier’s conviction of violating 
Interstate Commerce Act by such operations would not deny 
carrier due process of law. Interstate Commerce Act Sec. 
202(c) (2), as added by Act Sept. 18, 1940, Sec. 17(b), 49 U. S. 
C. A. Sec. 302(c) (2); U. S. C. A. Const. Amend. 5. (United 
States vs. Motor Freight Express, 60 Fed. Supp. 288.) 





(District Court, E. D. Pennsylvania.) Upon application for 
certificate of authorization, Interstate Commerce Commission 
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need only pass upon question of necessity to public of proposed 
service and is not required to determine whether certificate 
already held by applicant will sustain additional operations 
proposed by carrier. Interstate Commerce Act Sec. 207(a), 
49 U.S. C. A. Sec. 307(a). 

Orders of Interstate Commerce Commission are not sub- 
ject to judicial review under Urgent Deficiencies Act if they do 
not command carrier to do or refrain from doing anything, 
grant or withhold any authority, privilege, or license, extend 
or enlarge any power or facility, subject carrier to any liability, 
civil or criminal, change carrier’s existing or future status or 
condition, or determine any right or obligation. Jud. Code Sec. 
24 (28), 28 U.S. C. A. Sec. 41 (28). 

District Court had no jurisdiction under Urgent Deficien- 
cies Act of action by interstate motor common carrier to annul 
and enjoin enforcement of orders of Interstate Commerce Com- 
mission denying carrier’s application for certificate authorizing 
suburban service and denying without comment petition for 
reconsideration seeking dismissal of application on ground that 
carrier’s “grandfather certificate’ authorized such service and 
additional certificate was unnecessary, since such orders did 
not adversely affect any existing right of carrier. Jud. Code 
Sec. 24 (28), 28 U. S. C. A. Sec. 41 (28); Interstate Commerce 
Act, Sec. 206(a), as amended, and Secs. 207(a), 222, 49 U. S. 
C. A. Secs. 306(a), 307(a), 322 U. S. C. A. Const. art. 3, Sec. 2. 

Federal District Courts under judicial power granted by 
Constitution to determine cases and controversies do not have 
jurisdiction to render a merely advisory opinion. U. S. C. A. 
Const. art. 3, Sec. 2. 


os (Motor Freight Express vs. United States, 60 Fed. Supp., 
3 


Intrastate Passenger Fares 


Lower fares for intrastate passengers in North Carolina, 
Alabama, Georgia and Kentucky, according to plans of railroad 
publishing agents, will go into effect about July 25, since the 
Commission, instead of asking for a stay of the order of the 
Supreme Court of the United States reversing the district courts 
that upheld the Commission’s order requiring increases in intra- 
state fares in the four states to the interstate level, has asked 
the Supreme Court for rehearing. 

The Commission filed its petition for rehearing in No. 560, 
State of North Carolina, et al. Appellants, vs. The United 
States of America, Interstate Commerce Commission, et al., 
and No. 561, William H. Davis, Economic Stabilization Director, 
by Chester Bowles, Price Administrator, Appellant, vs. Same. 
In those cases the Supreme Court, in a five to four decision, 
found that the Commission’s order under section 13 was not 
based on adequate findings supported by evidence, and reversed 
the district courts (see Traffic World, June 16, p. 1601). The 
Commission’s order is in 258 I. C. C. 133. 

In the office of the Commission’s chief counsel it was ex- 
plained that a request for a stay of the Supreme Court’s order 
had not been made because of the difficulty of getting into 
communication, in the summer recess, with one of the five jus- 
tices who ruled against the Commission. Hence the lower fares 
in the four states will become effective and remain effective 
unless the Supreme Court grants the petition for rehearing and 
reverses itself. 

The Commission argues under seven heads that the Court 
ruled adversely on ‘questions under the interstate commerce 
act of such far-reaching importance and effect, and weakens the 
Commission’s control over the national transportation system 
to such a marked degree that the Commission feels impelled 
to urge the Court to give the decision further consideration.” 


Court Overlooked 1933 Amendment 


Of greatest importance, affecting the whole fabric of the 
national rate structure, was the holding of the Court that the 
purpose of the act was to assure railroads a fair net operating 
income and no more, and that the power of the Commission to 
require states to raise their intrastate rates depended on 
whether intrastate traffic was contributing its fair share re- 
quired to meet maintenance and operating costs and to “yield 
a fair return on the value of property directed to the transpor- 
tation service’ both interstate and intrastate, said the Commis- 
sion’s petition. 

This holding, the Commission said, “which must be inter- 
preted as declaring a standard of railroad earnings,” was not 
in accordance with the act as it stands today. It was founded 
on provisions repealed in 1933, after careful and thorough con- 
sideration, as inimical to the great objective of the act to de- 
velop and preserve a national transportation system adequate 
to meet the needs of the commerce of the United States and 
of the national defense, said the Commission. Under section 
15a of the act, as amended in 1933, and under the national 
transportation policy, contended the Commission, it was now 
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untrammeled by rigid rules such as appeared in the original 
section 15a. The 1933 amendment, it said, ‘completely aban- 
doned the ‘fair-return-on-value’ method of rate making,” be- 
cause, it said, the 1920 rate-making rule tended to defeat its 
own purpose. 

The Commission says the two cases cited in the Court’s 
opinion, Dayton-Goose Creek Railway vs. United States, 263 
U. S. 456, and United States vs. Louisiana, 290 U. S. 70, as 
authority for its holding, were decided under the original sec- 
tion 15a. 

“We respectfully submit that there is no provision in the 
interstate commerce act which either expressly or by reasonable 
implication now operates as an inexorable bar against carrier 
revenues at any time or for any period, regardless of conditions, 
rising above a fair return on value,” said the Commission. “By 
the amended section 15a and by the national transportation 
policy, Congress established a different standard and conferred 
a power on the Commission to accomplish the desired re- 
sults.” 

Later the Commission said it was indisputable that the 
courts by judicial process must determine whether legislatively 
prescribed rates for common carriers yielded revenues less than 
a fair return, in order to uphold the constitutional guaranties 
against confiscation. 

“But is it not clear,” it continued, “that the establishment 
of the upper limits of the earnings of carriers engaged in trans- 
portation in interstate commerce is a legislative matter within 
the exclusive control of Congress under the constitution ?” 


In closing its argument under the first head of its petition, 
the Commission continued: 


It is conceivable that in the long run the national rate structure as 
prescribed by the Commission under the present statutory standards 
might not be substantially different from a system of rates designed 
to yield a fair return on value. But Congress abandoned the latter 
rule for the present rule which puts the duty upon the Commission to 
establish a general rate level which will enable the carriers to main- 
tain and preserve adequate transportation service and which permits the 
Commission, in the exercise of its administrative discretion, to adjust 
rates from time to time so that the average revenues over a period of 
years will meet the objectives of the national transportation policy 
and the standards of section 15a of the act. 


Commission Review of Rates and Fares 


The Commission had found that the freight rates and pas- 
senger fares in effect in the war period, and now in effect, met 
the standards of section 15a of the act and the objectives of 
the national transportation policy, said the Commission. Say- 
ing it had censidered this question from time to time in the 
war period, it cited Ex Parte 148, Increased Railway Rates, 
Fares and Charges, 1942, and supplementary reports in that 
proceeding, observing that, in December, 1944, in the latest re- 
port in Ex Parte 148, it approved revenues from the present 
general level of rates and fares, “including the 2.2-cent passen- 
ger coach fare then in effect throughout the country without 
exception, as in conformity with the standards of the act.’’ Con- 
tinuing, it pointed out that the finding in the latest Ex Parte 
148 report held good only until December 31, and that, there- 
fore, “toward the end of the present year,” it would again con- 
duct an appropriate investigation to determine whether the 
general level of rates, fares and revenues were still in accord- 
ance with the act. 


Equal Rates for Equal Service 


Discussing the matter of rates for interstate and intrastate 
service, the Commission said it had required, and the Court had 
approved, equal rates for equal service on interstate railroads. 
However, it said, the present decision seemed to sanction a prin- 
ciple under which intrastate traffic was not required to con- 
tribute revenues based on rates commensurate with the reason- 
able interstate rates, quoting the decision as follows: 


The Commission made no findings as to what contribution from 
intrastate traffic would constitute a fair proportion of the railroad’s 
total income. It made no finding as to what amount of revenue was 
required to enable these railroads to operate efficiently. 


After observing that it would be impossible to obtain such 
a separation of income, and that, even if it was possible to deter- 
mine what intrastate rate should be prescribed to remove dis- 
crimination, the petition said that “it might be a rate either 
higher or lower than the reasonable interstate rate, though the 
respective transportation conditions reasonably required equal- 
ization of the inter- and intrastate rates.” 

“It is worthy of note, as indicating that there are no con- 
ditions in North Carolina which warrent intrastate passenger 
fares different from the interstate fares on the same railroads, 
to, from and through points in North Carolina, that for more 
than 34 years prior to October 1, 1942, the intrastate fares in 
North Carolina (and also in Alabama, Kentucky and Tennessee) 
were on the same basis as the interstate fares, except for only 
a short period in 1940,” said the Commission. 





TRAFFIC WORLD 


The Commission summed up the other points in its petition 
as follows: 


4. The Court’s decision is subject to the interpretation as holding 
that the Commission may raise intrastate rates in order to remove un- 
just discrimination against interstate commerce only in instances where 
it can find that the intrastate rates are below the full cost of the serv- 
ice. Since the Fourteenth Amendment forbids state prescribed rates 
that are confiscatory, it is rare than an intrastate rate is below the cost 
of the service. If the power of the Commission under section 13 may 
be exercised only where it can make this finding, it is reduced to virtual 
impotency. The Commission found, upon the evidence in the section 
13 proceeding, that the interstate. 2.2-cent fare is reasonable, and it 
also made findings which show that neither the interstate coach fare 
of 1.5 cents nor that fare as increased to 1.65 cents is now reasonable. 
The findings made by the Commission cover all the essential elements 
in a section 13 case. Reasonable determinations were required and these 
were made. Requirements of findings so impracticable or stringent 
that they could not be made would tie the hands of the Commission 
and prevent it, the only agency authorized to wield the constitutional 
power to prescribe intrastate rates to remove discriminations against 
interstate commerce, from correcting such discriminations. 

5. The Commission accorded the state a full and fair hearing. 

6. Much more was shown and much more was found by the Com- 
mission than the existence of a mere disparity between the reasonable 
interstate rate and the intrastate rate. The Commission has never 
held and does not here contend that a showing of such disparity, with- 
out more, is enough to warrant a section 13 order. 

7. The courts will not substitute their judgment for that of the 
Commission upon administrative questions. In this case, the question 
of the reasonableness of the interstate rates and the question of the 
proper rate to remove the discrimination against interstate commerce 
and the question whether the level of the body of the rates as a whole 
conforms to the standards of section 15a and meets the objectives 
of the national transportation policy, involving technical and intricate 
problems of transportation, are, we submit, all within the administra- 
tive judgment of the Commission and are not subject to revision upon 
judicial review. 


“The decision of the Court in this case weakens the Com- 
mission’s control over the national transportation system be- 
cause it encourages state commissions to decline to permit in- 
creases in intrastate rates to the reasonable comparable inter- 
state level, and to reduce intrastate rates below that level, 
though the transportation conditions are substantially similar 
or identical, when, in their judgment, the total revenues of the 
of the interstate carriers are above what the state commissions 
consider to be reasonable returns, whereas the question of the 
adequacy of the general level of the rates and revenues of the 
interstate transportation system is one confided by Congress 
exclusively to the Interstate Commerce Commission,” said the 
closing paragraph of the petition. ‘Authority over that im- 
portant question, if divided between the single federal arm of 
Congress and the 48 state commissions, will result in confusion 
and conflict, and frustrate the purpose of Congress to promote 
and maintain an efficient national transportation system ade- 
quate for peacetime needs and essential to the national defense 
and safety in time of war.” 


LAND GRANT RATE REPEAL 


Senator Wheeler, chairman of the Senate interstate com- 
merce committee, has proposed an amendment to H. R. 694, 
the land-grant rate repeal bill passed by the House, to make 
the repeal effective ninety days after the end of the war. The 
amendment, submitted in the nature of a substitute for H. R. 
694, the effective date of which if approved would be 90 days 
after approval, also contains a proviso that any travel or trans- 
portation contracted for prior to the effective date (90 days 
after the end of the war) “shall be paid for at the rate, fare or 
charge in effect at the time of entering into such contract.” 
The amendment also would eliminate the provision in the 
House bill directing the Commission to give due consideration 
to the increased revenues that carriers would receive as a result 
of the enactment of the bill “so that such increased revenues 
will be reflected in appropriate readjustments in rates, fares 
and charges to shippers.” 





PASSENGER TICKET BILL 


Chairman Lea, of the House committee on interstate and 
foreign commerce, has introduced H. R. 3747, a bill to amend 
the interstate commerce act by adding subparagraph (c) to 
paragraph 17 of section one of the act, making it unlawful for 
any person acting for or employed by any common carrier sub- 
ject to the act to demand, solicit, or receive, directly or indi- 
rectly, any bribe, or any money, property, thing of value or 
gratuity, or promise thereof, in any form whatsoever, with re- 
spect to the furnishing, procurement, reservation, sale, or resale, 
of any ticket covering any passenger transportation or the use 
of any passenger accommodation. The bill would authorize the 
Commission in time of emergency declared by it to prescribe 
the maximum to be charged for services in obtaining tickets 
for persons. 
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fuly 14, 1945 


Transport Policy Inquiry 


House Interstate Committee Plans Broad Investigation 
of Transportation to Lay Foundation for New Basic 
Legislation—Chairman Lea Points to Lack of 
Proper Coordination of Facilities 


a By STANLEY H. SMITH 
An investigation of the transportation situation with a 


view to recommending legislation to bring about a con- 
sistent public policy fair to all carriers, transport users, the 
investing public and labor was proposed in the House of Repre- 
sentatives of Congress the afternoon of July 12 by Representa- 
tive Clarence F. Lea, chairman he House committee on inter- 
state and foreign commerce. 

Offering a resolution eduthorizing an investigation of the 
nation’s transportation situation, with particular reference to 
postwar problems, Chairman Lea told the House that the. pro- 
posal “stems from a growing realization on the part of the 
subcommittee on transportation of the committee on interstate 
and foreign commerce that in this field of industry we face 
a most perplexing and vital post-war problem. This realiza- 
tion is shared by our full committee.” 

The transportation subcommittee will invite operators of 
transportation facilities, shippers and shipper organizations, 
committees and associations with an interest in transportation, 
chambers of commerce and similar public bodies, federal and 
state regulatory commissions, and any other persons who may 
be interested in the problems presented, to submit information 
and constructive suggestions. Replies to a list of suggested 
topics for consideration will be sought as soon as possible, but 


the subcommittee hopes to have all such replies in by Decem- 
ber 1 this year. 





Problem Vital 


“This problem is vital because transportation is the con- 
necting link between our producing machine and the consuming 


public,” said Chairman Lea in his remarks in the House con- 
tinuing as follows: 


Without adequate, economical transportation our whole economy 
can bog down no matter how much energy, wisdom and capital our 
industrial executives may put into the other phases of reconversion 
from a war economy to an economy of peace. 

Failure to provide legislative remedies for the flaws in our national 
transportation policy, which we all know are there, and failure to focus 
the thought of leaders in the transportation field upon their own 
responsibility, apart from legislation, in meeting their postwar prob- 
lems, can prolong by many years the nation’s period of reconversion 
to peace. Indeed, it can even throw our economy into chaos. 


In spite of the overwhelming importance of these problems, our 
planning to date for a national transportation system geared to a 
postwar United States, has been sporadic, haphazard and uncoordinated. 

I am fortunate, as chairman of the interstate and foreign commerce 
committee, to have for this proposed inquiry a subcommittee on trans- 
portation of ability and experience. Through long service on the com- 
mittee they have an intimate knowledge of the development of the 
problems with which we must deal. 


Aside from myself, who will serve as chairman of the subcommittee, 
our members are: Robert Crosser, Ohio; Alfred L. Bulwinkle, North 
Carolina; Lyle H. Boren, Oklahoma; J. Percy Priest, Tennessee; Oren 
Harris, Arkansas; George G. Sadowski, Michigan; Charles A. Wolverton, 
New Jersey; Pehr G. Holmes, Massachusetts; B. Carroll Reece, Ten- 
nessee; Charles A. Halleck, Indiana; and Clarence J. Brown, Ohio. 

While the whole committee will, of course, be called upon eventually 
to labor with this problem, the preliminary spade-work will be done 
by this transportation subcommittee. I have discussed the plans for 
the inquiry with members of this subcommittee and I am assured of 
their whole-hearted support. 

The committee proposes to assume its responsibility as to these 
problems as promptly and effectively as their complexities will permit. 
We are preparing a list of suggested topics for consideration of all 
who may be interested in these problems. These topics are in no way 
intended to be exclusive of other subjects which may be presented. 
These suggested topics will be given wide circulation to operators of 
transportation facilities, shippers and shipper organizations, com- 
mittees and associations with an interest in transportation, chambers 
of commerce and similar public bodies, and to federal and state regu- 
latory commissions. 

However, the committee will not only welcome, but invite, informa- 
tion and constructive suggestions from any other persons who may 
be interested in these problems. We wish to make it clear to the 
recipients of our invitations that they are not confronted by a ques- 
tionnaire; they are at liberty to comment on as much or as little of 
the suggested agenda as they may desire. They must understand also 
that replying to our invitations will not necessarily involve their appear- 
ance before the committee. 

We would welcome these replies as soon as possible, but hope 
that they may all be furnished by December 1. The information and 
Suggestions furnished will be carefully studied and analyzed for the 
use of the committee in consideration of proposed legislation. 


101 


A quarter of a century ago, when Congress approached the task 
of turning the railroads back to their owners, after 26 months of 
federal control, the problem faced was mainly a railroad problem. 


That is not so today. It is, on the other hand, a general transportation 
problem. 


The Problem 


Today we have the problem of a general transportation system—a 
system composed of important competing agencies including transporta- 
tion by rail, highway, water, air and pipelines. Each of these types 
of transportation are capable of performing a service that in some 
respects has advantages over all of its competitors. The nation has the 
problem of coordinating these different types of transportation with a 
view of best serving the interest of the nation and with fairness to 
the competing agencies. 

At the beginning of the war, our country had 30,500 miles of navi- 
gable inland waterways served in peacetime by over 11,000 vessels; over 
8,000 miles of coastal and inter-coastal water routes competing with our 
rail and highway carriers. 

There are 1,302 railroad corporations in the United States, of which 
136 are so-called Class I roads, operating 230,000 miles of privately- 
owned lines and terminals. 

From less than 10,000 miles of hard-surfaced highways in 1919, this 
country now has nearly 1% million miles of such roads—230,000 miles of 
which have received federal aid. 26,200 trucking companies and over 
1,500 motor bus companies operate more than 5 million trucks and 
busses over this network of roadways. 

There are now over 3,000 airports in the United States; the Civil 
Aeronautics Authority has plans for 3,000 more. There are approxi- 
mately 35,000 lighted airline miles. 

There is a vast network of pipelines throughout the United States. 
These facilities are being expanded and are a potent force in the chang- 
ing areas of production and distribution. 


Point On Coordination 


To a very large extent, all of these forms of transportation have 
been developed without proper coordination with each other. Each is 
constituted on a different economic base, yet each is highly competitive 
with the others. 

The public is paying a tremendous bill for all of these services, both 
through direct charges and taxation. The services of all these agencies 
intimately touch the daily life of every citizen. Those engaged in agri- 
culture and industry are dependent on efficient transportation to move 
their products to consumers at the lowest possible cost. This nation 
cannot prosper and can scarcely exist without an adequate and efficient 
system of transportation. 

In the light of profound changes in the economy of this industry 
and its relation to the country; we must adjust legislation and adminis- 
trative control to an entirely new set of conditions. 

Obviously, the primary function of all agencies is to render ade- 
quate, efficient, and convenient service for shippers and travelers at the 
most reasOnable charges consistent with the most enlightened treat- 
ment of labor possible under any given set of conditions. Charges for 
services should be as low as they can be made without sacrificing the 
sound standards evolved from the experience of many years. 

Our committee is fully conscious of the extreme complexity of the 
problems involved in this situation and the difficulties of their solution. 
Our hope and purpose in engaging in this survey of transportation 
problems are summarized in the resolution which I have introduced 
today. We trust that our inquiry will result in ‘‘a consistent public 
policy fair to all competing agencies of transport, to the using and in- 
vesting public, and to labor to the end that the country’s commerce may 
be moved with the greatest possible degree of economy, safety, and 
dispatch.”’ 


Text of Resolution 


Mr. Lea introduced the following resolution, which was re- 
ferred to the committee on rules: 


Resolved, that the committee on interstate and foreign commerce 
or any duly authorized subcommittee thereof, be authorized and directed 
to investigate the transportation situation with a view to recommending 
legislation that will result in a consistent public policy fair to all com- 
peting agencies of transport, to the using and investing public, and to 
labor, to the end that the country’s commerce may be moved with the 
greatest possible degree of economy, safety, and dispatch. 

Sec. 2. The committee, or any duly authorized subcommittee there- 
of, is authorized to sit and act at such places and times, to require by 
subpoena or otherwise the attendance of such witnesses and the pro- 
duction of such books, papers, and documents, to administer oaths, to 
take such testimony, to procure such printing and binding, and to make 
such expenditures within the limits hereinafter fixed, as it deems ad- 
visable. 

Sec. 3. (a) The committee shall have power to employ and fix 
the compensation of such assistants, experts, and employees, as it deems 
necessary in the performance of its duties under this resolution. 

(b). The committee is authorized to utilize the services, informa- 
tion, facilities, and personnel of the departments and agencies of the 
Federal Government. 

Sec. 4. The committee shall, from time to time, in its discretion, 
make such preliminary report or reports to the House of Representatives 
as it deems desirable; and shall, during the present Congress, report 
to the House the results of its investigation and study, and submit its 
recommendations. 


At an executive session of the subcommittee July 9, Edward 
A. Moree, of New York, a vice-president of the Transportation 
Association of America, discussed with the members the subject 
of congressional reexamination of the transportation problem. 
T. A. A. officials have urged that such a reexamination be made. 
Chairman Lea said the subcommittee would employ assist- 
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ants who would, among other things, digest the statements sub- 
mitted for the consideration of the subcommittee. No doubt, 
public hearings will be held eventually by the subcommittee, 
but these will follow submission of the written statements and 
consideration thereof by the subcommittee. 


A T. A. of A. Approves 


Sydney Anderson, vice president, General Mills, Inc., Minne- 
apolis, Minnesota, president of the Transportation Association 
of America, July 12 expressed approval by the association 0 
ffié resolution introduced in the House by Chairman Lea, 

“We have long advocated such an investigation,” said Mr. 
Anderson, “our belief being that Congress should undertake 
a complete economic re-appraisal of national transportation 
policy in view of the changes in conditions in the last 25 years. 
We have now a patchwork of legislation instead of a consistent 
and logical pattern. We have our own ideas as to what should 
be done and shall present them at the proper time, as, doubt- 
less, will others. Out of such an inquiry ought to come sound 
recommendations for future policy that will permit transporta- 
tion, under private ownership, to function at the least possible 
cost to users consistent with adequate protection for the in- 
vestment necessary to maintain efficient operation. We are 
confident that Mr. Lea’s committee will do a thorough job 
if Congress authorizes the inquiry.” 


Rail Securities Adjustment Bill 


At the request of the Commission, Senator Wheeler, chair- 
man of the Senate interstate commerce committee, July 12, 
introduced S. 1253, a bill to amend Part I of the interstate 
commerce act to provide for modification of terms and pro- 
visions of carrier securities. 

In the following letter to Chairman Wheeler, the legisla- 
tive committee of the Commission, composed of Commissioners 
Splawn, Mahaffie and Rogers, télls why it thinks the proposed 
legislation should be enacted and explains the provisions -of the 
bill: 


In the Commission’s annual report for the year 1943, reference was 
made in the chapter relating to the progress of railroad reorganizations 
under section 77 of the bankruptcy act to the provision which the Com- 
mission had incorporated in one of the plans of reorganization approved 
by it under which the reorganized debtor, with the consent of the holders 
of not less than 75 per cent in principal amount of the bonds issued by 
it, could, subject to the Commission’s approval, modify the provisions 
of the securities issued by it, and the instruments pursuant to which 
issued, including provisions for the payment of interest or principal. 

In that connection, the Commission stated that it was giving con- 
sideration to a possible recommendation that the Congress adopt legis- 
lation which would provide for the application of such a provision to 
all railroad mortgages under which bonds were already outstanding. 
After further and intensive consideration, we have concluded that it 
would be to the public interest and of real aid in the restoration and 
preservance of railroad credit that legislation of this character be en- 
acted. 

To Avoid ‘‘Drastic’’ Reorganization 


The Congress is cognizant of the deterioration of service and de- 
crease of employment which usually occur whenever a carrier begins 
to experience substantial loss of traffic and revenues. This, in no small 
measure, is caused by the necessity for the carrier to meet its fixed 
charges or else to face the prospects of receivership or a judicial re- 
organization under section 77 of the bankruptcy act. The financial struc- 
tures of many carriers were, and in some instances still are, such as to 
require a thorough rearrangement of their financial and corporate 
structures. On the other hand, instances arise where drastic reorgani- 
zation is neither necessary nor desirable. Although the financial diffi- 
culty of a carrier may be temporary, when such a condition becomes 
known, it produces a very unfavorable effect on its credit and the 
marketability of its securities. This arises from the uncertainty or fear 
that certain classes of securities may be totally eliminated and others 
drastically modified in the event of judicial reorganization. 

By reason of the fact that the securities of most carriers are widely 
held, and for other reasons, it usually is not feasible to effect a volun- 
tary financial reorganization which requires the consent of all of the 
holders of the carriers’ bonds or even of all of the holders of individual 
issues. Recognition of this fact brought about the enactment of the 
McLaughlin bill. While this statute has afforded relief in certain in- 
stances, proceedings thereunder are of necessity quite prolonged and 
expensive. Moreover, while the unfavorable effects experienced by such 
proceedings are not as pronounced as in the case of reorganization under 
section 77 of the bankruptcy act, the relief which may be afforded 
thereby is offset in other respects. 

The objections to effecting financial readjustments under the meth- 
ods above referred to could, in numerous instances, be eliminated if 
there existed a medium through which a carrier, with the consent and 
cooperation of the majority of all of its bondholders, or in some in- 
stances, with the consent of a majority of the holders of individual 
classes of its securities, could modify its obligations, for example, by 
postponing or reducing the payment of interest charges or by extending 
the maturity of some or all of its bonds. 


Summary of Bill 


This, we believe, would be accomplished by the enactment of a bill, 
a draft of which is herewith submitted for your consideration. The 
provisions of this draft are summarized below. 
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This bill would amend the interstate commerce act by a new section 
to be designated as 20(b). There follows a discussion of this proposed 
new section. 

Proper safeguards of the majority, as well as of the minority, in- 
terests should, of course, be provided in any legislation along the lines 
suggested. In this connection it will first be observed from the provisions 
of the proposed section 20(b) that whenever an alteration or modifica- 
tion of a carrier’s bonds or other evidences of securities is proposed, 
the carrier must make application to the Commission as set out in 
paragraph (2) of the draft. The Commission then would set the appli- 
cation for public hearing and notice thereof would have to be given to 
the holders of the securities involved. The Commission, after hearing, 
would approve the application if it found that the proposed alteration o1 
modification (1) is within the scope of the statute, (2) will be in the 
public interest, (3) will be in the best interests of the carrier and of the 
holders of each class of its obligations affected by such modification or 
alteration, and (4) will not be adverse to the interests of the holders of 
any other class of the carrier’s securities or to the interests of any 
creditor of the carrier not affected by such modification or alteration. 
Thereafter (unless the applicant should withdraw its application) the 
Commission would cause the carrier in such manner as it directs, to 
submit the proposed alteration or modification (with such amendments 
as the Commission should direct) to the holders of each class of its 
obligations affected, for acceptance or rejection. 


Assent to Security Holders 


Paragraph (2) also provides that if the Commission should find that 
as a result of such submission the proposed alteration or modification 
has been assented to by the holders of at least 75 per cent of the aggre- 
gate principal amount outstanding of each class of obligations affected 
(or in any case where 75 per cent thereof is held by fewer than 25 
holders, such larger percentage if any, as the Commission may deter- 
mine), the Commission would enter an order approving and authorizing 
the proposed alteration or modification upon the terms and conditions 
and with the amendments, if any, required. 


Paragraph (3) of the draft would set up standards to guide the 
Commission in respect of what class of obligation would be deemed to 
be affected by any proposed modification or alteration. In this connection 
it is suggested that a class of obligations should be deemed to be af- 
fected by any modification or aiteration proposed only (a) if a modi- 
fication or alteration is proposed as to any provision of such class of 
obligations, or (b) if any modification or alteration is proposed as to 
any provision of any instrument pursuant to which such class of obli- 
gations shall have been issued or secured; provided, that in any case 
where more than one class of obligations shall have been issued and be 
outstanding or shall be secured pursuant to any instrument, any altera- 
tion or modification proposed as to any provision of such instrument, 
which does not relate to all of the classes of obligations issued there- 
under, should be deemed to affect only the class or classes of obligations 
to which such alteration or modification is related. Provision should 
also be made that an obligation should not be deemed to be outstanding 
if in the determination of the Commission the assent of the holder 
thereof to any proposed alteration or modification is within the control 
of the carrier or. any person or persons controlling the carrier. 


Paragraph (4)(a) would cover the following: in view of the fact 
that carriers have assumed liability in respect of other carriers, provision 
should be made that any authorization and approval by the Commission 
of any alteration or modification of a provision of any class of obliga- 
tions of a carrier or of a provision of any instrument pursuant to which 
a class of obligations has been issued or by which it is secured, should 
be deemed to constitute authorization and approval of a corresponding 
alteration or modification of the obligation of any other carrier which 
has assumed liability in respect of such class of obligations as guarantor, 
endorser, surety or otherwise, provided that such other carrier consents 
in writing to such alteration or modification of such class of obligations 
in respect of which it has assumed liability or of the instrument pur- 
suant to which such class of obligations has been issued or by which it 
is secured. If such consent is given, any such corresponding alteration 
or modification should be come effective, without other action, when 
the alteration or modification of such class of obligations or of such 
instrument shall become binding. 


Paragraph (4)(b) would provide that any person which is liable or 
obligated contingently or otherwise in any class or classes of obliga- 
tions issued by a carrier should, with respect to such class or classes of 
obligations, be deemed a carrier. 


Expedition and Economy 


Paragraph (5) would provide for expedition and economy by mak- 
ing the authority conferred by the proposed legislation, if enacted, 
exclusive and plenary and any carrier, in respect of any alteration or 
modification authorized and approved by the Commission, should have 
full power to make any such alteration or modification and to take any 
actions incidental or appropriate thereto, and may make any such 
alteration or modification and take any such actions, and any such 
alteration or modification may be made without securing the approval 
of the Commission under any other provisions of the interstate com- 
merce act, and without securing the approval of any state authority. 
And any carrier and its officers and employes and any other persons, 
participating in the making of an alteration or modification so approved 
and authorized should be relieved from the operation of all restraints, 
limitations and prohibitions of law, federal, state, or municipal, insofar 
as may be necessary to enable them to make and carry into effect the 
alteration or modification so approved and authorized. The power 
granted by the proposed legislation, if enacted, should be deemed to be 
in addition to and in modification of the carrier’s power under its cor- 
porate charter or under the laws of any state. Provision should also be 
made that the proposed legislation should not affect in any way the 
negotiability of any obligation of any carrier or of the obligation of any 
carrier which has assumed liability in respect thereto. 

Paragraphs (6) to (10) contain further clarifying and protective 
provisions. 
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Financial Control of U. S. Barge Line 


H. R. 3660, a bill to provide for financial control of govern- 
ment corporations, including the Inland Waterways Corpora- 
tion, the government barge line agency, and its subsidiary, the 
Warrior River Terminal Company, has been favorably reported 
to the House by the committee on expenditures in the executive 
departments. 

“The power of the purse is one of the most important 
powers reserved to the Congress in the Constitution,” said the 
committee in its report on the bill. ‘In the case of many gov- 
ernment corporations, the Congress has not adequately exer- 
cised its power to control public expenditures. This bill is de- 
signed to bring government corporations and their transactions 
and operations under annual scrutiny by Congress and provide 
current financial control thereof through the regular fiscal 
agencies of the government.” 

President Truman, under date of June 11, in a letter to 
Chairman Carter Manasco, of the committee, wrote that he 
“heartily favored” legislation proposed in H. R. 2177, a bill on 
which the committee held hearings and which resulted in the 
reporting of the revised bill, H. R. 3660. 

“It is a long-delayed forward step applying the sound doc- 
trine of an executive budget, as enacted in the budget and ac- 
counting act of 1921, to the many important government cor- 
porations which have since come upon the scene,” said the 
President. 

The committee directed attention to the fact, as it said, 
that the President’s letter was written in support of H. R. 2177 
in its original form “which would have imposed on the corpo- 
rations concerned much more stringent financial controls than 
those proposed by the present bill, H. R. 3660.” 


Barge Line Opposition 


The committee report includes a memorandum submitted 
to the Secretary of Commerce, under whose jurisdiction the 
government barge line operates, by J. S. Powell, acting pres- 
ident of the Inland Waterways Corporation, at the time the 
memorandum was written—March 7, 1945—opposing H. R. 2177 
as it affected the government barge line agency. 

Mr. Powell briefly reviewed the history of the creation of 
the Inland Waterways Corporation in 1924 and quoted from 
the report of the House committee on interstate and foreign 
commerce recommending the legislation creating the corpora- 
tion that “the purpose of the pending bill is to reorganize the 
inland and coastwise waterways service that is now operated 
ved the Secretary of War and put it on a practical business 

asis.”’ 

Under the Inland Waterways Corporation act, the corpo- 
ration obtained needed government funds by ihe sale of its 
stock to the Secretary of the Treasury and not by annual ap- 
propriations. It has not been required to appear annually to 
justify annual appropriations as other government agencies are 
required to do, though its officials have appeared from time to 
time before the appropriations committees of Congress and 


have been interrogated as to the barge line’s operations and 
the results thereof: 


H. R. 2177, said Mr. Powell, would nullify the views of 


Congress as represented in enactment of the Inland Waterways 
Corporation act. 


Secretary of Commerce Wallace supported that view in a 
letter to Chairman Manasco transmitting the Powell memo- 
randum, asserting that “it would be most difficult to success- 
fully operate under such a budgetary control as is contemplated 
by the proposed bill.” 

Bill’s Provisions 


H. R. 3660 requires each wholly owned government corpo- 
ration to prepare annually a budget program for submission 
to the President through the Bureau of the Budget on or before 
September 15 of each year. Such programs would be subject 
to revision by the President before they would be transmitted 
to Congress. The financial transactions of wholly owned gov- 
ernment corporations would be audited annually by the General 
Accounting Office under the provisions of the bill. Reports of 
such audits would be made to Congress. 

Apparently the present method of financing the operations 
of the Inland Waterways Corporation would not be disturbed 
by passage of the bill as reported. The bill provides that wholly 
government owned corporations would not be prevented from 
carrying out and financing their activities as authorized by 
existing law. 

The bill, said the committee report, included a requirement 
that banking or checking accounts of the corporations be kept 
with the Treasurer -of the United States, or with the approval 
of the Secretary of the Treasury, with a Federal Reserve bank, 
or with a designated depositary or fiscal agent of the United 
States. Such requirement was believed to be consistent with 
the efficient transaction of corporate business, 
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“The committee directs attention to the many government 
corporations which pay no return to the Treasury on the capital 
stock and paid-in surplus provided by the federal government,” 
said the report. “Likewise, certain corporations are overcap- 
italized and no longer require funds in the amount originally 
made available to them. This situation is unsound and imposes 
an unfair burden on the taxpayers. To correct this situation the 
bill contemplates that the Comptroller General in the audit 
report will make recommendations for the return of capital 
funds or the payment of dividends. 

“Likewise, the President in the annual budget may include 
similar recommendations as to wholly owned corporations, and 
in the case of mixed-ownership corporations may recommend 
the return of government capital to the Treasury. These rec- 
ommendations will be reviewed by the Congress, and the cor- 
porations’ officials will be given an ample opportunity to discuss 
them. Congress will then take whatever legislative action ap- 
pears desirable in view of the disclosed facts.” 


Taxes and Rail Reorganizations 


The House has passed and sent to the Senate H. R. 3633, 
the tax adjustment bill of 1945 (also designated as “a bill to 
facilitate reconversion’”’), containing provisions with respect to 
carry-overs and carry-backs in cases of railroad reorganizations 
(see Traffic World, July 7). 

Much of the House debate on the bill centered on the pro- 
vision with respect to reorganized railroads, Representative 
Sabath, of Illinois, describing it as “the most vicious provision 
in the -bill,” and Representative Eberharter, of Pennsylvania, 
contending that this provision would mean a windfall to “the 
poor railroads,” a handing back to the railroads of ‘millions 
and millions of dollars, and it might amount to billions of 
dollars.” 

Representative Knutson, of Minnesota, Jenkins, of Ohio, 
and Carlson, of Kansas, were among speakers in support of the 
provision for tax relief for reorganized railroads. Mr. Sabath 
contended that the Wabash would receive a “‘gift’’ of $8,500,000 
under that provision. Mr. Knutson explained that the purpose 
of the bill was to treat all American railroads alike ‘where 
they have gone through reorganization.” 

“Some state laws provide that when a railroad is reorgan- 
ized following receivership it must surrender its charter and 
start as a new entity,” said Mr. Knutson. “Other states permit 
a railroad incorporated under its laws to reorganize and at the 
same time retain its charter, and to operate as though no re- 
organization had been had. What is the result? The railroads 
that have to start from scratch with a new charter lose all 
benefits in the way of carry-backs and carry-forwards in profit 


and loss that a railroad, perhaps, reorganized in an adjoining 
state receives .. .” 


Effect of Provision Explained 


Representative Carlson explained that the purpose of the 
provision under debate was that a reorganized railroad corpora- 
tion, in those instances in which the reorganization was required 
to be carried out under a new charter, be placed on the same 


basis as where the reorganization could be effected under the 
old charter. 


“In a study submitted to the Treasury and to the staff. of 
the Joint Committee on Reorganization of Railroads,” said Mr. 
Carlson, ‘‘we find that eight have been reorganized (six under 
new charters and two with operations being resumed by the 
old companies), 19 are still in the process of reorganization, and 
one has resumed operations upon release of its receivers follow- 
ing a voluntary capital readjustment. 


“In a special study of the eight roads which have consum- 
mated their reorganization it is interesting to note, first, the 
increased tax payments made by them as a result of the con- 
sunmmation of the reorganization, and, second, the probable 
loss of revenue to the Treasury involved in the.application of 
the carry-over provisions to the six roads reorganized under 
new charters. It was found that the amount of income and 
excess-profits taxes shown on the returns of the eight reor- 
ganized roads for the first taxable year of operations as reor- 
ganized companies was $36.494,427. This figure includes esti- 
mates by three roads for 1944, and is adjusted to include the 
taking of the available carry-overs by all eight roads. 

“On the other hand, the estimated amount of income and 
excess-profits taxes payable by these same railroads after re- 
organization for the same year, if no reorganization had oc- 
curred, would have been $29,059,042. From this study you will 
note that the net effect of the consummation of the reorganiza- 
tion was to increase the taxes paid by them by $7,435,385. This 
increase is almost, if not entirely, attributable to the scaling 
down of their indebtedness in the reorganization... 

“Six (railroad companies) effected their reorganization 
under new charters. .. . On the basis of not allowing the carry- 





TRAFFIC WORLD ) July 1 
Bout 
eu ee an 
ant 9 


YOU CAN'T HAVE MASS PROWC 
WITHOUT MASS TRANSPORAT 


A MERICA’S mass production system depends 
upon: 1. Huge quantities of raw materials. 
2. Manufacturing facilities and capacity. 3. Trans- 


portation of basic materials and finished products. 


Only the railroads, which in 1944 carried 75% of 
America’s freight, can bring from far flung mines, 
forests, and farms, sufficient volume of materials 
to supply American industry. And upon the rail- 
roads depends the constant movement of vast quan- 


tities of manufactured articles to consumers. 


Yes, Erie and other railroads are America’s great 
low-cost mass trans portation system. By their con- 
tinued progress .. . by keeping pace with indus- 
trial developments, they will make possible greater 


production, more jobs, better living for all of us. 
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overs, the estimated income and excess-profits taxes of these 
six companies for the first two years of their operations follow- 
ing reorganization would be $37,429,892. If the carry-overs were 
allowed, the estimated total income and excess-profits taxes 
paid by them for these two years would be $28,823,104. _ 
“Thus the approximate amount of revenue involved in the 
carry-over provisions which would be lost to the Treasury 
should the legislation we are seeking be enacted into law, would 
be $8,606,788 over a two-year period, in the case of the six 
roads reorganized under new charters. However, this apparent 
loss must be set off against the increased taxes paid by the 
reorganization roads as a result of the scaling down of their 
indebtedness which, for a single year, was approximately $7,- 
500,000 in the case of the eight roads already reorganized.” 


Senate Committee Removes Rail Provisions 


The Senate finance committee, July 12, eliminated the pro- 
visions in H. R. 3633 relating to railroad reorganizations. The 
committee had withheld action on that part of the bill but, 
later, absent members were polled and the results was adverse 
to reporting the provisions. 


LEA HONORED ON BIRTHDAY 


Colleagues of Representative Clarence F. Lea, of California, 
chairman of the House committee on interstate and foreign 
commerce, accorded high praise to him in the House on July 
11, the anniversary of his birth. According to a biographical 
sketch in the Congressional Directory, Representative Lea was 
born July 11, 1874. 

Representative Bullwinkle, of North Carolina, a member of 
the House interstate and foreign commerce committee, said he 
knew every member of the committee joined him in wishing 
for Chairman Lea “many, many happy years and many years 
of continuous service for the country.’ Representative Priest, 
of Tennessee, also a member of the committee, said he wanted 
to express as his own sentiments what another committee mem- 
ber, Representative Halleck, of Indiana, had said recently— 
“If I could not have had my own daddy, I would have wanted 
Mr. Lea.” 

Representative Voorhis, of California, said he was sure he 
spoke the unanimous feeling of the members of the California 
delegation in offering congratulations to Mr. Lea, “the dean of 
our delegation,” and added: 

“I suppose I could not pay a higher compliment than to 
say that he is beloved by every member of the delegation, and 
quite as much by those who do not always agree with him as 
he is by those who do. I feel that we are most fortunate in 


our delegation to have him as the dean and leader of our 
group.” 


HOUSEHOLD GOODS RULING 


President Truman has issued executive order 9587, amend- 
ing executive order 8588 relating to the payment of expenses 
of transportation of household goods and jpersonal effects of 
certain civilian officers and employes of the United States, so 
that, for the duration of the war and for six months thereafter, 
the transportation services involved may be obtained “from 
any available common carrier.” The new order is effective as 
of July 1. 

Under the previously existing regulation the government 
employe could choose carrier provided he paid the difference, 
if any, in the cost over the determined “most economical 
means.” 

The provisions of the new order are believed by J. F. 
Rowan, executive secretary of the Household Goods Carriers 
Conference of the American Trucking Associations, Inc., to 
remove all requirements for bid in arrangement of transporta- 
tion for the household goods and personal effects of civilian 
officers and employes of the federal government. 

“Presuming our interpretation will be immediately made 
effective by all departments of the government,” said Mr. 
Rowan, ‘“’then this order marks a last mile of the almost eight- 
year constant fight to remove the bid procedure.” 


RAIL EMPLOYE BENEFIT BILL 

The subcommittee of the Senate interstate commerce com- 
mittee to which was referred S 293, the bill introduced by 
Senators Wheeler and Wagner to amend the railroad retire- 
ment and unemployment insurance laws, will begin hearings 
on the bill July 23. Senator Johnson, of Colorado, is chairman 
of the subcommittee. Extensive hearings on H. R. 1362, the 
companion bill in the House, have been held by the House 
committee on interstate and foreign commerce. 

A report signed by two members of the Railroad Retire- 
ment Board, approving S. 293, has been received by the com- 
mittee. F. C. Squire, the railroad member of the board, was 
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recorded as not in agreement with the recommendation of the 
majority of the board. 

The Director of the Bureau of the Budget has written the 
chairman of the Railroad Retirement Board that President 


oa favors legislation along the line of H. R. 1362 and 


Maritime Union Demands 


In support of demands for a 55-cents an hour rate, estab- 
lished by the War Labor Board as the standard minimum 
wage for American Workers, the National Maritime Union is 
using paid advertising space in Washington newspapers, in 
which it compares hourly rates paid for certain types of workers 
ashore and aboard ship. The union cites one man on land 
as earning $266 a month while “the fellow at sea gets $100.” 

The union is maintaining a light “picket” line at the main 
entrance of the Department of Commerce Building, which 
houses the Maritime Commission in Washington. Three or four 
workers slowly pace the sidewalk bearing placards reading as 
follows: 

“We have not struck. We will not strike. We will keep 
them sailing. But, don’t let Admiral Land torpedo us with 
wage cuts while we’re carrying war materials to your boys.” 

Small four-page leaflets handed out in front of the Com- 
merce building quote statements of the late President Roose- 
velt, General Eisenhower, and General MacArthur, praising the 
men of the merchant marine. 

“That’s our record,” says the leaflet, “Now we ask ‘What 
Price Glory?’ We can’t eat medals.” 

The newspaper advertising and the leaflets ask readers to 
write George W. Taylor, chairman, War Labor Board, Wash- 
ington, D. C., to support the union demand, or to “tell him 
where you stand.” . 

The National War Labor Board announced, July 11, that 
it would hold a hearing July 19 and 20, in Washington, on de- 
mands of maritime workers’ unions involved in seven wage 
cases before the board. 

Issues for consideration, in addition to the demand for a 
55-cents an hour minimum wage rate, said the board, were the 
seamen’s demands for a wage adjustment to offset the loss in 
“take-home” pay resulting from discontinuance or curtailment 
of seamen’s war risk bonuses with respect to certain ocean 
voyages as of July 16, and for compensation on the basis of a 
56-hour week. 

It was stated at the board that the disputes involved about 
100,000 maritime workers. Parties to the disputes, the board 
said, were: General agents for the War Shipping Administration 
on the Atlantic and Gulf coasts and the National Maritime Un- 
ion, C. I. O.; the Pacific American Ship Owners Association and 
the Marine Cooks & Stewards Association, C. I. O., and Marine 
Firemen, Oilers, Watertenders and Wipers (independent); ten 
east coast operators and the Seafarers International Union, A. 
F. L.; east coast and west coast operators and the Masters, 
Mates & Pilots of America, A. F. L.; east coast and west coast 
operators and the Marine Engineers Beneficial Association, C. 
I. O., and the Pacific American Ship Owners Association and 
the Sailors Union of the Pacific, A. F. L. 


ELECTRIC RAILWAY LABOR DISPUTES 


President Truman has appointed a three-man emergency 
board to investigate disputes between the Chicago, North Shore 
& Milwaukee Railroad Co. and the Chicago, Aurora & Elgin 
Railroad Co. and employes of those electric railways repre- 
sented by the Brotherhood of Locomotive Firemen and Engine- 
men and the Brotherhood of Railroad Trainmen. 

In an executive order creating the emergency board, the 
President said that these disputes, in the judgment of the Na- 
tional Mediation Board, threatened interruption of interstate 
commerce in Illinois and Wisconsin “to a degree such as to 
deprive that portion of the country of essential transportation 
service.” It was stated that the N. M. B. that the unions in- 
volved in the disputes demanded standard steam railroad rates 
of pay for the employes they represented. 

Members of the emergency board are: Judge John W. 
Yeager, of the Nebraska Supreme Court; Robert W. Woolley, 
attorney, of Washington, D. C., and Judge Roger I. McDonough, 
of the Utah Supreme Court. 


D. & R. G. W. ARBITRATION 


The Denver & Rio Grande Western and the Switchmen’s 
Union of North America have agreed to arbitrate, under the 
railway labor act, a dispute involving the use of road men in 
yard work, the National Mediation Board has been informed. 
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Transport Statistics Comment 


I. C. C. Bureau Estimates Revenue Gains and Losses of 
Ad Interim Class Rate Changes—Submits Data on 
Traffic, Financial Results and Unit Costs 


By SHIRLEY D. MAYERS 


Estimates of the revenue effects of the Commission’s ad 

interim revision of the class rate structure in No. 28300, 
Class Rate Investigation, has been made by the Commission’s 
Bureau of Transport Economics and Statistics in its monthly 
comment for July. 

The bureau said it used data originating in waybill studies 
of the Office of Defense Transportation and the Association of 
American Railroads, applying the 10-per-cent ad interim de- 
creases on intraterritorial class rate traffic in the south and 
west, excluding Mountain-Pacific, and on all interterritorial 
class rate traffic, and a 10-per-cent increase on intraterritorial 
class rate traffic in official territory. 

On the aforementioned bases the bureau estimated that 
the effect of the revision on the basis of 1942 freight revenues 
in official territory would be an increase of $16,000,000 or 0.59 
per cent of total freight revenues; in southern territory, a 
decrease of $7,000,000 or 0.85 per cent of total freight revenues; 
and in western territory (excluding Mountain-Pacific), a de- 
crease of $14,000,000 or 0.88 per cent of total freight revenues. 

Because of the broad geographic application of the ad 
interim revision, said the bureau, the effects on rail revenue 
would be felt in all the freight rate territories except Mountain- 
Pacific and in differing degrees. 

“Any estimate of these revenue effects can at best be only 
a rough approximation,” said the bureau. ‘‘The available fig- 
ures on which a separation between inter- and intraterritorial 
traffic and revenues and between class rate traffic and revenues 
and other traffic and revenues can be based are contained in an 
analysis made by this bureau from the way-bills collected by 
the Office of Defense Transportation for two days in 1942 and 
a one-day revenue study made from those bills for one of 
those days. Similarly, the available data for a separation of 
territorial 1. c. 1. revenues between class rate and other traffic 
are the figures in a one-week way-bill study made by the 
Association of American Railroads, September 8-14, 1939.” 

The bureau said that because the traffic figures on which 
the estimate for western territory was based included some 
traffic on which the rates already approached those in official 
territory and would not be subject to the 10 per cent decrease, 
the western figure of $14,000,000 was probably overstated. 


July Traffic Forecast 


A decrease under July of last year of 1.1 per cent in load- 
ings of carload freight and a 4.0 per cent increase in less-than- 
carload loadings was indicated by its traffic forecast for July, 
said the bureau. Decreases were predicted in coke, forest 
products, ore and petroleum products, and increases in grain 
and grain products, livestock, and miscellaneous other than 
petroleum and products. For all carloadings, the expected de- 


crease in July this year under last year was 0.5 per cent. The 
bureau continued: 


Revenue carloadings should average 861,400 cars per week during 
the four weeks which end July 28, 1945. This estimate is 1.3 per cent 
under the June level of 872,932 cars, and 4,500 cars per week, or 0.5 
per cent, under average loadings in July, 1944. Merchandise less- 
carload loadings should be seasonably lower than current levels, but 
4.0 per cent higher than last year. Rail shipments of grain and grain 
products, livestock, coal and miscellaneous freight, other than petroleum 
and petroleum products shipped in tank cars, are expected to increase 
somewhat from the levels of 1944. In the miscellaneous group, fruits 
and vegetables, canned foodstuffs, cement, auto trucks, and paper 
products are among the commodities in which increases over last July 
are anticipated. Steel shipments in general should be slightly greater 
than last year, although Allegheny district shippers report an expected 
decrease. Loadings of other commodity groups are expected to be 
under corresponding loadings of last year. Availability of tankers should 
lower rail shipments of petroleum by about 6,000 cars per week, while 
the anticipated decrease in ore shipments amounts to 10,800 cars 
weekly. Emphasis on shipments of grain, rather than iron ore, on the 
Great Lakes in July is an element considered in the ore estimate. 


Easing of equipment tightness does not follow from the expected 
decrease in carloadings. Initial demands for box cars combined with 
anticipated longer turnaround time indicate that this type of equip- 
ment must be used with great care and efficiency with all possible 
substitution of other types of cars. This substitution will in turn 
increase the tightness of other cars, with one exception, refrigerator 
cars. An increase in refrigerator car demand is concentrated primarily 
in the central western district. Consequently, service order No. 104, 
providing for loading of refrigerator cars in lieu of box cars for 
western points, is of utmost importance in directing refrigerator cars 
into the central west and in relieving some of the strain on box cars. 
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Although tank car loadings should be below July 1944 loadings, not 
much relief in pressure on this equipment is expected, because of in- 
creased hauls to the Pacific coast and longer turnaround time. 

Loadings of carload freight for the first six months of 1945 amounted 
to 18,527,997 cars, a decrease of 80,083 cars, or 0.4 per cent, from 
the first half of 1944. Grain and grain products and miscellaneous 
freight loadings, other than petroleum and petroleum products loaded 
in tank cars, were more numerous than in the corresponding period 
of last year, while loadings of all’ other commodity groups were lower. 

Estimated loadings for the second half of 1945 should amount to 
19,276,240 cars, a decrease of 140,838 cars, or 0.7 per cent, from load- 
ings of carload freight in the same 26 weeks of 1944. Shipments of 
grain and grain products, and miscellaneous freight, excluding petro- 
leum, are expected to be higher than in 1944. Other commodities 
should show decreases. It is anticipated that ore shipments alone will 
be more than 104,000 cars under last year’s loadings. 


R. R. Expenses and Net Earnings 


Total operating revenues of class I steam railways for 
May, amounting to $823,024,606, according to the bureau’s re- 
port, were 2.4 per cent above those for May a year ago and 
2.0 per cent higher for the 12 months ended with May. The 
revenues for May were 5.7 per cent more than for April, said 
the bureau. The May operating expenses amounted to $547,- 
663,749 or 4.0 per cent more than the May, 1944, total, it said. 
Freight revenue of class I roads for May on a daily basis was 
1.3 per cent lower than for April and 4.4 per cent above the 
May, 1944, freight revenue, said the bureau, adding that the 
May passenger revenue was 4.1 per cent more on a daily 
basis than for April and 7.4 per cent less, however, than for 
May of last year. 

Accrued U. S. government taxes increased 7.2 per cent 
from March to April, said the bureau, while cash and tem- 
porary cash investments rose 6.6 per cent. Interest matured 
unpaid dropped $20,570,924 in April or 27.4 per cent, said the 
bureau, adding that funded debt maturing within six months 
of the end of April was $17,111,976 more than at the end of 
March, or 15 per cent. 

Gross expenditures for additions and betterments to road 
since the first of the year were $63,576,451 at the end of April, 
said the bureau, or $17,210,784 more than at the end of March, 
and for additions and betterments to equipment $89,632,801 at 
the end of April, or $24,334,497 more than at the end of March. 

Dividend appropriations in excess of $1,000,000 in April 
were reported as follows: Atlantic Coast Line, $1,445,915, and 
Louisville & Nashville, $2,059,200. 

Freight operating expenses a loaded freight car-mile and 
a trailing gross ton-mile increased more than such expenses 
a revenue ton-mile, explained the bureau. The carriers’ ability 
to hold down their costs a revenue ton-mile, the bureau said, 
was due, no doubt, in substantial part, to the heavier loadings 
a car which, for the United States for all types of equipment, 
rose from 34.48 tons in 1939 to 38.86 tons in 1943 (tons carried 
divided by carloads). 

“The Pocahontas region was the only area which showed 
an increase in the costs per revenue ton-mile between 1939 
and 1942 and 1943,” commented the bureau. “In this territory 
the increase in the average load per car was relatively small, 
i.e., from 47.3 tons in 1939 to 47.7 in 1942 and 48.4 tons in 1943.” 


Unit Cost Drops in South and West 


The bureau said its figures appeared to indicate that an in- 
creased volume of traffic in the south and west had resulted in 
appreciable reductions in unit costs despite increases in the costs 
of materials and labor, “including overtime paid for at punitive 
rates,” but this, it added, had not been true in the east and in 
the Pocahontas region. 

“A plausible explanation of this was offered in Docket 
28300 (the class rate investigation) where evidence was intro- 
duced indicating that the carriers in the eastern district were 
operating closer to the capacity of their plants in the pre-war 
period than was true in some of the other regions and districts,” 
averred the bureau. “If so, the expenses in this district would 
tend to a greater extent to be affected upward by added traf- 
fic. In 1939 an amount representing 6 per cent return on the 
value of the property was equivalent to from 32 to 34 per cent 
of the total operating expenses, rents and taxes. In 1943 the 
corresponding figures were 22 per cent in the Pocahontas and 
17 to 18 per cent in all the remaining districts and regions.” 

Although, said the bureau, the average annual net deficit 
from passenger-service operations in the United States was 27.73 
per cent of the average net from freight service in the five years 
ended with 1941, passenger service in the years 1942, 1943, and 
1944 contributed substantially to the carriers’ total net railway 
operating income, the percentages having been 6.02 in 1942, 
20.58 in 1943, and 21.16 in 1944. It contained: 


It is worth nothing that had the freight revenues of 1944 been 
obliged to absorb a passenger deficit equal to that of 1937 or 1939 the 
net railway operating income would have been less than $40 million 
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above that reported for either of these two years. It must be recog- 
nized in considering these figures, however, that the net railway op- 
erating income is, after the accruals for federal taxes, which were 
much higher in 1942-1944 than in the*pre-war years. 

While no prediction can be made as to the trend in the passenger 
service net for post-war years, it seems reasonable to expect that pas- 
senger traffic will drop considerably from the wartime levels, with 
perhaps recurring deficits in the passenger service net railway operat- 
ing income. No doubt the railways will make every effort to com- 
pete for passenger business in the post-war years by replacing old 
and outmoded passenger cars with modern equipment, having improved 
seating comfort, air conditioning, better lighting, higher train speeds, 
and perhaps lower fares. Post-war tax reductions may also serve to 
some extent to cushion possible declines in passenger revenues. 


From 1940 through 1942, continued the bureau, the rate of 
increase in passenger revenues for rail and motor carriers rose 
sharply while that of air carriers fell off almost as abruptly, 
this decrease being attributable in part to the diversion of large 
numbers of passenger aircraft to military purposes. 

“After 1942 the trends were reversed,” reported the bureau. 
“The rate of revenue increases of the surface carriers has risen 
sharply.” 

In dollar terms, however, the report added, the $137 mil- 
lion increase in rail passenger revenues in 1944 over 1943 was 
more than 2.5 times the combined total of the air and motor- 
carrier increases. 


A gain in the average of net ton-miles a freight-car day 
in the war. years was, of course, said the bureau, not all attri- 
butable to improved operating methods but was a result of a 
combination of factors, including changes in the composition 
of traffic, heavier loading, longer haul, reduction in the number 
of “surplus cars,” and reduction in the number of unservicable 
cars on line. 


Lake-Cargo Coal Movement 


Twenty railroads in 1944 contributed 53,981,331 tons of the 
bituminous coal originating on their lines to the lake-cargo coal 
movement, said the bureau. This contribution, it added, was 
16.8 per cent of the total tons of bituminous coal originated on 
their lines. On individual roads, it said, the contribution varied 
from 1.0 per cent on the Western Maryland to 91.0 per cent on 
the Cincinnati, New Orleans & Texas Pacific, but the volume in 
each case was small, being 50,059 tons and 127,069 tons, re- 
spectively. 

Contributions of more than 1,000,000 tons to the lake-cargo 
coal traffic came from 11 roads including 11,657,105 tons from 








Revenue Freight Loading 


Loading of revenue freight the week ended July 7 totaled 
726,404 cars, according to the Association of American Rail- 
roads. This was 167,337 cars or 18.7 per cent below the pre- 
ceding week due to the Fourth of July holiday, 17,943 cars or 
2.4 per cent below the corresponding week of 1944, and 82,226 
cars or 10.2 per cent below the corresponding week of 1943. 


TRAFFIC WORLD 


the Norfolk & Western or 23.7 per cent of its total, and 15,216,- 
112 tons from the Chesapeake & Ohio or 23.2 per cent of its 
total, said the bureau, adding that the Louisville & Nashville 
was third with 6,487,342 tons or 18.9 per cent of its total. 

A summary of the quarterly returns of 51 freight forward- 
ers reporting gross revenues of $100,000 or more a year showed 
that for the calendar year 1944 transportation revenues de- 
clined 4.7 per cent, reported the bureau. 

“Though purchased transportation declined somewhat more 
percentagewise (5.3 per cent), the operating revenues were still 
2.3 per cent lower than in 1943 and the operating expenses 4.7 
per cent higher,” the bureau asserted. “The result was a de- 
crease in net before taxes of nearly 93 per cent and a deficit of 
nearly a quarter of a million dollars after taxes.” 

This last figure, the bureau explained, compared with $1,- 
299,000 net profit after taxes in the preceding year. 

The number of shipments handled declined 12.2 per cent 
but the average weight a shipment increased 5.8 per cent, re- 
ported the bureau, adding that the average charge a shipment 
rose from $1.86 in 1943 to $1.91 in 1944 or 2.7 per cent. 

Freight tonnage and revenue for 97 carriers by water in- 
creased 19.6 and 24.8 per cent, respectively, in 1944 as com- 
pared with returns for 1943, said the bureau. 

The bureau reported that the preliminary count of all em- 
ployes of class I steam railways as of the middle of May was 
1,426,624, which was 0.13 per cent above the May, 1944 total and 
0.35 per cent above that of April of this year. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 14,922, 
and a daily average shortage of 7,542 freight cars for the week 
ended July 7, according to the car service division of the Asso- 
ciation of American Railroads. 

The surplus was made up as follows: Plain box, 4,958; 
auto box, 42; flat, 597; gondola, 2,338; hopper, 3,025; and mis- 
cellaneous, 3,961. 

The shortage was made up of: Plain box, 7,311; auto box, 
82; flat, 73; gondola, 25; and miscellaneous, 51. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,453,629 at the middle of 
June, an increase of .44 per cent over June of last year and 
an increase of 1.89 per cent over May this year, according 
to a rail-employment compilation based on preliminary re- 
ports, prepared by the Commission’s Bureau of Transport Eco- 
nomics and Statistics. The June, 1945, employment was re- 
ported as follows: 


Executives, officials, and staff assistants, 14,970; professional, cleri- 
cal, and general, 233,624; maintenance of way and structures, 324,306; 
maintenance of equipment and stores, 391,352; transportation (other 
than train, engine, and yard), 170,845; transportation (yardmasters, 
switchtenders, and hostlers), 18,440; and transportation (train and en- 
gine service), 300,092. 





Revenue Freight Car Loading—Week Ended Saturday, July 7 


Grain and Live Forest Mdse. 
grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
{ 1945 54,932 10,895 117,951 13;255 31,591 69,743 93,442 334,595 726,404 
ID NE II 5 oi astierasdiecdsdiore timcem 4 1944 57,120 11,322 123,962 13,682 33,253 75,146 91,108 338,754 744,347 
1943 54,809 11,150 164,803 12,956 37,226 89,309 89,574 348,803 808,630 
Preceding week June 30..........1945 62,383 13,308 174,507 14,668 47,235 76,234 108,107 397,299 893,741 
Per cent increase over............ 1944 2.6 
Per cent decrease under..........1944 3.8 3.8 4.8 Rf 5.0 72 13 2.4 
Per cent increase over............ 1943 2 2.3 4.3 
Per cent decrease under.......... 1943 2.3 28.4 15.1 21.9 4.1 10.2 
{1945 1,298,405 392,865 4,345,347 391,153 1,114,212 1,150,625 2,827,395 10,468,347 21,988,349 
Cumulative 27 weeks to July 7.. 41944 1,266,523 400,311 4,681,521 402,601 1,177,448 1,183,374 2,796,852 10,120,918 22,029,548 
(1943 1,285,890 358,515 4,293,367 386,701 1,117,063 1,143,779 2,565,429 9,989,263 21,140,007 
Per cent increase over............ 1944 2.5 at 3.4 
Per cent decrease under.......... 1944 1.9 7.2 2.8 5.4 2.8 - 
Per cent inerease over............ 1943 1.0 9.6 1.2 1.2 6 10.2 4.8 4.0 
Per cent decrease under.......... 1943 3 
Revenue Freight Car Loading—Week Ended Saturday, June 30 
Grain and Live Forest Mase. 
grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
{ 1945 62,383 13,308 174,507 14,668 47,235 76,234 108,107 397,299 893,741 
WIN SIR. oo oko Sno ceaston 4 1944 58,600 13,950 174,492 14,331 50,039 80,971 106,991 397,836 897,210 
1943 60,479 11,757 145,178 12,856 44,614 89,692 100,596 386,910 852.082 
Preceding week June 23.......... 1945 56,873 13,522 171,612 13,282 45,124 74,621 106,880 394,528 876,442 
Per cent increase over............ 1944 6.5 2.4 1.0 
Per cent decrease under.......... 1944 4.6 5.6 5.9 Bi | 4 
Per cent increase over............ 1943 3.1 13.2 20.2 14.1 5.9 1.5 2.7 4.9 
Per cent decrease under..........1943 15.0 
{1945 1,243,473 381,970 4,227,396 377,898 1,082,621 1,080,882 2,733,953 10,133,752 21,261,945 
Cumulative 26 weeks to June 30. { 1944 1,209,403 388,989 4,557,559 388,919 1,144,195 1,108,228 2,705,744 9,782,164 21,285,201 
(1943 1,231,081 347,365 4,128,564 373,745 1,079,837 1,054,470 2,475,855 9,640,460 20,331,377 
Per cent increase over............ 1944 2.8 1.0 3.6 
Per cent decrease under.......... 1944 1.8 7.2 2.8 5.4 2.5 . 
Per cent increase over............ 1943 1.0 10.0 2.4 1 3 2.5 10.4 5/1 4.6 


Per cent decrease under.......... 
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July 14, 1945 


Rail Transport Situation 


Exceptionally heavy demand for open top cars of every 
type was reported by W. C. Kendall, chairman of the car serv- 
ice of the Association of American Railroads, in his July report 
on the national transportation situation sent to general chair- 
men of the Shippers’ Advisory Boards and to officers of the 
National Association of Shippers’ Advisory Boards. , 

“A continuation of the utmost vigilance is necessary in 
order to satisfactorily meet the obligations,” said Chairman 
Kendall with reference to open top car supply. é 

The box car supply continued tight, particularly in the 
eastern and southern sections where the demand for empty 
box cars to load returning munitions and other military sup- 
plies had been extremely heavy, with decreased flow of loaded 
box cars into those areas since the termination of hostilities in 
Europe, said he. 

“Considerable easement” in the tank car supply was re- 
ported, Chairman Kendall stating that it was estimated that 
there was a surplus of approximately 15,000 cars at the present 
time. There had been an ample supply of stock cars to take 
care of live stock loading and requirements had been satisfac- 
torily met, said he. 

Reports of freight car detention for June, not entirely com- 
plete, showed a detention on some 48,000 cars of approximately 
14 per cent. This figure would be a low record and compared 
with 14.15 per cent in May, 1945, 17 per cent in June, 1944, and 
21 per cent in June, 1943, said Chairman Kendall. Calculation 
was based on cars held by receivers in excess of the free time 
of 48 hours. 

The preliminary loading forecast of the Shippers’ Advisory 
Boards for the fourth quarter of 1945 estimated an increase of 
0.4 per cent over the same quarter a year ago, said Chairman 
Kendall. Increases were estimated in seventeen commodities 
and decreases in eleven, said he. Increases were estimated in 
seven board territories and decreases in six territories. Accord- 
ingly, said Chairman Kendall, the estimated trends were slightly 
upward for the fourth quarter of 1945. 

No general embargoes had been placed in effect since the 
June report, except that it was necessary on June 16, because 
of truck labor difficulty at Chicago, to place an embargo against 
all less-than-carload freight, including forwarders and con- 
solidators cars, consigned to the Chicago switching district, said 
he. The embargo contained an exception for government freight 
and was canceled June 27, said he. 

Referring to the O. D. T. orders barring the making of 
passenger train reservations more than five days in advance of 
the scheduled departure and prohibiting the operation of sleep- 
ing cars to points of destination 450 miles or less from point 
of origin, Chairman Kendall said they would further curtail 
the service available for civilian travel. 

The principal part of the report dealing with Mexican 


interchange, freight house situation, export freight, and car 
supply follows: 


Mexican Interchange 


During the past month the rate of return of U. S. cars from Mexico 
diminished and at the same time there has been a movement of loaded 
cars to the border somewhat in excess of the ability of the N. de M. to 
accept promptly. This has been true particularly through the Laredo 
gateway. As a result, it has been necessary to serve telegraphic notice 
on all railroads that all outstanding permits for the movement of all 
commodities to Mexico, except certain foodstuffs, are suspended for the 
next ten days. This action is required to avoid the loss of car efficiency 
by reason of loads standing at the border in excess of the rate of accept- 
ance by the N. de M. With present critical car supply in the United 
States such delays cannot be justified. 


Freight House Situation 


The general condition at freight houses throughout the United States 
during the past month has continued to improve, with the exception of 
a slight setback due to labor not working over the Fourth of July holi- 
day. It is believed that such increase in cars held as occurred last week 
will be cleared up quickly. 

In general the comments in last month’s report still hold as to the 
mutual advantage of industrial L. C. L. freight being loaded as far as 
possible in the direction of final destination, by-passing intermediate 
transfers, instead of dumping the entire load on the nearest freight 
house. There are numerous special permits applicable to individual 
railroads allowing the loading of less than the ten ton minimum pre- 
scribed by General Order ODT-1. The most important general excep- 
tion is General Permit ODT-1-4, which allows shippers in any territory 
to load cars containing not less than five tons of merchandise when 
destined to points within the specified grain loading territory, or when 
cars are loaded directly to destination by-passing all regular transfer 
stations, provided such movements are in the direction of the move- 
ment of empty box cars. Such loading greatly expedites the final de- 
livery of L. C. L. freight by avoiding delays and rehandling at inter- 
mediate transfers, some of which might be congested, and greatly re- 
duces the possibilities of loss and damage in transit. 

Numerous examples have already been cited to us of such loading, 
which indicates that many industries are giving the subject serious 
consideration. 


Export Freight 


During the month of June total unloadings of export and coastal 
freight at U. S. ports was 188,799 cars, or an average of 6293 cars per 
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calendar day. This compares with 6563 in May and 6869 in April. There 
is a decrease in the North Atlantic ports account of cessation of opera- 
tions in the European Theatre but commercial freight continues heavy. 

The situation at the ports continues excellent. On July 6 there was 
a total of 27,242 cars of export freight on wheels and 3514 cars in rail- 
road storage, or a total of 30,756 cars, or a bank of 4.3 days on wheels 
making the total of 4.9 days. 

The unloadings for June were 20 per cent increase over 1944 due to 
an increase of 65 per cent at Pacific ports. Unloadings at the North At- 
lantic ports decreased 23 per cent. 


Open Top Cars 


The demands continue heavy and the supply tight. The situation by 
types, is summarized below: 

Coal Cars: Production of bituminous coal in June more nearly ap- 
proached the 1944 high level than any previous month this year. As a 
matter of fact, for the week ended June 30, the production exceeded 
that for the corresponding week of 1944, the total being 11,950,000 tons 
versus 11,886,000 tons last year. 

Solid Fuels Administrator for War is making every possible effort 
to increase the production of coal. Unlike some other commodities, any 
deficiency of cars at the mines results in an unrecoverable loss in pro- 
duction of coal which is so vitally needed to meet the Nation’s require- 
ments. 

Every practical effort should be continued or intensified to unload 
cars promptly and to give loads and empties the best possible move- 
ment, in order to avoid serious deficiencies for this type of equipment 
at the mines. 

Gondolas: This type car continues to be substituted to the fullest 
practicable extent in the loading of commodities normally loaded in 
box cars, and together with the increased movement to the Pacific 
coast, places an increased strain on the available supply. The tightest 
areas for gondolas are the Eastern-Allegheny-Southern districts, where 
the supply is uncomfortably thin and spotty deficiencies are occurring. 

Flat Cars—Plain: The supply continues exceedingly tight, more 
especially in the Eastern-Allegheny-Southern districts, with some local 
deficiencies reported. Every flat is urgently needed to meet the continued 
heavy demands. 

Flat Cars—Heavy Capacity: Aside from one or two instances of a 
special type unit, all requirements have been satisfactorily met. The 
total ownership of this equipment is less than 500 cars, and they are 
being fully utilized, with no indication of any decrease in the require- 
ments. 

Covered Hoppers: The demands continue heavy in all sections of 
the country. In fact, in excess of the supply. The urgency for unloading 
this class of equipment in the most expeditious manner and doing every- 
thing practicable to get more nearly maximum efficiency, cannot be 
over-emphasized. ; 


Tank Cars 


Account additional tankers having been made available to transport 
petroleum and petroleum products from the Gulf Coast area, the tank 
car movement of oil to both the Atlantic and Pacific coasts has been 
reduced considerably during the past few weeks. The East Coast move- 
ment, which averaged 539,000 barrels daily during May, has steadily 
declined to approximately 325,000 barrels per day at the present time 
and will probably not exceed 300,000 barrels per day during the next 
several months. The West Coast movement, which averaged 192,000 
barrels per day during the week ended June 9, has since tapered off 
and, at the present time, averages slightly less than 150,000 barrels per 
day. Further reductions are expected and this movement will probably 
not average more than 100,000 barrels per day during coming weeks. 


According to present advice, this is a temporary condition and it is 
possible that during the late fall and winter months, tankers may be 
withdrawn for reassignment to war service, in which event, tank car 
movements will be restored in heavy volume. 

There has been considerable easement in the tank car supply and 
it is estimated that there is a surplus of approximately 15,000 cars at 
the present time. This resulted in the suspension, on June 15, of the 
penalty demurrage charges on tank cars as provided in Service Order 
263. Supplementary Order O. D. T. 7, Revised One, requiring daily wire 
tank car reports under specified conditions from industries and rail- 
roads, was also revoked effective on July 7. 


The system of handling volume movement of petroleum and petro- 
leum products in tank cars under symbol to the East and West coasts 
on assigned schedules is being continued in effect. No change in this 
plan is contemplated unless there are further reductions in tank car 
movements and it is definitely known that tankers will be permanently 
available. 


Closed Cars 


Box Cars: The box car supply continues tight, particularly in the 
eastern and southern sections where the demand for empty box cars to 
load returning munitions and other military supplies has been ex- 
tremely heavy, with decreased flow of loaded box cars into those areas 
since the termination of hostilities in Europe. A considerable volume of 
the loading originating in the eastern and southern territories is des- 
tined to Western and Centralwestern points and has tended to improve 
the box car supply on Western roads and has been instrumental in 


bringing about assistance to the roads servicing the wheat harvest 
territory. 


While prolonged heavy rains have prevailed over most of the heavy 
grain producing area and have considerably retarded the harvesting of 
new grain, now at least two weeks behind normal, estimates at the 
present time indicate that with favorable weather enabling farmers to 
get into their fields with combines heavy cutting will get under way, and 
in the final analysis it is expected this year’s yield will at least equal 
actual production last year. Harvest in the so-called Panhandle section 
of Texas and the extreme Southwest portion of Kansas has already 
passed the peak, but because of continued unfavorable weather condi- 
tions in the heavy Kansas producing section it now appears this crop 
will be harvested simultaneously with that of Nebraska and this will 
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further tax the car supply and transportation facilities of the serving 
lines. 

Notwithstanding the lag in this year’s new harvest of wheat the 
total number of cars of grain and grain products loaded during the 
first six months of 1945 was 1,243,473 which is the highest of record for 
the first six months period of a year. The nearest approach was in 
1943 when 1,231,081 cars were loaded and the next highest in 1944— 
1,209,403 cars. 

With the heavy movement of harvest grains still ahead of us and the 
continued heavy requirements in Eastern and Southern territories for 
box cars to load returning munitions and other military supplies, as well 
as phosphate rock, tobacco, food supplies and other war materials it is 
expected the box car supply will continue tight throughout the balance 
of this year and will require closest cooperation on the part of all con- 
cerned to see that this type of equipment is given most expeditious 
handling in order that all requirements will have been satisfactorily 
taken care of. 

While the loading of watermelons in Southern territory continues 
in good volume the peak loading is now over and this will enable the 
return of a large number of ventilated box cars for use in loading other 
commodities. As of July 8 the Southeastern states for the season so far 
loaded a total of 17,281 cars of melons as compared with a total of 
16,500 carloads for the entire season of 1944. 


Rail Loading and Unloading Charges 


Spokesmen for freight forwarders appeared at the joint 
rail hearing July 13 at the Union Station, Chicago, to oppose 
the proposal to increase charges for loading and unloading car- 
load freight in the Chicago switching district and at St. Louis 
and East St. Louis (see Traffic World, June 30, p. 1722). The 
Central Freight Association, Western Trunk Line Committee, 
Illinois Freight Association, Southwestern Freight Bureau and 
Southern Freight Association are proposing an increase from 
the existing 3%4 cents a hundred pounds, or 75 cents a ton, to 
6% cents a hundred pounds, or $1.25 a ton. 

‘ W. J. H. McEntee, treasurer of the Freight Forwarder 
Institute, stated that the present level of costs and the present 
flow of traffic was extraordinary, and urged that the proposal 
be tabled until the end of the war. He contended the freight- 
house facilities in Chicago and St. Louis were obsolete, badly 
designed, and inefficient. While costs of other auxiliary serv- 
ices have risen correspondingly during this period, the carriers 
have made no such attempt to recoup on these other services, 
he said. He quoted Commission figures showing that in 1939 
the average loading of a freight forwarder car totaled 11.36 
tons, and the average revenue per car was $182. In Dec., 1944, 
he said, the average loading per car was 18 tons, and the aver- 
age revenue, $372, marking an increase in weight of 71 per 
cent, and an increase in revenue of 101 per cent. The proposed 
increase in loading and unloading would mean an increase in 
cost of 62% cents per ton to the freight forwarders, he said, 
contending that the forwarders could not absorb such an in- 
crease and would forego traffic and close down stations. The 
freight, he said, which represents the highest-paid freight to 
the railroads, would go back to the rail carriers as L. C. L. 
freight, to glut the freighthouses and make it_necessary to estab- 
lish embargoes. 


T. P. Scanlon, of Lipschultz Fast Freight, contended the 
carriers have singled out one service and proposed to increase 
the cost of that service by two-thirds. He said the proposal 
if put into effect would discourage carload movements. It would 
reduce the spread between L. C. L. and carload freight to a 
negligible sum, he contended. 


J. H. Justis, Office of Price Administration, stated the O. 
P. A. opposed the proposed increase. He asked that the pro- 
posal be tabled until the end of the war, in the interests of 
stabilizing the rates of freight forwarders. 

A. S. Larson was chairman of the hearing. 


RAIL PASSENGER STATISTICS 


Passenger revenues (other than commutation) of Class I 
steam railways, exclusive of switching and terminal companies, 
totaled $78,981,728 in coaches and $49,752,493 in parlor and 
sleeping cars for March, 1945, as against $84,158,366 and 
$58,902,485, respectively, for March, 1944, decreases of 6.2 and 
15.5 per cent, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics of passenger 
traffic statistics, other than communtation, statement M-250. 

For the three months ended with March, 1945, passenger 
revenues amounted to $232,104,440 in coaches and $152,069,632 
in parlor and sleeping cars, as compared with $245,060,137 and 
$164,841,593, respectively, for the same three 1944 months, de- 
creases of 5.3 and 7.8 per cent. 

Revenue passengers carried in March, 1945, totaled 40,620,- 
302 in coaches and 4,918,700 in parlor and sleeping cars, as 
against 40,708,498 and 5,793,630, respectively, in March, 1944. 
In the three months ended with March, 1945, passengers carried 
in €oaches totaled 118,462,330, and in parlor and sleeving cars, 
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15,045,934, as compared with 118,841,247 and 16,260,180 respec- 
tively, for the like period of 1944. 


NEW RAIL PASSENGER CARS 


The recent War Production Board order permitting con- 
struction of new railroad passenger cars for the first time 
since 1942 and assigning priorities for their production, may 
put some new cars in service this year and means an expanding 
volume of deliveries of new cars in early 1946, according to 
the Pullman-Standard Car Manufacturing Co. Railroads will 
get some relief for their expanding passenger traffic when the 
company begins delivery of the first of 1,200 new troop sleepers 
this fall. Wallace N. Barker, company vice-president, cited 
figures of the American Railway Car Institute showing that 
nearly 50 per cent of the 37,940 railroad passenger cars in 
service Jan. 1, 1944, were more than 25 years old, and another 
12 per cent were 21-25 years old. 


MOTOR PASSENGER STATISTICS 


Class I intercity motor carriers of passengers, excluding 
charter or special, reported revenues totalling $28,768,702 for 
January, 1945, as against $28,661,927 in January, 1944, an in- 
crease of four-tenths of one per cent, according to statement 
M-700, prepared by the Commission’s Bureau of Transport Eco- 
nomics and Statistics. The number of passengers carried by 
those carriers increased in January, 1945, to 77,189,540 from 
75,874,894 in January, 1944. 


VOCATIONAL USES OF TRUCKS 


The American Trucking Associations, Inc., has issued a 
tabulation, based on data compiled by the Office of Defense 
Transportation as of August 31, 1944, showing the number of 
trucks, including trailers and semi-trailers, in service in each 
of a number of vocational uses, as of that date. 

The tabulation lists “power units” and “trailers and semi- 
trailers” separately for each of the vocational categories named, 
and shows a total of 4,769,436 power units and 218,269 trailers 
and semi-trailers, with an average mileage of 10,201 a power 
unit. The “vocational” groups and the vehicles of the two 
classes named operated by each as of the date stated, according 
to the A. T. A. tabulation, follow: 


Governmental agencies, 233,935 power units and 8,214 trailers and 
semi-trailers; agricultural agencies, 1,651,220 and 9,536; extractive in- 
dustries, 94,382 and 10,616; construction industries, 436,315 and 8,207; 
manufacturing industries, 190,338 and 20,848; wholesale distribution, 
367,143 and 15,411; consumer distribution, 678,085 and 10,822; intercity 
common carriers, 151,963 and 65,537; local common carriers, 118,434 
and 11,056; all contract carriers, 347,177 and 26,407; other public utilities, 
88,695 and 12,038; business, professional and personal services, 130,523 
and 4,128; institutional agencies, 21,101 and 359; private tank trucks, 
90,907 and 7,495; for-hire tank trucks, 14,934 and 7,440; trucks for per- 
sonal transportation, 152,286 and 141; not classified, 1,998 and 14. 


WATER REVENUE AND TRAFFIC 


For the year 1944, Class A and Class B carriers by water 
reported a total of $72,147,061 in freight revenue, or a 248 
per cent increase over such revenue for 1943, according to a 
compilation of revenue and traffic of carriers by water, pre- 
pared by the Commission’s Bureau of Transport Economics and 
Statistics, statement Q-650. 

The same carriers transported 57,231,234 tons of revenue 
freight in 1944, as compared with 47,845,687 tons in 1943, 
according to the statement. 

Passenger revenue of the carriers amounted to $12,963,871 
in 1944, as against $11,679,294 in 1943, an increase of 11 per 
cent, according to the report. In the year 1944 the report 
showed the carriers transported 14,127,980 revenue passengers, 
as compared with 12,052,882 in 1943. 


MISSISSIPPI RIVER GRAIN SHIPMENTS 


Shipments of grain on the Mississippi River in the first six 
months of 1945 totalled 190,000 tons or 6,840,000 bushels, the 
Office of Defense Transportation has announced. The move- 
ment was made in barges, pushed by towboats, downstream to 
New Orleans from grain elevators at Mississippi River termi- 
nals, said O. D. T. 

Lawrence C. Turner, head of O. D. T.’s waterways trans- 
port department, said the 1945 figure was a 20 per cent increase 
over that of 1944. The increase in barge shipments, he ex- 
plained, was aiding considerably in the movement of grain 
from the west and mid-west and was helping to relieve the 
heavy transportation burden now being carried by the nation’s 
railroads. 

“This river barge movement represents a sizeable contri- 
bution to the overall transportation effort and is another dem- 
onstration of the value of a developed system of waterways,” 
said Mr. Turner. 
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Air Tratfic Control at New York 


Sky traffic at New York City has become so heavy and 
complex that present air traffic control facilities now centered 
on one floor of one building at LaGuardia Field are operating 
at a saturation point, and, in view of expectations of a tremen- 
dous increase in this traffic volume after the war, the Civil 
Aeronautics Administration is making plans to improve the 
facilities by which domestic and overseas airplane flights, land- 
ings and take-offs are guided to and from New York air ter- 
minals, according to a C. A. A. report. 

After observing that air traffic control was particularly im- 
portant in bad flying weather, when pilots could not see other 
planes aloft in their vicinity, the C. A. A. said that such control, 
including the specific job of telling pilots from the ground what 
they might do safely, was “tied in’ with the transmission to 
pilots of weather information and with the keeping open of 
communications by which pilots could always be in touch with 
“the ground.” The C. A. A. explained that these services were 
performed by three kinds of government workers: (1) Air traf- 
fic controllers; (2) meteorologists, and (3) aircraft communi- 
cators. 

The C. A. A. said that the “inside” air traffic controllers’ 
jobs were distinct from that of the traffic controllers in airport 
towers, the former being concerned only with getting approach- 
ing planes in position to land, while the latter gave directions 
to the pilots when they were within sight of the field. Men in 
the “inside” group, it said, seldom saw the planes they directed, 
but by means of radio communications kept records of plane 
movements toward the airport on paper strips mounted on in- 
clined posting boards, as the pilots reported their positions 
along their routes. Thus, said the C. A. A., “at a glance the 
skilled operator can tell where planes are along a given route, 
and can actually inform the pilot what planes are in the air 
near him.”’ Continuing, the C. A. A. said, in part: 


New Weather Services 


The pilot can never have too much of weather information nor have 
it in too great detail. . . . An hourly weather service goes out to all 
who are flying, and observations are made four times a day to deter- 
mine the winds aloft. In addition, two new services are under way: 
Flight advisory weather service, which consists of short period fore- 
casts and weather information sent to pilots in flight, and the trans- 
oceanic forecast service which gives operational weather information 
for all over-ocean flying. This . . . is sent by voice radio transmission. 

It may be improved shortly to the point where a ‘‘picture’’ of the 
weather in a certain area, in the form of facsimile transmission of 
weather maps, will be in use. . . . The time may come when a facsimile 
receiver will be installed in the large ocean-going airliners to copy a 
weather map in flight... .. 

The big gun of the New York communications station is the inter- 
continental transmitter WSY at Sayville, L. I. ... Pilots have reported 
“working’’ WSY as they flew over India. 

All overseas communications are handled by the C. A. A. Many 
frequencies are ‘‘guarded’’ throughout the day, and a pilot anywhere 
in flight from Europe or beyond finds a listener to whom he can com- 
municate the.many messages necessary for safe Operation of interconti- 
nental air service. These messages today are running to about 7,000 a 
month. . 


Application of Radar 


Having emphasized that the volume of air traffic at New 
York required speed on the part of those on the ground having 
responsibility for the smooth flow of the traffic, the C. A. A. 
said that possibly the next advancement would come when 
radar was applied to civilian uses. 

“Radar,” it said, “may give the traffic controller an actual 
picture of the planes in the air whose courses he must direct. 
The possibility of a big screen which will picture all aircraft 
in a given arc of the sky is not too fantastic. 

“Even these improvements leave the matter of speed of 
decision and transmission of instruction unsolved. The pro- 
posed electric posting board, similar to the quotation board in 
the stockbroker’s office, will make possible faster posting of 
aircraft positions, and by-pass the slower verbal and hand- 
written method. 

“To produce mechanical apparatus that can compete with 
the speed of thought and human speech is another problem, one 
that is always Number 1 on the air traffic controller’s agenda.” 


AIR CERTIFICATE APPLICATIONS 
__ James Howard Adkins, of Nashville, Tenn., proposes estab- 
lishment of “flyaway” service of airworthy aircraft between all 
points in the United States, its possessions and territories, in an 
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application he has filed with the Civil Aeronautics Board. The 
application is docketed as No. 1953. 

In No. 1944, Carl E. Martin, Jr., of Anchorage, Alaska, asks 
authority to engage in transportation of persons and property 
between Kodiak and Naknek, Alaska, between Kodiak and Cor- 
dova, Alaska, and over a circle route out of Kodiak, serving 
many intermediate points. 

The board has issued several ‘‘severance” orders, assigning 
_ — numbers to designated parts of pending applications, 
as follows: 


No. 1948, assigned to part of application of Braniff Airways, Inc., 
in No. 1798, proposing service between Chicago, Ill., and St. Louis, 
Mo,; No. 1949, assigned to part of application of Chicago & Southern 
Air Lines, Inc., in No. 998, proposing service between Chicago and 
Memphis, Tenn.; No. 1950, assigned to part of application of Eastern 
Air Lines, Inc., in No. 1067, proposing service between Memphis and 
Corpus Christi, Tex.; No. 1951, assigned to part of application of The 
Milky-Way Transport Corporation in No. 885, proposing service be- 
tween New York City and Pittsburgh, Pa., and No. 1952, assigned to 
part of application of Clear Ridge Aviation, Inc., in No. 1265, proposing 
service between Salina and Wichita, Kan. 


North Atlantic Air Routes 


“The President’s approval of the C. A. B.’s decisions enables 
American operators who have so well demonstrated their abil- 
ity in over-ocean flying by their wartime activities to enter 
actively into this field and to assure America of her rightful 
place of leadership in the air,” said Alexander B. Royce, chair- 
man of the Airlines’ Committee for United States Air Policy, 
commenting on the Civil Aeronautics Board decisions by which 
routes across the north Atlantic to and through Europe were 
granted to three companies and acquisition of American Export 
Airlines by American Airlines was authorized (see Traffic 
World, July 7). 

The committee headed by Mr. Royce has as its members 
16 of the domestic air carriers and American Export Airlines. 
It was organized to promote the proposition that the extension 
of the domestic air transport policy of regulated competition to 
the international aviation field would be in the public interest. 

“The nation will appreciate, as did the Civil Aeronautics 
Board and the President,” said Mr. Royce, “the necessity for 
going forward now while we still have the opportunity to main- 
tain our dominant position in commercial aviation. 

“The decisive action of the aviation subcommittee of the 
Senate commerce committee in defeating the McCarran All- 
American Flag Line bill . . . leaves little doubt as to that group’s 
conclusions on the chosen instrument policy.” 


Comment by T. W. A. President 


Jack Frye, president of Transcontinental & Western Air, 
Inc., one of the three carriers authorized by the C. A. B. to 
fly a route across the north Atlantic (Pan American Airways 
and American Export Airlines being the other two), said that 
the new transoceanic air routes designated by the C. A. B. 
would place many important cities of the United States in the 
advantageous position of being ports ‘“‘on the ocean of the air.’ 
He predicted that the new air routes designated in the north 
Atlantic case would be an important factor in promoting world 
peace and in the development of two-way trade between the 
United States and the other countries to be served. He said the 
intercontinental division of T. W. A. had been regularly operat- 
ing over the Atlantic under contract to the Air Transport Com- 
mand, for more than 3% years, totaling “close to 8,000 cross- 
ings.” 


“Undue Influence” Suggested 


Statements implying that T. W. A. had obtained favored 
treatment from the C. A. B. because of solicitude allegedly 
shown by officials of T. W. A. for Brigadier General Elliott 
Roosevelt, son of the late President, were made in the House 
by Representative Shafer, of Michigan. 

He averred that the C. A. B., in its north Atlantic route 
decision, had bypassed the aviation subcommittee of the Senate 
commerce committee, which had been divided on the question 
of permitting domestic air lines to fly internationally (see 
Traffic World, June 23, p. 1677). A decision against such per- 
mission, he observed, would have kept T. W. A. out of world 
routes. He urged exploration of “all facts surrounding the is- 
suance of the certificates to T. W. A.” 

Mr. Shafer said that General Roosevelt had been feted, last 
November, at a “swanky New York night club” by John Meyer, 
“spokesman for Howard Hughes, owner of Transcontinental & 
Western Air, Inc.” He said that at the time of the wedding of 
General Roosevelt and Faye Emerson, motion picture actress, 
“the wedding party was flown to the rim of the Grand Canyon 
by Jack Frye, president of Transcontinental & Western Air, 
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Inc.,” and that later Mr. Frye “flew Elliott and his new bride 
east to meet the family.” : 

“I make no direct accusation,” said Mr. Shafer, “but I am 
forced to admit I am suspicious that some undue influence was 
brought to bear to cause the favorable reconsideration of T. W. 
A.’s application to fly the Atlantic routes.” 


Canadian Air Service to Alaska 


Approval of an application of Trans-Canada Air Lines for 
extension of its route across Canada from White Horse, Yukon 
Territory, to Fairbanks, Alaska, as a result of which there 
would be available an “all-Canadian” air service from New 
York City and from Moncton, New Brunswick, to Fairbanks, 
has been recommended by Examiner Richard A. Walsh, of 
the Civil Aeronautics Board, in a proposed report in No. 1935, 
Trans-Canada Air Lines—White Horse-Fairbanks Service. 

Fred Toombs, secretary of the C. A. B., in a notice attached 
to the examiner’s report, pointed out that action by the board 
in the proceeding would be subject to approval by the President. 

The examiner said that the Trans-Canada application was 
filed pursuant to terms of an agreement for civil air transport 
between the United States and Canada, effective February 19, 
1945, under which the Fairbanks-White Horse route was to be 
operated by one U. S. carrier and one Canadian carrier. He said 
that on May 10, 1945, the Governor-General of Canada had 
designated Trans-Canada as the Canadian agency to operate 
the proposed route and that authority therefore had been 
granted by the Air Transport Board of Canada. He noted 
that the proposed route covered the territory presently served 
by Pan American Airways, Inc., on its route between Seattle, 
Wash., and Nome, Alaska. Trans-Canada’s system, the ex- 
aminer said, traversed the Dominion of Canada from Moncton, 
N. B., to Vancouver, British Columbia, and extended north 
from. Lethbridge, Alberta, to Edmonton, Alberta. He added 
that Trans-Canada also operated over an international route 
between Toronto, Ontario, and New York City. For the present, 
he said, Trans-Canada would not operate the proposed route 
but had entered into a sub-contract for its operation with 
Yukon Southern Air Transport, Ltd. He stated that the pro- 
posed operation would be subsidized by the Canadian govern- 
ment. 


ALASKA AIR RIGHTS 

The Civil Aeronautics Board has announced that, with the 
President’s approval, it has authorized Alaska Airlines, based 
at Anchorage, Alaska, to carry mail between Fairbanks and 
Anchorage; and Woodley Airways, also based at Anchorage, to 
carry persons, property and mail between Anchorage and 
Kodiak, via Homer, Alaska. 

Prior to the hearings in this case the Postmaster General 
certified to the board the need for meal service between Fair- 
banks and Kodiak via Anchorage and Homer, and this certifica- 
tion was considered at the same time the applications of Wood- 
ley and Alaska were heard, the board said. 

Alaska Airlines has previously been authorized to operate 
air service for passengers and property between Fairbanks and 
Anchorage and between Anchorage and Seldovia. Woodley is 
authorized to transport passengers, property, and mail between 
Anchorage and Ninilchik and has rendered mail service to 
Homer under a special exemption order. Both carriers serve 
Kodiak under irregular route authorizations, and Woodley 
serves Seldovia in that manner. 


“PAN-AM” SERVICE IN ALASKA 

By an order identified as serial No. 3220 the Civil Aero- 
nautics Board has rescinded a prior order, issued November 11, 
1942, granting to Pan American Airways, Inc., an exemption 
from the certificate requirements of the civil aeronautics act 
so as to permit operation by Pan American between Ketchikan 
and Juneau, Alaska. 

In the instant order, the board said that the exemption had 
been issued on findings that local air transport service between 
those two Alaskan points was inadequate at that time; that 
operations between Ketchikan and Juneau were being conducted 
by Ellis Air Transport and Alaska Coastal Airlines under 
authority from the C. A. B., and that it appeared that Pan 
American had never provided local service between Ketchikan 
and Juneau under the exemption order of November 11, 1942. 


INTERNATIONAL AIR TRANSPORT 


The Senate commerce committee has acted unfavorably on 
S. 326, the McCarran bill to establish the “All-American Flag 
Line, Inc.,” as the “chosen instrument” airline to represent the 
United States in the foreign air transport field (see Traffic 
World, Feb. 24, p. 481), by failing to give the bill the support 
of a majority of the committee. 
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In a vote on the bill in a sentiment for and against the 
bill, ten members voting for a favorable report and ten voting 
against it. 

It was stated at the committee that the bill might be con- 
sidered again at a future committee session if some committee 
member made a motion for its consideration. 

A substitute bill sponsored by three committee members-— 
Senators Bilbo, of Mississippi, Brewster, of Maine, and McCar 
ran, of Nevada—by which it was proposed to prohibit operation 
by domestic air carriers on foreign air routes, or operation on 
domestic air routes by American-flag foreign air carriers, was 
rejected by the Senate commerce committee by a 10 to 9 vote 
(see Traffic World, June 23, p. 1677). 


T. W. A. SERVICE TO EGYPT 

In one of two orders issued by it, relating to operations of 
Transcontinental & Western Air, Inc., the Civil Aeronautics 
Board has authorized disclosure of the granting by it, in Janu- 
ary, 1942, of temporary authority to T. W. A. to transport 
persons, property and mail between Washington, D. C., and 
Cairo, Egypt, and in the other order the board has announced 
termination of this temporary certificate, as of July 5, on the 
basis of information from the War Department that the cer- 
pon “is no longer required in the interest of national de- 
ense.” 

However, under the board’s decision in ‘Docket No. 855, 
Northeast Airlines, Inc., et al., North Atlantic Air Route Case,” 
approved by President Truman, T. W. A. obtained authority for 
operation, for a period of seven years from July 5, between the 
co-terminal points Chicago, Detroit, Washington, Philadelphia, 
New York City, and Boston through intermediate points in New- 
foundland, Eire, France (except Marseille), Switzerland, Italy, 
Greece, Egypt, Palestine, Trans-Jordan, Iraq, Saudi Arabia, 
and Yemen, to Oman, and between the same U. S. co-terminal 
points through Newfoundland to Portugal, beyond Portugal 
through Spain (except Barcelona) to Italy, and beyond Portu- 
gal through Algeria, Tunisia, and Libya to Egypt. 





AIR SERVICE TO SMALLER CITIES 


Representative Randolph, of West Virginia, in extension 
of remarks in the Congressional Record of July 9, spoke in 
support of House concurrent resolution 64, introduced by him, 
declaring that Congress “expresses itself as approving expan- 
sion of the air transportation system in the United States so 
that it will include not only the large cities but also, through 
feeder-line service, the greatest practicable number of smaller 
cities and towns.” 

Adoption of the Randolph resolution was advocated by 
Representative Griffiths, of Ohio, in a statement he inserted in 
the Congressional Record, in which he said he believed such 
action by Congress would provide the impetus necessary for 
expansion of air transport service to ‘the three-quarters of our 
citizens to which it has long been denied.” He said such ex- 
pansion should add materially to the profits that the Post Office 
Department was now beginning to realize from the air mail 
service. 


P AIRCRAFT SPREAD OF JAP BEETLE 

Airport officials at airfields within the area heavily infested 
by the Japanese beetle are cooperating with the Bureau of 
Entomology and Plant Quarantine, U. S. Department of Agri- 
culture, to prevent the spread of this insect pest by aircraft 
to noninfested territory, says the department, adding: 

The beetles occur in considerable abundance from late June to mid- 
August, and can hitchhike rides in planes moving from infested areas 
to uninfested territory. To prevent this, the baggage, and even the 
passengers, are inspected during the time when beetles are active to 
see that beetles are not carried into the plane. Care is being taken 
not to allow the plane doors to stand open for long periods at a time, 
more than is necessary for loading. 

Federal inspectors are stationed at important airports in the area 
of continuous infestation where large numbers of Jap beetles occur 
during the summer months to aid and supervise the work done. If 
beetles are found in a plane, in port or in flight, they are destroyed. 

Both commercial airports and those operated by the armed forces 
are operating to prevent spread of this pest. A small illustrated poster 
warning about the beetles is distributed to those who check the planes 
and may also be handed to travelers. This poster says: ‘‘Guard against 
stowaways. During the summer while your plane is on the ground, 
the Japanese beetle might enter through unprotected opening or be 
carried in on materials or clothing. Treat him like the enemy he is. 
Protect our vital food crops.’’ 





MISSISSIPPI VALLEY AIR CASES 


Examiner Ferdinand D. Moran, of the Civil Aeronautics 
Board, in a “notice to all parties” in a consolidated proceeding 
involving applications for airline operating authority between 
points in the Mississippi Valley area, designated as “Docket No. 
548 et al.,” has announced that the hearing on these applications 
will begin November 5. 
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Air Transport Users’ Meeting 


Outlook for Lower Rates on Air Freight, Suitable Equip- 
ment and Expanded Operations Discussed in N. A. A.- 
Sponsored Conference — Speakers See Pros- 
pect of Substantial Movement of Perish- 
able Foods by Cargo Planes 


By JOSEPH C. SCHELEEN 


* Ideas as to what aircraft manufacturers, air carriers and 
government agencies could and should do to bring about 
the greatest possible usefulness of air transport service after the 
war were presented and estimates as to the passenger and 
freight traffic that would move by air in peacetime were sub- 
mitted in a Joint Air Transport Users’ Conference held in 
Washington July 9 and 10 under the auspices of the National 
Aeronautic Association. 

Glen B. Eastburn, manager of the transportation depart- 
ment of the Los Angeles (Calif.) Chamber of Commerce and 
vice-president of the N. A. A.’s air transport division, presided 
at the opening session of the conference. He said the purpose 
of the conference was not to reach formal agreement or adopt 
policy resolutions, but to develop useful information with re- 
spect to the problems and opportunities of the users of air 
transport. He asserted that peacetime commerce and industry 
of the United States must take full advantage of “one of the 
greatest developments of the war—the handling of men and 
materials by air.” 


Preparations in Missouri 


George C. Smith, president of the St. Louis Chamber of 
Commerce, a former traffic executive of the Missouri-Kansas- 


' Texas Railroad Co., was the first of three speakers on “Evalu- 
| ating the Commercial Air Transportation Potential.” He dis- 


cussed community preparations for post-war air traffic, par- 
ticularly the extent to which such preparations had been and 
were being made in St. Louis and in the state of Missouri. He 
said that the economic function of transportation was to create 
value. 

“Tt is not the method of transportation that creates new 
value in things, but it is the fact of the transportation itself, 
regardless of the transport agency used, which creates that 
new value,” he declared. ‘The form of transport is important 
only as it affects time, cost or convenience, all in themselves 
factors affecting price. Different agents of transport change 
the scale of value, but no one of them holds any monopoly of 
value creating service. Railroads, trucks, busses, the private 
automobile, waterways, and airways, all are performing in the 
identical field of place and time utility but with various tools 
and with various effects and with too little coordination.” 

He interpolated that if the railroads in past years had been 
concerned more with their fundamental purpose and not so 
much with their own physical operations they probably would 
have gone into air transport and highway transport long ago. 

After stating that the automobile and the truck, plus in- 
stallment selling, brought this country out of the depression 
that followed World War I, Mr. Smith said it was entirely 
possible, though not so probable, that air transport might prove 
to be a principal economic shock absorber at the close of the 
present war. He said the country was going into the field of 
expanded air transport after this war limited, not by planes, 
but by terminal facilities. 


“The Civil Aeronautics Administration,” he continued, “‘is 


| planning facilities for handling no less than 600 million ton- 


miles of mail, freight and express to be carried in 1950 as com- 
pared with 18 million in 1941, 15 million in 1940. For the ten- 
year period, the estimated increase is 40-fold. . . . American 
cities must . . . be ready with far-flung services and numerous 
fields capable of handling the world’s largest airplane.” 

_ Mr. Smith said that St. Louis, “alert to its opportunities in 
air transport,’”’ now had 18 fields in its industrial area, including 
six in Illinois, and that surveys had been made showing that by 
1960 metropolitan St. Louis would need at least 38 airports, 
classified as follows: Major airports, 3 (two in Missouri and 
one in Illinois); intermediate airports, 1 (now in operation); 
minor airports, 9; training fields, 6; congested area airports, 2, 
and personal flying fields, 17. 

“With more than $14,000,000 of funds already available, 
not including any federal matching funds,” Mr. Smith said, 
“we are already in position to complete our major airport pro- 
gram.” 

He submitted data to show that though the city’s major 
airport, Lambert Field, was not profitable to the city as an 
operating airport, it was definitely a civic asset, and he added 
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that St. Louis people were well satisfied with their investment, 
as shown by the fact that last August they had voted an addi- 
tional $10,000,000 for additional airport construction. He noted 
that information as to activities of Missouri toward promotion 
of aviation was outlined in a booklet, “Missouri Skyways,” 
available from the State Resources and Development Commis- 
sion, of which he was a member. 


Traffic Estimates 


Myles E. Robinson, economist of the Air Transport Asso- 
ciation, read a paper prepared by Lewis C. Sorrell, director of 
research of that association, on evaluation of the commercial 
air transport potential for scheduled air carriers. Mr. Sorrell’s 
discussion dealt with various methods used in formulating esti- 
mates of post-war air traffic, but principally with the ‘market 
survey method,” which he said was used by Air Cargo, Inc. 
This method, he explained, embodied market sampling tech- 
niques on the basis of questionnaires sent to present or prospec- 
tive users. Air Cargo, he said, had sent out 4,000 questionnaires 
to industries, to learn what part of their business they would 
ship by air at certain rates, and had gone “back into the past” 
to find what volume of shipments had moved by parcel post, 
express, or in l.c.l. or 1.t.l. service. Though there were weak- 
nesses in this method of estimating potential traffic, he said, 
“we have some ideas as to what the potential cargo will be, 
and in what fields.” He indicated that available information 
for use as groundwork in estimating post-war passenger traffic 
was unsatisfactory, but he expressed the view that after the 
war the airlines might obtain 50 per cent of the travel market 
of which, before the war, about 88 per cent consisted of Pull- 
man passengers and 12 per cent comprised airline passengers. 


Non-Scheduled Carriers 


Joseph Garside, of Norwood, Mass., president of Wiggins 
Airways, Inc., speaking on post-war traffic potentials for non- 
scheduled air carriers, doubted whether any formula could be 
devised to measure with any pretense of accuracy the potential 
business of such carriers, but mentioned factors that, in his 
opinion, had delayed development on non-scheduled air service. 
He said that the pre-war charter or non-schedule plane opera- 
tions were “pretty meager” and would not, in nine cases out 
of ten, support a flight operation if it were the only source of 
revenue. One reason for that situation, he averred, was that 
the American traveler and shipper had’ been “educated to ex- 
pect a type of service that the non-scheduled carrier finds it 
difficult to render.” Therefore, he said, it was important now 
that the public be made aware, through advertising, of the 
non-scheduled carrier’s service. In view of limitations of such 
service due to lack of landing fields in many communities, 
he continued, “we must have an adequate landing area in 
every community.” A third requirement, he said, was that 
equipment be made available to the non-scheduled carrier to 
enable it to “handle the average demand placed upon it and 
do ‘the job economically.” He said that the capacity, perform- 
ance and range of equipment presently used by non-scheduled 
air carriers were too limited, “and when it comes to cargo you 
either can’t get it through the door or there isn’t space to set 
it down inside.” ; 

“With equipment designed especially for the task and with 
a set of tariffs that are based on a reasonable number of reve- 
nue miles at perhaps a 50 per cent load factor,” he said, “I 
am ready to take on your business. . . . Non-scheduled rates 
are higher than the average passenger or shipper can pay for 
regular service. I believe that the public demand and need 
for air service to every community .. . will lead to the elimi- 
nation of those factors which have hitherto retarded the de- 
velopment of non-scheduled service. . . .” 


Operating Cost Estimates 


Wesley E. Keller, of Minot, N. D., vice president of the 
Truax-Traer Coal Co., and member of the N.A.A. board of 
directors, presiding at a luncheon July 9, introduced Fred B. 
Collins, of Seattle, Wash., sales manager of the Boeing Aircraft 
Corporation, who discussed post-war possibilities for satisfying 
air passengers and shippers by the use of better, faster planes. 

In his address, and in the course of a question-and-answer 
session following it, he said that transport planes would be avail- 
able immediately after the war that could reduce direct operat- 
ing costs for standard passenger service, on a capacity-load 
basis, to 8 mills a passenger-mile, and, for all-cargo planes, to 
4 cents a ton-mile. With a profit margin added, and with a 50 
percent load factor, he said, the ton-mile rate to the shipper 
would be about 20 cents, as against a presently effective air 
express rate of 72 cents a ton-mile. With a two-thirds load fac- 
tor, he said, there could be a reduction of about 30 per cent in 
the present air passenger rates, with the use of new planes 
that would be ready for use after the war. 

Mr. Collins asserted that the basic qualities considered in 
the development of planes for postwar use were lower operat- 
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ing costs, greater speed, reliability of schedules, and comfort. 
With respect’to reliability of schedules, he said that heretofore 
the weather had been the chief limiting factor, but that war- 
time developments in the use of radar and other technical ad- 
vances had been such that “we can get almost complete im- 
munity from this in the immediate future.” Thermo anti-icing 
of wings was now completely effective and would be essential 
in all future transport planes, he said. He added that, by rea- 
son of the higher speeds of post-war planes, making possible 
trips in one-third of the time required by present transport 
planes, weather conditions at terminals could be predicted with 
greater accuracy at the outset of a plane trip. 

Discomfort of passengers at high altitudes and in the course 
of changes in altitude, Mr. Collins said, had been overcome by 
the installation of ‘‘supercharging’”’ equipment for adjustment of 
air pressure and maintaining even temperatures. He noted that 
such equipment was useful also in transportation of perishable 
foods. A new Boeing “stratocruiser,’ he said, could provide a 
cocktail lounge in the lower portion of the body of the plane, 
but there was a question whether such an installation would ~ 
be economically feasible. 

After observing that air cargo loading had been, hereto- 
fore a costly and unhandy operation, he said that planes of 
latest available designs would contain many feautres for facili- 
tating the loading and unloading of cargo, including loading 
doors at truckbed height, simply-operated tie-down equipment, 
and conveyor systems. 


Value of A.T.C. Experience 


Colonel James W. Aston, assistant chief of staff, Supply 
and Services, Air Transport Command, in a discussion of Air 
Transport Command experiences as ‘“‘a valuable lesson for post- 
war shippers,” reported that A.T.C. planes flew 2,400,000 miles 
a day, “the equivalent of 96 times around the equator,” and 
that these planes crossed the Atlantic every 16 minutes and the 
Pacific every 31 minutes. 

The post-war shipper, he said, was interested, not only in 
the adequacy of the airplane as a vehicle of transportation, but 
also in convenience, regularity, speed, flexibility and costs. ‘‘The 
Air Transport Command,” he said, “carries anything which 
whole or in part can be put through a door 93 by 66 inches, 
and there are few items short of heavy machinery frames that 
cannot thus be handled. I submit that this experience of the 
Air Transport Command should be proof enough to post-war 
shippers that air transportation has, even today, few type cargo 
limitations.” 


He said experience of the A.T.C. had been such as to con- 
vince “even the most skeptical” that regularity and dependa- 
bility of air transport was an accomplished fact. On the sub- 
ject of speed, he said that the A.T.C. was now using aircraft in 
some operations that would fly almost 300 miles an hour, and 
that “further improvements are on the board.” 

Flexibility had been developed by the A. T. C., he said, 
with feeder lines operating in connection with the routes that 
constituted its scheduled system of more than 166,000 miles. 
He added that, after the war, cargo, regardless of where it might 
be located or where it might be consigned, could be delivered by 
air either to direct flight or by trunk line operation ‘‘with the 
network of airports throughout the world.” 

He said it was not possible to state exactly the ton-mile 
cost of air transport to the U. S. government for the war pe- 
riod, but that “from a consideration of all factors from which 
costs will be computed by post-war commercial operators, it is 
obvious that the experiences of the Air Transport Command will 
have contributed much toward drastically reduced costs for 
air transportation to post-war shippers.” The A. T. C., he added, 
had explored the way and opened for unlimited expansion and 
development by commercial operators ‘“‘the ever challenging 
and broadening field of air transportation.” 


Agricultural Products by Air 


L. H. Brittin, of Washington, director of Evans Transpor- 
tation Research and consultant to the Commerce Department 
and Agriculture Department in an address on “Shipping Agri- 
cultural Products by Air,” referred to estimates that the move- 
ment of fresh fruits and vegetables from southwestern agricul- 
tural regions to consuming markets of the northern and north- 
eastern states constituted a potential cargo for air transport 
of about five billion ton-miles annually, and added that “if we 
assume that only one-third of the five billion ton-miles, or 
about a billion and a half ton-miles, will actually become air 
cargo, a fleet of 380 Douglas C-54A’s, or 830 Douglas C-47’s, 
would be required to take care of this business.” 

The ton-mile estimate had been made, he said, by the 
Division of Marketing and Transportation Research of the 
Bureau of Agricultural Economics, Department of Agriculture. 
He said the estimate had been reached after eliminating ship- 
ments originated within 750 miles of the point of consumption 
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and after eliminating “potatoes, oranges, grapefruit, etc., 
which for various reasons probably would not be shipped by 
air in any quantity in the post-war period.” 


Importance of Rates, Back-Hauls 


Mr. Brittin said that the airlines had speed to sell, but 
that they could sell it in movement of agricultural products 
only on the conditions that these commodities could move ai 
rates the airlines could afford to charge and that growers 
could afford to pay, that the transportation was performed by 
suitable cargo planes operated under conditions by which costs 
were reduced to a minimum, and that there was an assured 
system of return hauls of manufactured goods “so no food- 
bearing plane flies back empty, thus doubling the rate.” 

He suggested that there was a limit to the amount of 
“premium” that housewives would pay for airborne produce 
and that, in this respect, consumer demand should be tested 
more extensively. 

“I recommend more experimental runs of agricultura! 
products, undertaken to secure facts, not prove preconceived 
ideas of merchandising, operation and rates,” he said. 

After stating that produce growers and shippers thought 
they should have a rate of from 5 to 7 cents a ton-mile to move 
their perishables to market by air in plane loads at a profit, 
Mr. Brittin said that air cargo rates were now in the process 
of rapid downward revision; that an all-commodity rate of 
45.8 cents a ton-mile had been followed by a specific com- 
modity rate to and from all points on newspapers and maga- 
zines of 42.6 cents a ton-mile, after which a special commodity 
rate of 36% cents a ton-mile on newspapers and periodicals to 
and from designated points had been effected, and that it now 
was rumored that the air carriers were giving consideration 
to establishing plane load rates on agricultural perishables 
that might go as low as 15 to 20 cents a ton-mile. 


Twelve-Month Decline in Rates 


“Rates have therefore fallen in 12 months from around 
49 cents a ton-mile to a possible 15 cents a ton-mile—an indi- 
cated reduction in one year of possibly 70 per cent,” he added. 

As suggestions for cutting airline cargo transport costs, 
he said that if loads up to army standards were permitted, 
with adequate tie-down devices to hold cargo properly, a 
carrier could operate an all-freight line at a lower cost a 
ton-mile, and that certain expenses connected with airline 
passenger service and combined cargo-passenger service could 
be greatly reduced in “an all-freight line or what is called a 
‘contract carrier’ corporation.” 

He said that a hypothetical all-freight air carrier service 
had been studied and that the resulting cost for moving let- 
tuce from Salinas, Calif., to Detroit was 6.55 cents a ton-mile. 

“Someone will have to start an experimental air freight 
service, which will be an independent self-sustaining operation, 
and then operate such a line for several years, to learn both 
its advantages and its ‘bugs’,” he said. 


Detroit, New York Surveys 


Mr. Brittin emphasized that a cargo plane must never re- 
turn empty, and that in movement of agricultural products by 
air there must be comparable quantities of manufactured goods 
for the return trip. In that connection, he discussed a survey 
of Detroit industry air transport potentials, say that returned 
questionnaires indicated that “the top six” of the leading De- 
troit manufacturers would make shipments aggregating 55 
per cent of the total needed to meet a return load factor of 
75 per cent, and that this concentration of shipments favored 
contract carrier operation. He added that Evans Transporta- 
tion Research would make, “at an early date,” an even more 
comprehensive survey among New York City manufacturers 
and shippers, in collaboration with trade organizations. 

Mr. Brittin illustrated his discussion by reference to what 
he termed a “winter garden-industrial area” map of the United 
States, showing the areas between which there might be an 
interchange of products by contract aircraft operation. 


Lew Hahn, of New York City, general manager of the 
National Retail Dry Goods Association, spoke on air cargo 
possibilities in the ready-to-wear field, particularly with respect 
to distribution of garments as to which the style factor was 
important. He stated that air transport of such items would 
make possible more satisfactory inventory control by mer- 
chants and pointed out that speed of distribution of “sty!e- 
factor” articles added to the value of the articles at the points 
of consumption. 


Mail Order Business for Air 


Paul W. Brown, general traffic manager of Sears Roebuck 

& Co., of Chicago, discussed the application of air cargo sei’v- 

. ice to requirements of the general mail order business. He said 
the experience of Chicago mail order houses with air transpcrt 
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had been “very limited,” but he offered a number of sugges- 
tions he believed might lead to more extensive use of air trans- 
port service in the future by such establishments. He explained 
that high cost was the factor that had restricted the use of 
air service by the mail order industry, and added that, in this 
industry, the addition of a few pennies in cost of an item was 
of tremendous importance and could easily be the cause of an 
unsuccessful operation. He noted that, on dry goods and cloth- 
ing between Chicago and New York, the rates by the pound 
were 15 cents by air freight, 4.3 cents by rail express, and 1.7 
cents by rail freight. ‘ 

“On men’s suits shipped from New York to Chicago,” he 
continued, “we find that a suit weighing 5 pounds and selling 
for $25, if shipped by air, would incur an additional transpor- 
tation cost of approximately 65 cents a suit. Thus, on 100,000 
transactions, we would experience an increase in landed cost 
of $69,000: .... . 

“Before the mail order industry may utilize air cargo serv- 
ice for volume movements, rates charged for this service must 
be further reduced. The saving in transportation time is not 
sufficient to justify the additional cost on ordinary’ shipments 
of this class of merchandise. Nevertheless, I believe, our indus- 
try will find it advantageous to utilize air freight service in an 
increasing number of instances in the near future. For ex- 
ample, on shipments of items in the higher priced lines where 
samples only are maintained in the stores and orders trans- 
mitted by wire to a central stock, undoubtedly, we will find 
it an advantage to utilize air transportation. 

“It appears, also, that we will find an increasing need for 
air freight service to handle repair parts and for meeting out- 
of-stock emergencies, particularly in moving supplies of sea- 
sonable high style line, such as ladies’ hats and shoes.” 

Mr. Brown concluded by suggesting to the air carriers that 
they keep their tariffs simple and not ‘as complicated and as 
difficult to interpret as some of our present-day rail tariffs’; 
that a sliding scale of volume rates be published to encourage 
consolidation of small shipments into larger units that might 
be handled more economically; that airport-to-airport rates 
be published, in view of the fact that many customers could 
provide their own pickup and delivery service at a cost below 
that which the airlines had to charge for such service, and that 
packing requirements be adjusted to meet specific conditions 
existing in air transport. 


Newspapers as Air Cargo 


R. A. Cooke, of New York City, traffic manager of the 
American Newspaper Publishers Association, pointed to rea- 
sons for failure of the newspaper publishing business to pro- 
vide a heavy volume of business for airlines, despite publica- 
tion of ‘a fairly comprehensive scale of both class and com- 
modity rates” for movement of newspapers in air cargo service. 


One of those reasons, he said, was the cost of the air 
service; another was “the irregularity of service,” and still 
another was that “the area of distribution which can logically 
be served has not been determined.” His subsequent discussion 
included the following: 


Under existing railroad schedules, morning newspapers can be dis- 
tributed on the day of issue to points as far distant as 300 miles 
from the city of publication. This distribution is made possible not 
only by the regularity of train service, but by the basis of rates that 
has been established to move them. In the newspaper publishing 
business this particular type of transportation is known as railroad 
baggage car service. The rates applicable make possible same-day 
distribution as far as 500 miles from the point of shipment on a 
rate that averages about one-half cent a pound. In the western section 
of the United States there is a similar basis of rates applicable via 
railroad, except that the distance is somewhat shorter. In addition 
to these rates, which apply on an ‘“‘any quantity’’ basis, with minimum 
costs per shipment ranging from 50 cents to $1, there are ‘‘volume’’ 
rates that average about 2/5 cent per pound. 

It should be pointed out, however, that baggage car rates are 
largely single-line rates; i. e., applicable only over the line of a 
single railroad. Also there are rates applicable via the Railway Express 
Agency on basis of 1 cent per pound which are not extensively used, 
largely because this class of service offers no faster transportation 
than that offered by the railroads in moving papers in baggage car 
service. However, in some states, such as Texas, Oklahoma, Arkansas 
and Arizona, rates for the transportation of newspapers in railway 
express service are made on a basis of rates one-half cent per pound 
on a statewide basis. In California there are rates via Railway Express 
Agency which are made on a ‘‘per copy’’ basis which produces a lower 
cost than the pound basis. Both the railroads and the express com- 
Pany have given recognition to the inherent transportation advantages 
that newspapers possess and have established rates accordingly. 


Express Rates 


Compared with these rates are the initial air cargo service rates 
that were established by the Railway Express Agency under contract 
With 16 domestic airlines...four or five times higher than rail- 
express rates. In fairness, however, it should be stated that effective 
July 1, express-air rates for newspapers were reduced 60 per cent, 
Which has resulted in an accelerated movement within the southeast. 
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Also, the air cargo lines themselves have independently established 
both class and commodity rates on newspapers. Prominent in this 
field has been American Airlines which has published Class D rates 
equivalent to 50 per cent of the 100 per cent Class A rates. Commodity 
rates which supersede class rates and which provide for services only 
from and to the airports of this carrier have also been published on 
a ton-mile basis that ranges from 38 cents per ton-mile for news- 
papers in less than 500-pound lots down to 32 cents per ton-mile for 
newspapers in lots of 5,000 pounds and up. On these bases a rate 
has been published from New York to Buffalo of $4.65 per 100 pounds 
on a 5,000-pound minimum lot. Compare this air cargo rate with a 
40 cents per hundred pound rate for the same minimum via railroad 
that can meet a morning paper day-of-publication required delivery. 
From New York to Washington, D. C., via air cargo service for a 
minimum of 500 pounds, the rate is $3.80 per 100 pounds as compared 
with 50 cents per 100-pound rate from New York via railroad. It will 
be noted that the air cargo rates are ten and seven times higher 
respectively than the present rail rates. 

Considering the transportation characteristics of newspapers in 
bundles, we do not believe there is a proper or reasonable basis of 
rates in effect for the movement of this commodity in air cargo 
service. However, we do not believe that the air cargo rates should 
be on the same level as the rail rates, but there should be a fair 
degree of comparability. What a reasonable rate is we are not prepared 
to state at this time, but we can safely say that they should be predi- 
cated on a mileage group basis with a descending per ton mile return 
as distance increases. When consideration is given to the level of 
the air cargo rates on fruits and vegetables from Pacific coast territory 
to eastern points which move on a basis that approximates 15 cents 
per ton-mile...our statement is conservative.... 


Mr. Cooke said that, though he did not advocate it, the sug- 
gestion had come to his attention that there was a possibility of 
obtaining second class postage rates for the movement of news- 
papers in air cargo service. This method, he said, was recog- 
nized as one by which a greater volume of newspapers could be 
handled for movement to distant points in a much faster service 
than that presently provided by second class postage moving in 
railroad service. 

“The newspaper publishing business,” he concluded, “be- 
lieves there is a place for the carriage of newspapers in air 
cargo service, but it must be implemented by a rate structure 
adjusted to the transportation characteristics of the newspaper, 
—_ regularity of movement. These we hope will shortly 

ollow.” 


Transport of Fish by Air 


Dr. Lewis Radcliffe, director of the Oyster Institute of 
North America, the next speaker, said that there was a growing 
interest among the fish shippers of the United States and Can- 
ada in making use of air transportation. He mentioned, as pos- 
sibilities for air transport, clams, crabs, lobsters, oysters, scal- 
lops, shrimp, fresh and frozen fish filets, fresh salmon and 
trout. Hotels and restaurants promised to be the best outlets 
for airborne fish shipments, he observed. 

Proper packaging and development of air conditioned cargo 
space, he said, were problems needing a solution. He pointed 
to a need for wrapping and labeling of the commodities men- 
tioned so as to distinguish them from rail or truck shipments. 
He said that without suitable containers to prevent leakage, 
wet ice as a refrigerant appeared unsatisfactory; that dry ice 
might be used with some products, but that with such items 
as oysters in particular and seafoods generally it was important 
to control the amount used to prevent freezing and yet assure 
safe arrival of the shipment. He stated that a corrugated paper 
package had been developed for transporting fresh fish filets 
packed in dry ice in which the filets were held for 96 hours in 
excellent condition without their being frozen, and he suggested 
that such a package should be adapted to air transport, the use 
of dry ice eliminating danger of damage from water. 


Cargo Space Temperature Control 


“As volume grows, air carriers will need to develop air con- 
ditioned cargo space with temperatures around 50 degrees 
Fahrenheit or use special lockers which will serve the same 
purpose,” he said. “It should be remembered also that if dry ice 
is used in a tight cargo space along with live animals such as 
live lobsters, they may be killed in transit. That problem had 
to be met by express agencies when dry ice came into general 
use as a refrigerant.” 

Dr. Radcliffe referred to a rail express rate of $2.39 a hun- 
dred pounds from Norfolk, Va., to Chicago, adding that “it is 
presumed that air rates will be much higher with the possibility 
of considerably reducing them later on.’”’ He indicated that air 
rates would have to be reduced substantially if there was to be 
a volume movement of seafood. 

“Considering the perishability of fresh fish,” he continued, 
‘Sf the air transport services will attack the problem of provid- 
ing satisfactory containers, reasonable rates and adequate 
pickup and delivery service, I believe they have a real oppor- 
tunity for building volume of fish shipments by air and should 
be in position to render a real service in popularizing the use of 
fish by our people. With an annual production of between 4 and 
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5 billion pounds of fishery products, you have a real oppor- 
tunity to handle appreciable quantities of such products, just 
as the trucks made heavy inroads on volume of fish formerly 
carried by the railroads.” 


Fruit and Vegetable Transport 


Claude N. Palmer, of Washington, special assistant of the 
United Fresh Fruit and Vegetable Association, speaking on 
“Garden and Grove Products by Air,” said that, in view of the 
fact that the fresh fruit and vegetable industry used about 27.3 
billion ton-miles of rail and truck transportation a year, with 
an average line-haul of 1,400 miles, between point of produc- 
tion and point of destination, it was evident that transportation 
had always been and always would be one of the greatest prob- 
lems of his association. He discussed studies that had been 
made by his organization on the subject of post-war air trans- 
port, and similar studies by other groups. 

Mr. Palmer saw little possibility of practicable use of sur- 
plus army planes for flying air cargo, contending that such 
equipment would not fill air cargo needs. 


Test Flights from California 


“Perhaps it will come as news to some of you,” he said, 
“that the Ralph E. Myers Company, of Salinas, Calif., has been 
conducting test shipments to eastern markets for the better part 
of a year; and that it has now launched upon a program of reg- 
ular, three-weekly air cargoes, the first of which—18,500 pounds 
of California tomatoes, plums, apricots, strawberries and lettuce 
—arrived in Cleveland last Thursday, with additional shipments 
due to arrive in that market today and tomorrow. These 18,500- 
pound shipments—the largest civilian freight movement by air 
ever undertaken, I believe—are being made in a new transport 
plane which was designed and built by the Consolidated Vultee 
Aircraft Corporation, of San Diego, Calif., as a result of con- 
sultation with Mr. Ralph E. Myers concerning the fresh fruit 
and vegetable industry’s air transport needs. 

“It had been hoped that the Myers experimental flights, 
which will continue at least through September, could be con- 
ducted under a special dispensation from the Office of Price 
Administration whereby a reasonable price differential for 
air-borne commodities would be permitted . .. for the purpose 
of ... determining whether, and to what extent, the consumer 
is a to pay a premium for air-borne fruits and vege- 
tables. .. .” 

He added that executives of his association, representa- 
tives of airlines and aircraft manufacturers, and others, had 
conferred with O. P. A. and other government officials on this 
question, and that, as a result, the O. P. A. had prepared an 
“air cargo amendment” that was now in the hands of Eco- 
nomic Stabilizer Davis for approval. 


“The future of all air transport of goods hinges to a 
greater extent upon a large and continuous volume of perish- 
able soil products than upon any one other source of pay load,” 
he declared. “Our industry can provide tonnage beyond the 
capacity of most freight transport planes now available for 
civilian use. ... We are not floored by the prospect of reason- 
ably high air-cargo rates. ... But there is an instrinsic value 
attached to any service .. . beyond which the ultimate con- 
sumer is unwilling to go.” 


Refrigerator Car Development 


Mr. Palmer noted that Mr. Myers, of whose test flights he 
had spoken, was chairman of the air transport committee of 
the U. F. F. V. A., and that John N. Kelley, manager of fruit 
transportation for the Fruit Dispatch Co. headed the associa- 
tion’s refrigerator car committee, which had been instru- 
mental in establishing a research fund of $100,000 contributed 
by the railroads and private car lines for work on improve- 
ments in the design and operation of refrigerator cars. 

“Before this year is over,” he said, ‘one or more model 
cars, built to specifications laid down by our committee and 
operated under joint observation by the Association of Ameri- 
can Railroads, the U. S. Department of Agriculture, and the 
United Fresh Fruit and Vegetable Association, will be playing 
the rails. This, it seems to me, might well be a challenge to 
the aeronautical industry, not discounting the splendid con- 
tribution Consolidated Vultee has already made to our cause.” 

Lloyd Partain, of Washington, chairman of the forest 
products division of the Periodical Publishers National Com- 
mittee and part-time agricultural research worker for the 
Curtis Publishing Co., in an address on air transport of farm 
products, averred that air shipment of food was still in an 
embryonic stage, but that “the germ has been planted.” He 
maintained that fruit now shipped to the north from the south 
by means other than air transport was picked too long before 
becoming ripe, and averred that air carriage would enable 
northerners to partake of fruit when it was at its best and 
when it contained the vitamin and mineral content that it 
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should have. The growth of this field of air transport, he said, 
would be in direct proportion to the enthusiasm, effort and 
promotion by those directly concerned with it. Selling, adver- 
tising, promotion and intense research, and research particu- 
larly with respect to the amount of “differential” that house- 
wives would be willing to pay for air-borne fruits and vege- 
tables, were needed, he said. He added that farmers would 
have to be “educated” to shipping by air, but observed that, 
in some sections of the country, cooperating marketing groups 
of farmers were beginning to become concerned about delivery 
of their products in quantity, at the right time, to the con- 
suming points. 
Airlines and Damage Claims 


In discussion that followed these addresses, H. R. Brashear, 
of Washington, representing the National Industrial Traffic 
League and the Aircraft Industries Association, made the 
point that shippers would be discouraged from using air cargo 
service if the airlines did not assume liability for damage to 
shipments in transit. He noted that the railroads might refuse 
to accept a shipment because of improper packing, but that 
once the shipment was accepted the railroads assumed respon- 
sibility for its delivery in good condition, and pointed to an 
air cargo tariff that provided that if a shipment was not 
properly packed the carrier would not assume liability for 
damage in transit. 

Questions by C. F. Jackson, of American Trucking Associa- 
tions, Inc., brought out the point that with respect to some 
perishable foods moved by air there would be little need for 
refrigeration, because of the high altitude and the speed at 
which the planes were moving, and that it was unlikely that 
ice would be “hauled into the sky.” 


Pogue’s 8-Point Program 


L. Welch Pogue, chairman of the Civil Aeronautics Board, 
in an address on “A National Program of Air Transportation 
Development” at a dinner the night of July 9, submitted eight 
proposals as components of an air transport development pro- 
gram, as follows: 


1. All first-class mail to be dispatched by that means of transpor- 
tation which offers the speediest delivery. 

2. An air parcel post system. 

3. Reduction of rates for the transportation of passengers and 
cargo as rapidly as the costs of operation will permit. 

4. Continuous study by the air transportation industry of user 
requirements and desires intended to make it possible to try out every 
reasonable new possibility in the way of transporting persons and 
cargo by air. 

5. Authorization of routes designed to permit. the free flow of 
mail, persons, and cargo between every important pair of points where 
the traffic justifies the operation regardless of the historical patterns of 
travel and of the limitations of route patterns of the past as established 
by other forms of transportation. 

6. Elimination of all artificial barriers in the development of air 
transportation. 

7. Vigorous development on the technical side of civil aviation, 
including a liberally supported research and development program. 

8. An attitude constituting a ‘‘will to accomplish’’ on the part of 
the government, the industry, and the public. 


He said he felt “so clear about the justice” of the proposal 
for carriage of all first-class mail by air that he was convinced 
it would soon be a reality. However, he observed, such realiza- 
tion might not represent a very great increase in volume of 
air mail at the present time, because that volume had risen 
from 26 billion pound-miles in 1941, when the total of non- 
local first class mail was about 150 billion pound-miles, to 108 
billion pound-miles in the 12 months ended February 28, 1945. 


Air Parcel Post Volume 


Mr. Pogue contended that the speed of air transport would 
increase the utility of the parcel post system. 

“IT have no idea of the exact amount of air parcel post 
which might be carried if the facility were established,” he 
said. “In the fiscal year ended June 30, 1942, however ... 
there were 1,697,724,999,785 pound-miles of parcel post carried; 
that is 848,000,000 ton-miles or nearly 10 times the amount 
of non-local first-class and air mail carried in that year. If 
we assume that this 1942 volume of parcel post represented 
a maximum parcel post potential, that an air parcel post had 
been in existence, and that the air parcel post had developed 
a volume of traffic which bore only the same relation to total 
parcel post as air mail did to total non-local first-class and 
air mail, we would have had a™nroximately ten times as many 
pound-miles of air parcel post as we had pound-miles of 
air mail in 1942.” 

Stimulation of Air Travel 


In his discussion of air passenger service, Mr. Pogue as- 
serted that “as a part of our national program for air trans- 
portation development, there should, I believe, be a govern- 
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mental program of stimulating and encouraging passenger 
travel by air by all reasonable means and wherever govern- 
mental policies can affect air passenger travel.” 

He declared that “exploitation of the air cargo potential” 
was most important of all in a national program of air trans- 
port development. 

He described as another important element in such develop- 
ment the maintenance of freedom from artificial restrictions 
and barriers in the field of air transport. 

“Whether the barriers be the result of taxation, regula- 
tion, or otherwise,” he said, “the results would be bad. What 
is most needed for this young industry is a free and open 
opportunity along with business generally with no special 
favors granted or handicaps imposed, but with a free and open 
field to do a straight-forward and competitive job.” 


Airport Improvements 


Terminal facilities for handling air traffic constituted the 
general subject in one of the July 10 sessions of the conference. 
Hart Bowman, airport manager for the city of Dallas, Tex., 
explained improvements in airport design embodied in the plans 
for a new airport structure at Dallas and called attention, 
particularly, to a “tunnel arrangement” for the servicing of 
aircraft, the purpose of which was to eliminate the use of trucks 
for carrying fuel, cargo, mail, air conditioning equipment and 
other supplies to the planes on the field, where such trucks 
might constitute safety hazards in periods of heavy air traffic. 

_ John Groves, manager of the operations department of the 
Air Transport Association, outlined various proposals with re- 
spect to facilities that should be incorporated in new airports, 
including arrangements for more efficient and prompt handling, 
loading and unloading of baggage and cargo, proper arrange- 
ment of communications facilities, underground servicing facili- 
ties such as Mr. Bowman had mentioned, installations for con- 
venience and comfort of airline passengers, and observation 
platforms or terraces for spectators. 


Air Express Service 


C. G. Peterson, chief engineer of the Railway Express 
Agency, speaking on “Coordination of Air and Surface Trans- 
portation at the Terminal,” noted that the express agency had 
handled the air express business for all of the domestic airlines 
since 1937 and said it now handled international air express on 
the six domestic airlines that extended into Canada and, in 
addition, under arrangements with Pan American Airways, 
American Airlines, Trans-Canada Air Lines and Braniff Air- 
ways. He said that in 1944 Railway Express interchanged over 
235,000 shipments of international air express with the latter 
companies, not including the traffic to and from Canadian points 
reached by the domestic airlines. In 1944, he said, the total 
volume of Railway Express air express flown on the domestic 
airlines was 17,138 tons as taken from actual waybill weights, 
or an average of 47 tons a day with an average haul of 992 
miles. Charges paid by the public totaled $11,451,165, which 
was at the rate of 67.36 cents a ton-mile, he added. For the 
airport-to-airport haul, he said, the airlines received $8,020,135 
or 47.18 cents a ton-mile. He listed 45 “functions” in which, 
he said, coordination occurred between air and surface opera- 
tions with respect to air express service. He stated that, in a 
test month, 4,652 different motor vehicles were used in han- 
dling air express. 

“In December, 1944,” he reported, “66,344 air shipments 
were handled on rail vehicles (trucks ordinarily used in con- 
nection with rail express) and 8,615 rail shipments were han- 
dled on air express vehicles giving a total of 74,959 of such 
coordinated vehicle handlings out of a total of 188,923 air ex- 
press shipments for that month.” 

He urged use of air express by shippers, saying that the 
charge for one pound was only $1 between any of the 793 com- 
munities for which air express tariffs applied and that for that 
same amount “you can express 28 pounds between such cities 
149 air-miles apart.” For $1.26, he said, 10 pounds could be 
air-expressed between cities 249 air miles apart. 

Mrs. James H. Doolittle, secretary of the N. A. A. and wife 
of Lieutenant General Doolittle, as speaker at a luncheon July 
— discussed “Air Transportation from the Woman’s Point of 

lew.” 

Harry Meixell, of Washington, manager of the state rela- 
tions department of the Air Transport Association, in a discus- 
sion of the effect of state legislation on air transportation, re- 
viewed legislative developments in various states relating to 
taxation and regulation of intrastate air traffic and asserted 
that such activities by the states, if carried too far, would deter 
full development of interstate and international air traffic. 


Status of Helicopters 
__L.C. Peskin, of Philadelphia, Pa., manager of the contracts 
division of the Kellett Aircraft Corporation, spoke on “The 


Coming Role of the Helicopter in Air Transportation.” He said 
that the rotor-wing principle of flight was not a new develop- 
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ment; that Chinese children, hundreds of years ago, had played 
with “aerial tops’ embodying that principle, and that the heli- 
copter constituted the first method of transport that could 
operate from any point to any point within its range. Progress 
to the present degree of success in helicopter flight had been 
slow, he said, because “we have had to wait for development 
of light materials, better engineering, and a general advance of 
technology.” He described the helicopter industry at present as 
one of the nation’s smallest, employing only about 1,500 persons, 
but said it was making progress and reaching maturity. 

“You will be able to buy and sell helicopters very soon,” he 
continued. “However, some ‘unknowns’ will still exist when the 
first helicopters come out. You must not become discouraged 
too soon.” 

Helicopters could now be built for which “useful loads” of 
not less than 30 per cent of gross weight were considered accep- 
table, said Mr. Peskin. Helicopters with a speed of 100 miles an 
hour would be “readily available,” he added. As to difficulties 
connected with their operation, he said, that they were “not 
easy ships to fly,” but that even in the present stage, pilots 
could be easily trained and that many pilots with helicopter 
flight experience would be available after the war. The first 
costs of helicopters today, he continued, were relatively high, 
but, he added, ‘for the commercial user they will be available 
after the war at such cost as will merit your definite interest.” 
He said that helicopter operating costs were still “very much 
unknown” and that, at the beginning, their users would be 
pioneers in the field and “ought not to expect too much.” The 
helicopter industry, he declared, was reaching out for such de- 
velopments as jet propulsion and the gas turbine. He stated 
that helicopters large enough to transport six to ten persons, 
and others for transportation of cargo, were in production, and 
that even larger ones were planned for “special” application. 
He mentioned several uses, such as rescue work at sea, that 
had been found for helicopters in the course of the war, and 
said that one prospective use, among others, was in connection 
with the movement of valuable timber from otherwise inacces- 
sible areas in this country, in Mexico and in South America. In 
cargo transport, he said, helicopters could be used for “feeder” 
service between industries and airports and between communi- 
ties that had no adequate airports. 


Aviation and Foreign Trade 


Dr. John B. Crane, of Baltimore, Md., director of economic 
and marketing research of the Glenn L. Martin Co., speaking 
on “U. S. Foreign Trade by Air—Coming and Going,” foresaw 
a total expenditure of $400,000,000 annually by about 2,000,000 
Americans for foreign travel by air in 1950, and added that in- 
ternational air cargo traffic in the early postwar period might 
be expected to grow at a more rapid rate than passenger traffic, 
“because of the small volume of air cargo which moved in pre- 
war days.” 

“If reductions in operating costs should permit passenger 
fares of 3 cents per mile by 1950,” he said, “then air cargo rates 
should come down to an average level of 20 cents per ton-mile, 
with classified rates as low as 10 cents per ton-mile on special 
commodities. ... : 

“It is estimated that total cargo ton-miles of service (in 
1950) will amount to 98,500,000 annually. This will yield cargo 
revenue to all international air carriers of approximately $19,- 
700,000 per year. A comparison of the above cargo figures with 
those for air passenger traffic for the year 1950 indicates cargo 
revenues equal to about 19 percent of passenger revenues. With 
each succeeding year, air freight and express are likely to be- 
come an increasing per cent of total revenues. Ultimately, 
goods revenues may surpass passenger revenues. ... In terms 
of tonnage, air shipments in the first few post-war years are 
likely to amount to only a fraction of one per cent of our total 
international trade.” 

Dr. Crane said that, of the characteristics that made com- 
modities likely candidates for air carriage, the four most im- 
portant were high value a pound, perishability, fragility, and 
style-factor or rapid obsolescence, with high value a pound as 
the most important single characteristic. He estimated that in 
the case of countries adjacent to the United States many com- 
modities would have by air if they had a value between 25 and 
50 cents a pound. He added that, for distances of 1,000 to 3,000 
miles the commodities should be valued at 50 cents a pound or 
above, and that for distances from 5,000 to 10,000 miles, mini- 
mum values a pound should range from $1.50 to $2.50, depend- 
ing on distance. Middle America offered the best prospect for 
air cargo shipments, “not only because of the comparatively 
short distances involved, but also because of exceptionally poor 
surface transport facilities, and the nature of the economies of 
these areas,” he said. 


Case Studies Proposed 


What was sorely needed in the field of air cargo research, 
he continued, was a series of individual case studies of specific 


export industries and of particular products manufactured for 


export. He suggested that the U. S. Commerce Department’s 
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Bureau of Foreign and Domestic Commerce could assist in pro- 
motion of foreign trade by undertaking such studies, and that 
the case studies begin with an analysis of exports to Latin 
America, because in that area the prospects for air cargo were 
especially good. 


“International trade can be promoted most effectively,” he 
concluded, ‘“‘by creating conditions in air transportation which 
lead to the most rapid rate of technological improvement, reduc- 
tion in rates and improvements in service. Experience demon- 
strates that these conditions exist where competition prevails, 
provided competition is limited by wise government regulation. 
The government should authorize at least two American-flag 
carriers to every major trade region of the world, and more 
than two to all areas where the anticipated volume of traffic 
will permit profitable operations for three or more carriers.” 


Spencer Severance, of Trenton, N. J., chief engineer of the 
Switlik Parachute Co., presented a motion picture demonstra- 
tion of packaging materials used and actual successful experi- 
ments of free-fall and parachute deliveries of mail, glassware, 
china, foods, pharmaceuticals, phonograph records, and other 
items, from planes flying at low altitudes. 


Air Cargo Problems, Promises 


Charles J. Roggi, of Hagerstown, Md., director of transport 
sales of the Fairchild Aircraft Division, in an address on “Air 
Cargo, Its Promises and Its Problems,” said that air cargo 
transport held out such promise of benefits to the country as to 
justify government support and promotion. Air cargo transport, 
he averred, might be the only means by which the aircraft man- 
ufacturing industry could be saved from disintegration. He 
added that it held forth promise of providing stimulus to busi- 
ness and agriculture. He suggested that the problem of bringing 
air cargo rates down to a point low enough to develop a large 
volume of business would be solved, in view of the fact that the 
airlines did not have the roadway maintenance problems and 
other limitations that encumbered the railroads, but had the 
“free, unobstructed highway of the air,” requiring no servicing, 
upkeep or interest charges. 

He said that ‘‘problem No. 1” of the airlines in cargo trans- 
port was a lack of experience in handling of air cargo, and that 
“we need hundreds of cargo planes, flying day after day, to get 
experience.”’ He proposed, further, that the air carriers estab- 
lish a suitable cost accounting system “‘to show how and where 
rates can be made lower.”’ He argued that economic regulations 
for air carriers should be relaxed for air cargo transport, par- 
ticularly as to airworthiness of aircraft. He proposed that there 
be segregation of air passenger and air cargo operations and 
specialization in transporting different kinds of cargo. He also 
advocated studies of packaging of products specifically for air 
cargo service. 


Address by Congressman 


At a dinner marking the conclusion of the conference, Rep- 
resentative Jennings Randolph, of West Virginia, national coun- 
cillor of the N. A. A. and president of the Congressional Flying 
Club, was the speaker. He advocated immediate establishment 
of House and Senate committees on aviation, to have complete 
jurisdiction on legislative matters relating to functions of the 
Civil Aeronautics Administration and the Civil Aeronautics 
Board. He expressed opposition to the proposal of a “chosen 
instrument” or “All-American Flag Line, Inc.,” to represent the 
Untied States in foreign air transport, saying that such a pro- 
posal was contrary to American democratic principles. 

A committee was appointed to consider perpetuation of the 
N. A. A. Transport Users Conference. Members of the commit- 
tee are: A. D. Hapke, Jr., of the American Petroleum Institute; 
Mr. Brashear; Mr. Palmer, of the United Fresh Fruit and Vege- 
table Association; Mr. Radcliffe, Mr. Cooke, Mr. Brown (of 
Sears Roebuck Co.) and Verne Sullivan, of the United States 
Chamber of Commerce. 


PLANES ON INSTALLMENT PLAN 


Surplus transport planes may now be bought on the in- 
stallment plan from the Reconstruction Finance Corporation, 
the agency designated by the Surplus Property Board for the 
disposal of surplus aircraft. 

This was a move, said the R. F. C., to make it easier to 
buy surplus transport aircraft. Continuing, it said: 


The installment method of purchase will apply to all Class B 
(transport) planes having a gross weight of 5,000 pounds and over. 
This includes Douglas transports, Lockheed Lodestars, Cessnas, and 
all other transports of this weight class. 

This adds a third method to those by which transport planes may 
be obtained. In addition to the deferred payment plan, aircraft of 
this type can be leased, or purchased outright. 

Under the installment plan purchasers will be required to make 
a cash payment of 15 per cent of the purchase price plus the cost of 
insurance, which will amount to approximately 7% per cent. The 
balance will be secured by a chattel mortgage payable in 36 equal 
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monthly installments. 
unpaid balance. 

The new plan is designed to encourage the establishment of new 
aviation enterprises in addition to making it easier for private pur- 
chasers to obtain these aircraft. 

While some planes of the transport type are subject to allocation 
by the Surplus Property Board to airlines and war industries, the 
R. F. C. has a considerable number of Lockheed Lodestars and Cessnas 
which can be purchased by individuals. 


Four per cent interest will be charged on the 


AIRCRAFT MATERIALS ORDER 


“Aircraft manufacturers will be given priorities assistance 
in obtaining new materials, where surplus materials cannot be 
obtained or used, for the production of commercial transport 
type aircraft for use by foreign flag air carriers,” the War Pro- 
duction Board says. “This means that foreign flag air lines may 
now place purchase orders with United States manufacturers 
for transport type aircraft upon obtaining export licenses ap- 
proved by the State Department. ' 

“This action was taken by issuance of Direction 1 to Prefer- 
ence Rating Order P-47-a (Foreign Flag Air Carriers). Consid- 
eration of priorities assistance, however, will be given only 
when the proposed equipment is to be used for war-supporting, 
reconstruction, relief or rehabilitation activities.” 


C. A. B. DIRECTORSHIP ORDERS 


Orders approving interlocking relationships between Na- 
tional Airlines, Inc., and certain other transport companies, 
through the holding by certain officers of the airline of official 
positions in such other companies, have been issued by the 
Civil Aeronautics Board. ; 

The board approved the holding by George W. Gibbs, Jr., 
of the position of director of National Airlines and the positions 
of vice president and director of Gulf Atlantic Transportation 
Co.; the holding by G. T. Baker of the offices of president, 
director and chairman‘of the board of National Airlines and 
the offices of vice president and director of Gulf Atlantic Trans- 
portation Co., and the holding by Harry S. Parker, Jr., of the 
offices of vice president and director of National Airlines and 
of a limited partnership in United Export Lines. : : 

The board also has authorized interlocking relationships 
existing through the holding by John J. Mitchell of the position 
of director of United Air Lines, Inc., and the positions of di- 
rector of Chicago Tunnel Terminal Corporation, Chicago Tun- 
nel Co., and Chicago Tunnel Terminal Co. 


OAKLAND HARBOR AND AIRPORT PROJECTS 


Twenty post-war harbor and airport projects for Oakland, 
Cal., involving expenditures of more than $55,700,000, have 
been announced by the Maritime and Harbor Committee of 
the Oakland Chamber of Commerce. Some $16,000,000 will be 
spent in improving and expanding the outer harbor terminal, 
now in use by the army; $14,500,000 will be spent in providing 
two large mole type piers with transit sheds and terminal build- 
ings, furnishing berthing space for 18 vessels. About $15,000,000 
will be spent in the north harbor, where no development has 
been carried on. 


AIR EXPRESS SHIPMENTS 
A 27 per cent rise in number of air express shipments han- 
dled throughout the country in May over the same month last 
year has been announced by the Air Express Division of Rail- 
way Express Agency. A total of more than 182,000 shipments 
were handled for the domestic airlines. Gross revenue for the 
month increased 60 per cent over the same period last year. 





TOLEDO COAL AND ORE TERMINAL 


Plans for the construction of a new $15,000,000 joint facil- 
ity coal and ore terminal on Lake Erie at Toledo, Ohio, have 
been announced by Roy B. White, president; Baltimore & Ohio, 
and G. Metzman, president, New York Central. The terminal, 
largest of its kind in the country, will provide facilities for the 
transhipment of coal and ore between railroad cars and lake 
vessels. It will be built, owned and operated by a separate 
corporation formed by and controlled by the two railroads. 
Construction will be undertaken immediately after government 
approval and allocation of essential critical materials is forth- 
coming. 

The new terminal will be equipped with three eleetrically 
operated coal dumping machines, and with two ore loading 
machines. 





PAISLEY FACTORY EXPANSION 


Paisley Products, Inc., Chicago, is enlarging and moderniz- 
ing its factory, to take care of greatly increased demands for 
adhesives to meet the overseas packaging requirements of the 
armed forces. Improvements include new shipping and loading 
docks, an enlarged container filling department, shipping office 
and locker rooms, 
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Class Rate Decision Developments 


The rail respondents in Official, Illinois Freight Association, 
Western Trunk Line, Southwestern Freight Bureau and South- 
ern Freight Association territories have asked the Commission 
to postpone the effective date of its order in No. 28300 to be- 
come effective April 1, 1946, by the filing of tariffs, on 30 days’ 
notice, embodying the interim 10 per cent increase in the class 
rates in Official Territory, and the 10 per cent reduction in 
Southern Territory, because of difficulties encountered by the 
carriers, who said they would have to compute more than 
3,000,000 rates. . 

At the same time, the Public Service Commission of Wis- 
consin petitioned the Commission for reconsideration and re- 
argument, contending that 10 per cent increase in Official Ter- 
ritory was unlawful. 

The rail respondents said the “simple procedure” that the 
Commission seemed to have in mind for the filing of the in- 
creased and reduced class rates had not been found practical. 
They said that, from a tariff publishing standpoint, little diffi- 
culty would be experienced in complying with the part of the 
order requiring the increase in Official Territory. The diffi- 
culties they were dealing with, the railroads said, “concern 
mainly ascertaining and publishing the reduced rates within 
and between the other territories and between those territories 
and Official Territory.” 

After reviewing the Commission’s requirements, referring 
to its statement that it did not contemplate that groupings in 
connection with present class rates should be changed as a 
result of finding, and quoting the report to the effect that “in 
applying the scale of minimum rates, the distances between 
groups or blocks of stations upon which the present class rates 
are based are to be observed, rather than the actual distances 
to or from such station, when differing therefrom,” the carriers 
said, in part: 


The application of the rates in the distance scales shown on sheet 
274 as minima rates assumes of course that there are available dis- 
tances between all points covered by the findings and order, computed 
in accordance with the Commission’s well-known formula and which 
has actually been prescribed by it in connection with the permanent 
adjustment set forth in part II of the report where the distance scale 
we speak of its prescribed as maxima. Due to the manner in which the 
interterritorial rates which are subject to the reductions prescribed by 
the order were constructed and prescribed by the Commission, it was 
not necessary to ascertain the through short-line distances. This fact 
of course is well known to the Commission and is set forth at some 
length on sheet 70, et seq., of the report. It is unnecessary to repeat 
here the manner in which those interterritorial rates and, in some 
cases, the intraterritorial rates have been constructed. It is sufficient 
for our present purposes to point out that the interterritorial rates for 
the most part are key rates and the distances used by the Commission 
in constructing them are not known because they are not developed 
in the reports of the Commission. In fact, distance was only a guide, 
other conditions having influenced their measure. . 


Millions of Computations Necessary 


After then quoting from the report as to the other condi- 
tions, the carriers observed that between Indiana and Michigan 
and Wetsern Trunk Line Territory the rates were largely on 
the distance basis but that the mileage blocks were small and 
the grouping different than applied generally to and from other 
points in Central Freight Association Territory. Between those 
territories, the carriers averred, it would be necessary to recom- 
pute approximately 201,931 first class rates. They said also 
that the distances used in computing routes between C. F. A. 
and Illinois Freight Association Territory and the border states 
of Kentucky, eastern Tennessee, southern Virginia, and North 
Carolina, were not short-line distances and that all of these 
rates and distances must be recomputed. 

“In view of the fact that short-line distances were not the 
basis for most of the present interterritorial rates, those dis- 
tances must now be computed in every case where they have 
not been computed for some other purpose,” said the respond- 
ents. “In a large majority of cases those distances are not 
presently available. What the ascertainment of those distances 
at the present time means becomes clear by a few illustra- 
tions.” 

The carriers said 33,820 short-line mileages must be ascer- 
tained between Trunk Line and New England territories, on 
the one hand, and Western Trunk Line Territory on the other, 
and that this would mean matching short-line mileages over 23 
gateways, resulting in “dealing with 777,860 mileages.” They 
said 586,500 mileages would have to be checked over the 
gateways to obtain mileages between C. F. A. and Western 
Trunk Line territories, and that within Western Trunk Line 
Territory it was estimated it would require about 2,000,000 
calculations to determine the rates to be published in com- 
pliance with the order. The task, they said, was of relative 
magnitude in Southwestern Territory and other parts of the 
country affected by the order. They continued: 
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Having ascertained the short-line distance, the next step is to set 
down the rate for that distance under the scale prescribed as minima, 
then the present rate, next the present rate less ten (10%) per cent 
and finally the rate to be published. The latter may be the present 
rate, it may be the present rate reduced ten (10%) per cent, or it may 
be the minimum rate under the distance scale. Enough work has been 
done to demonstrate that a very large proportion of the interterritorial 
rates will be affected by the minimum scale. 


The carriers said the convenience of all would be served 
by publishing new rates, “complete and definite,’ probably in 
supplements to existing tariffs, so that the present rates could 
remain in the tariffs for use in connection with exceptions rat- 
ings and column rates. They added that much of the work 
necessary to make the interim adjustment effective would facil- 
itate making the permanent adjustment effective because the 
latter could not be made effective without having available 
the short-line through distances between all points covered 
by the order. 

The carriers said they were now engaging, and would 
continue to engage, every available man on the task, but 
that employes and officers with the necessary training and ex- 
perience were limited in number. 

“The task simply cannot be done by August 30, the present 
effective date,” said the carriers. “Accurate checks have been 
made oi the time necessary to perform the necessary calcula- 
tions .. . and it is the judgment of the tariff-publishing agents, 
who have had extensive experience in working out the present 
class-rate adjustments prescribed by the Commission during 
the past 15 years, that it will take at least until February 15, 
to accomplish the task. This assumes that no undue delay 
will be encountered in printing the tariffs.” 


Wisconsin Commission Petition 


The Public Service Commission of Wisconsin asked recon- 
sideration and reargument concerning the requirement for a 
10-per-cent increase in Official Territory. The commission said 
that portion of the order was unreasonable, unjust, and im- 
proper in that the increase was not supported by fact or show- 
ing of fact in the record, or by finding of fact that the revenues 
of the affected railroads were or would be inadequate under 
existing rates. 

It also contended that.the increase was not supported 
by the finding on which “it purports to be based,” namely, undue 
preference and undue prejudice found to exist as between the 
territory; that the existing class rates were not discriminatory, 
and that even if prejudice or disadvantage in a territory or 
territories did violate the act, it could not lawfully be removed 
by “prescriptions of excessive or otherwise unreasonable rates 
in another territory merely because such other territory or 
the shippers therein may enjoy a preference or advantage by 
reason of the differentials in rates involved.” 

The Wisconsin commission continued: 


In support of the foregoing contentions this intervenor maintains 
that transportation rates can be properly determined only if they are 
arrived at and based upon considerations relating solely to the trans- 
portation service for which such rates are fixed and required to be 
charged; that such considerations including essentially the component 
costs of such service and the value of such service to the persons re- 
ceiving the same; and that the prescription of transportation rates 
based and arrived at upon a consideration or purpose of obviating or 
mitigating the necessary high cost of service furnished by transporta- 
tion agencies in one section or territory, by or through an increase of 
adequate rates for lower cost service furnished by another transporta- 
tion agency in a different section or area, is violative of fundamental 
principles applicable to the regulation of rates and must result in rates 
that are excessive, unreasonable and unjust. 23 


Oregon Asks Delay 


The fact that all carriers had not petitioned the Commission 
for some modifications or clarification of the Commission’s 
order in No. 28300, and that only the western carriers would 
oppose the decision, confronted western states with “unforeseen 
emergency situation, affecting western states especially since 
some of our territory not within scope of investigation,” said 
George H. Flagg, public utilities commissioner of Oregon, in a 
telegram to the Commission asking for extension of time in 
which to file petitions “looking to safeguarding their respective 
interests.” 

Seven of eleven western states asked for time in which to 
intervene and/or file petitions for reopening, reconsideration, 
and clarification of the Commission’s decision, following ap- 
pointment of a special committee on classification cases by the 
Mountain-Pacific States Conference at its annual meeting in 
Reno, Nev., June 29 and 30. 

By an order in No. 28300 the Commission extended to 
September 3 the time for filing petitions for leave to intervene 
and for serving and filing petitions under rule 101 by the public 
regulatory commissions of the eleven western states in Moun- 
tain-Pacific Territory, following the telegraphic requests of the 
seven state bodies. 
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Supplementing his telegram asking for additional time in 
which to file petitions, Mr. Flagg telegraphed Commissioner 
Aitchison, informing him of the action taken and reciting the 
concern of the western states over the situation created by the 
fact that no request for modification or clarification had been 
filed with the Commission. He said it had also been expected 
that the Commission would “undoubtedly” order an investiga- 
tion concerning class rates within, and to and from, Mountain- 
Pacific Territory ‘as mentioned on page 242 of report before 
reduced class rates go into effect in western territory.” 

In reply to Mr. Flagg’s request for additional time, Secre- 
tary Bartel, of the Commission, telegraphed the latter that the 
Commission was granting forty-five days’ additional time for 
filing of petitions of intervention, adding that “orders hereto- 
fore entered in such proceeding remain in effect unchanged.” 

The state bodies represented by telegrams requesting ex- 
tension of time for filing were those of Oregon, California, 
Nevada, New Mexico, Washington, Wyoming, and Arizona. The 
other state regulatory bodies included in the eleven states men- 
tioned in the Commission’s order granting the extension of time 
are: Idaho, Montana, Utah, and Colorado. 





Central State Appeal Board 


The appeal board of the Central State Motor Freight 
Bureau, Inc., conducted a hearing July 10 at the Palmer House, 
Chicago, on its Docket 8656, which proposes to establish a truck 
detention tariff, wherein shippers or receivers will be allowed 
four hours to load or unload vehicles, after which a charge of 
$2 an hour or fraction thereof will be in effect up to twelve 
hours, when the hourly charge will advance to $4. Truck 
carriers have for some time been considering publishing such 
a tariff and first held a hearing on it.Oct. 11, 1944. 

Shippers from several midwest cities were present July 10 
and were unanimous in opposing the proposed truck detention 
tariff on grounds that it would not produce the efficient opera- 
tion that the bureau says it is seeking. William Noorlag, Jr., 
of the transportation committee, Chicago Association of Com- 
merce, said that such a tariff would overthrow cooperative 
efforts of the shippers, who, through voluntary vigilance com- 
mittees established in many cities, have done much to reduce 
delays in loading and unloading. Four hours is more than 
ample time to load and unload the vast majority of commodities, 
he said. Under the proposed tariff, if a carrier pressed a shipper 
to load or unload in half an hour, the shipper could take four 
hours without penalty. Mr. Noorlag said there were a number 
of ambiguous provisions in the tariff, and urged that it not be 
adopted. 

Other shippers present who criticized the proposal in sim- 
ilar terms were E. F. Stecher, Stewart-Warner Corporation; 
Mr. Steffen, Swift & Co.; Carl Kuhn, Jos. T. Ryerson & Sons; 
Mr. Nevitt, Youngstown, O., Chamber of Commerce; William 
Carney, Bendix Aviation Co., South Bend, Ind.; Mr. Rogers, 
representing the Faultless Castor Co. and the Evansville Cham- 
ber of Commerce; and H. A. Hollopeter, Indiana State Cham- 
ber of Commerce. All urged that the carriers had more to gain 
through a continuance of the vigilance committees than through 
the proposed tariff. A decision of the appeal board on the 
proposed truck detention tariff is expected in the near future. 

Also before the appeal board was Docket No. 8751 covering 
the bureau’s heavy and bulky rule. Up for consideration was 
a shippers’ proposal to change the rule in the Central States 
tariff which requires shippers and receivers to be responsible 
for employes of the carriers who aid in loading or unloading 
heavy and bulky freight. Shippers have contended such a rule 
was illegal, and offered an amendment, the adoption of which 
would mean that responsibility for the negligence only of their 
own employes would fall on the consignors or consignees. The 
amendment was the same that the shippers have asked the 
rail carriers to make, being identical with that which Agent 
Curtlett has agreed to accept in his Pick-up and Delivery Tariff 
102-F. The amendment reads: “Shippers or receivers whose 
employees assist in the loading or unloading under this rule 
shall be responsible for negligence of their own employees 
which cause either damage to the shipment or other property, 
or personal injury while so engaged.” 

Speaking on behalf of the proposed amendment were Mr. 
Hollopeter, Grant Arnold of the Detroit Board of Commerce, 
Mr. Carney, and Mr. Noorlag. 





MIDDLEWEST MIXED TRUCKLOAD RULE 
The Industrial Traffic Council, Chicago Association of Com- 
merce, which has filed petitions for suspension of the cancella- 
tion of the modified mixed truckléad ‘rule as contained in Item 
850 of Middlewest Tariff No. 1025, has asked members who will 
be affected by the cancellation so to advise J. E. Senne, chair- 
man, standing rate committee, Middlewest Motor Freight Bu- 
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reau. The Council states that recently a carrier has filed 
Proposal No. 3959 with the Bureau proposing that it rescind 
its previous action to cancel this rule. Comments of interested 
parties on the proposal must be received by July 14, 1945. 


MOTOR CAR CONSERVATION 


President Truman, in a letter to H. J. Brunnier, president 
of the American Automobile Association, dated July 6, appealed 
for continuation of conservation of motor cars, declaring that 
if there should be a breakdown in passenger car transportation, 
the effect of it on all other forms of transportation could well 
be disastrous. Mr. Brunnier had written the President that 
since the defeat of Germany there had been a definite let-down 
in conservation practices. It was simply a matter of over- 
optimism, said he. 


SURPLUS TRUCK INQUIRY 

Representative Landis, of Indiana, has introduced House 
resolution 313 providing for creation of a select House com- 
mittee to make a full investigation of the number of trucks 
available in the hands of any disposal agency for disposition 
under the surplus property act of 1944, the places where and 
the conditions under which such trucks are stored, the storage 
charges, if any, thereon, the number of such trucks which can 
be economically disposed of in the domestic market, and such 
other matters relating to the handling and disposition of such 
trucks as the committee deems advisable. Mr. Landis said his 
objective was to obtain the facts as to the surplus trucks in 
question and their availability for distribution for civilian use 
in the United States. 


SURPLUS MOTOR VEHICLE SALES 

Motor vehicles accounted for 22.1 per cent of the total value 
of all surplus property sold in April. by the Office of Surplus 
Property, occupying first place among eight general classifica- 
tions of goods currently offered, according to a statement by 
W. S. Bradley, director of the O.S.P., in the Department of 
Commerce publication “Domestic Commerce,” for July. 

Mr. Bradley said motor vehicles had accounted for 22.8 per 
cent of the total sold in May, adding that ‘‘they have consist- 
— ranked in first place in value of items acquired for dis- 
posal.” 


DETROIT’S FIFTH WHEEL CLUB 


A solid mahogany replica of a fifth wheel was presented 
the Fifth Wheel Club by Harvey C. Fruehauf, president, Frue- 
hauf Trailer Co., at a special dinner for club members in their 
quarters at the Fort Shelby Hotel, Detroit. The club is a social 
group with a membership of 53, composed chiefly of trucking 
executives, and was founded in 1941. 


FORD MOTOR SALES PLANS 


The Ford Motor Co., with the first passenger cars since 
1942 rolling off the assembly lines, is planning to expand its 
sales department. The company will retain intact more than 
93 per cent of its pre-war dealer organization, comprising about 
6,000 Ford dealers. Lincoln, Mercury and Ford car and truck 
sales divisions will be established as individual entities, extend- 
ing into the six sales regions where separate district sales offices 
will be maintained for the three lines of cars. 


CHINESE STUDY U.S. TRUCK TRANSPORT 


Eighteen Chinese graduate engineers, included in a group 
of 600 Chinese brought to the United States recently for a 
year of special training in industrial activities to enable them to 
render more useful service in China’s war production program, 
have been assigned to ten motor transport companies by the 
American Trucking Associations, Inc., in cooperation with the 
Chinese Supply Mission and the Foreign Economic Administra- 
tion, according to an A. T. A. announcement. 

The A. T. A. said that the Chinese engineers would study 
all phases of motor carrier operation, including terminal man- 
agement and vehicle management, in the following cities: 
Chicago, Ill.; Los Angeles, Calif.; St. Louis, Mo.; Baltimore, 
Md.; New Britain, Conn.; Louisville, Ky.; St. Paul, Minn.; 
Scranton, Pa.; and Mattoon, Ill. 


TRUCK DOCK FACILITIES 


Comments from leading architects indicate that in new 
plants now being designed and in old plants which are being 
modified, keen attention is being given dock facilities, Les 
Allman, vice-president, Fruehauf Trailer Co., stated recently. 
“Adequate conveyor systems, straight line traffic and avoid- 
ance of manual handling are all characteristic of the new plans 
for motor transport,” said Mr. Allman. 
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If a novice hit the ground from that height, it would call for 
bandages and liniment. But the trained athlete has learned to 
let the force of the impact travel through flexed ankles, knees, 
and hips, so that the shock is safely absorbed. 


MOVEMENT CUSHIONS THE SHOCK! 


The same principle, in the Duryea Cushion Underframe, 
gives you SHOCKPROOF SHIPPING. 


The Duryea floating center sill travels the force of 
an impact the entire length of the car, absorbing it 
in big, powerful cushion springs. Car and lading 
ride over the blow. 


Oo. C. DURYEA CORPORATION 


30 Rockefeller Plaza, NewYork 20,N.Y. -135So.LaSalle St., Chicago 3, Ill. 
725 Fifteenth Street, N. W., Washington 5, D. C. 
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‘Safeguard For Shockproof Shipping ‘ 






How the Duryea Cushion 
Underframe Contributes to Victory 


PROTECTS car and lading, prolongs 
car life, cuts damage claims. 


PERMITS higher handling speeds. 
ELIMINATES gear replacements main- 
taining efficiency for life of car. 


SAVES TIME loading and unloading. 
Needs less packing and bracing. 


SAVES MONEY usually spent for 
maintenance on every part of car. 


COMPLEMENTS air brake; Duryea cars 
withstand abrupt stops. 


CUTS SLACK to pre-determined ideal. 


COSTS NO MORE than conventional 
type, for average Duryea gear. 


Here’s what actually happens 


. . . When two stationary freight cars 
receive the same impact, equivalent to 
a 50-ton car, loaded to capacity, coupling 
at a speed of 4 m.p.h.: CONVENTIONAL 


CAR (A): Draft gear “goes solid.” car 
receives almost entire impact. 

DURYEA CAR (B): Shock absorbed 
by cushion gears, car and lading are 
comparatively undisturbed. 
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Truck W. and I. Bureaus 
Editor the Traffic World: 

I have read with interest your editorial in the June 30 
Traffic World regarding the establishment of a weighing and 
inspection bureau by the Michigan carriers by motor vehicle, 
and your additional comments regarding the fact that the 
bureau was not established to cover a larger territory. 

I believe that the Michigan carriers can assume recognition 
for endeavoring to establish a central weighing and inspection 
bureau for the territory served in what the railroads call 
Central Freight Association. This would have been headquar- 
tered at the Central States Motor Freight Bureau. As you 
pointed out, a proposal had been made by this organization to 
establish these bureaus throughout the middle west. 

It was only after the general membership of the Central 
States Motor Freight Bureau failed to ratify the proposal that 
the Michigan carriers decided to go ahead and organize a 
bureau for their own benefit, believing that, if it were success- 
ful, the members of the Central States Bureau would be able 
to see the benefits that could be derived from united action, 
and that the original proposal of the group could then be 
established. When that is done, itis proposed by the Michigan 
carriers to join with any central organization and work to- 
gether with that organization for the general good of all car- 
riers. 

As you know, the trucking industry is made up of a wide 
variety of carriers, from the owner-operator of a one-truck 
carrier to corporations employing many hundreds or even thou- 
sands of men, and the variety of views that you will get from 
such a group of individuals is oftentimes amazing and makes 
united action on some subjects very difficult. I feel the trucking 
industry has advanced a great ways toward unified actions on 
all proposals and all subjects in the past nine years since inter- 
state regulations became effective, and I feel sure even greater 
strides will be made in the future. 

R. H. Macgrgor, Traffic Manager, 
Associated Truck Lines, Inc. 
Grand Rapids, Mich., July 6, 1945. 


Sugar Storage at New Orleans 


Editor the Traffic World: 

On. page 1752 of the Traffic World of June 30 reference 
is made to the heavy loss of eggs in transit and tacked on to 
the article is reference to a statement by War Food Adminis- 
trator Marvin Jones about the loss of 20,000,000 pounds of 
sugar stored at New Orleans, as follows: 

“It was then found, according to the statement, that about 
20,000,000 pounds of sugar stored in a New Orleans warehouse 
had become unfit for human consumption, and this sugar was 
sold to refiners at a loss of $315,000 to the War Food Adminis- 
tration.” 

This is unfair, I think, to the warehousing industry—the 
bonded and public warehouse operated on a commercial basis. 
I think that a clarification should be made of the type of ware- 
house used in handling this sugar or the reaction of an indus- 
trial traffic manager or buyer for larger chain stores will be 
that we don’t know how to store sugar in New Orleans. If 
this sugar was damaged thru the carelessless of a public ware- 
houseman, then the government should not take the loss un- 
less it was stored according to its instructions and liability 
for deterioration waived or unless the rendering of this com- 
modity unfit for human consumption was caused by some act 
of Providence beyond the control of the warehouseman. As 
you know, all types of warehouses can be used in storing sugar 
including public commercial warehouses, facilities in terminals 
of rail and water carriers, leased warehouses supervised by 
governmental personnel, Army and Navy facilities, etc. Since 
the Traffic World is the traffic managers Bible, I think that 
Specific mention of the type of storage used will help. 

In regard to the entire article captioned “Imperfect Ship- 
ping of Eggs”: During World War I, we were cautioned as 
to the penalties incident to condemning federal property, sup- 
Plies, etc., and afterwards selling it. The two items that topped 
the list were “eggs and sugar.” However, when any item was 






ruled unfit for human consumption, it was immediately dumped. 
At one stage it was required that the cases, etc., were to be 
brought in to see that they were actually damaged and could 
not find their way into channels that would, in some instances 
bring them back under a different label. 
John M. Flynn, 
Traffic Consultant. 

New Orleans, La., July 5, 1945. 

(On inquiry at the Department of Agriculture, it was learned that 
the sugar, on which it was testified that the W. F. A. took a loss 
because of its having become unfit for human consumption, was stored 
at the Douglas Shipside Storage Corporation and at the Standard 
Warehouse, both in New Orleans, and that both establishments were 
public warehouses operated on a commercial basis, but were not bonded 
under the federal warehouse act. H. E. Yohe, in charge of adminis- 
tration of that act at the Agriculture Department, said he did not 
know whether these two warehouses were bonded under Louisiana law, 
but that each warehouse had put up a bond with the Federal Surplus 
Commodity Corporation in an amount unknown to him. Printed hear- 
ings on the investigation by the agriculture subcommittee of the House 
appropriations committee of W. F. A. warehousing practices contained 
testimony that the W. F. A. warehouse inspection division, headed by 
Mr. Yohe from November, 1942, until April, 1944, had found the Douglas 
and Standard warehouses ‘‘unsuitable,’’ and that the office of the 
solicitor of the Department of Agriculture, in considering a possible 
claim against the warehousemen, had recommended that ‘‘the claim 
would not stand up primarily because of the negligence involved on 
the part of officials of the War Food Administration’”’ in not acting on 
the report of the warehouse inspection division.—Editor.) 


Suggested Travel Rules 
Editor the Traffic World: ' 

As conditions affecting travel in this country are increas- 
ingly oppressive, I believe they can be rendered less so if a 
program of control is adopted and honestly enforced. I suggest 
the following as probably permitting all necessary travel in 
greater comfort than is now possible— 

1. Control travel according to distance: 

(a) All\travel up to 200 miles to be by bus; all busses to 
be diverted from longer trips; no bus route to be for a greater 
distance than 200 miles. Suspend speed laws to permit busses 
to run at 50 miles per hour. 

(b) Day coach travel only beyond 200 miles; no tickets to 
be sold for shorter distances. 

(c) Parlor cars on overnight runs only, to places within 
500 miles—to take the place of sleepers, giving some added 
comfort to necessary travel. 

(d) Pullmans (use subject to Item 2) only for distances of 
500 miles and over. 

(e) Abolish short-haul air travel—less than 1,000 miles— 
placing more seats in long-haul service, to accommodate more 
necessary civilian travel. 

2. Pool all Pullmans: 

(a) Place more cars on important runs, e.g., Washington, 


(b) Remove cars from unimportant routes, e.g., race meets, 
resorts, all unimportant places, all social, pleasure and recrea- 
tional travel to Florida, California, Reno, etc. 

3. Central reservation bureau in each city: 

(a) Listing applicants by firm name and name of person— 
to check black market operators. 

(b) To avoid duplicate and triplicate reservations for one 
person. 

4. Create public opinion strongly against pleasure and 
recreational travel of any sort by any person. 

I am an industrial traffic manager. For many months the 
hardest job of myself and my assistants has been to obtain 
Pullman and air space for necessary travel of our officials and 
employees. If all social, pleasure and recreational travel could 
be eliminated during the next few months, no one would suffer, 
and all would be helped. 


John H. C. Kirk. 
La Grange, Ill., July 8, 1945. 


You may either write or wire our Washington office 
for information concerning matters in any department 


of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 





122 





M. C. Ship Contracts 


Senator Bailey, chairman of the Senate commerce commit- 
tee, submitted to the Senate, July 9, letters from Chairman 
Land, of the Maritime Commission, and L. B. Coppinger, presi- 
dent of the Pennsylvania Shipyards Co., Beaumont, Tex., an- 
swering statements made by Senator Aiken, of Vermont, criti- 
cizing financial transactions between the commission and the 
shipbuilding company (see Traffic World, June 30, p. 1744). 

Chairman Land asserted that, under the agreement be- 
tween the commission and the company, the taxpayers had been 
saved approximately a million and a half dollars. Speaking 
generally, Chairman Land said the commission’s shipbuilding 
program was carried out at a remarkably low cost to the tax- 
payers, “when account is taken of the fact that speed of produc- 
tion was a paramount issue.” 

“Ton per ton, similar ships have cost less in this war than 
during the last war, notwithstanding the fact that average 
hourly earnings of labor has been twice that which prevailed 
during the last war,” said he. “Furthermore, the cost of ships 
has declined during the war period, notwithstanding increases 
in the amount paid to labor and the loss of many skilled work- 
ers to the armed forces.” 

Mr. Coppinger, in his letter, said there had been no over- 
payment to the company as charged by Senator Aiken. 

“If an investigation is desired, I assure the committee that 
our books and records and our performance of war contracts 
are open to investigation by any authorized government agency,” 
said he. “All our assets were made available for government 
work. The amount of facilities loaned by the government was 
relatively low. Our ships were reasonable in cost, delivered on 
schedule, and were of high excellence. It is believed that the 
commission, the navy and the operators will verify this state- 
ment.” 


M. C. “REEFER” SHIP CONTRACT 


The Maritime Commission has announced the award of a 
contract for the construction of three refrigerated cargo ships, 
on behalf of the United Fruit Steamship Corp. of Boston, Mass., 
to the Newport News Shipbuilding and Drydock Co., Newport 
News, Va., “lowest bidder on a fixed price basis in which no 
allowances are made for changes in costs of labor and material.” 

The twin-screw “reefers” would be turbine driven at 16 
knots or better, would be 450 feet in length, and would have a 
capacity of 6,500 deadweight tons, the commission said. 

“The price of the vessels is to be $4,500,000 each and they 
are to be delivered 430, 470 and 510 days after the date of con- 
tract,” it added. 


M. C. REGIONAL OFFICE CHANGE 


Consolidation of two of its regional offices, Gulf-Great 
Lakes and east coast, under one director has been announced 
by the Maritime Commission. 

L. R. Sanford was named director of the new eastern re- 
gional ship construction office. The commission said that he had 
been director of the Gulf-Great Lakes region since the con- 
solidation of these two areas in May, 1944, and that prior to that 
time he was director of the Gulf Coast regional office. Assisting 
Sanford in the east coast office of the new regional setup, the 
commission said, would be C. H. Lundegaard, who was named 


acting director there on the resignation of the former director, 
J. F. McInnis, in April. 


“LEVANT” SHIP LINE AGREEMENT 


The Maritime Commission has announced that a new agree- 
ment (No. 7548) has been filed with it, for its approval, the 
parties to the agreement being Ellerman ’& Bucknall Steamship 
Co., Ltd., and Ellerman’s Wilson Line, Ltd. 


The agreement covers establishment and maintenance by 
the parties of a joint cargo service to be known as American 
Mediterranean Levant Line, in the trade from U. S. Atlantic 
ports to Mediterranean, Adriatic and Black Seas ports and con- 
necting, tributary and adjacent waters, says the commission, 
adding: 

Under the agreement the parties shall share equally in the supply- 
ing of tonnage, but there shall be no pooling or other sharing of profits 
or losses as between the parties. The American Mediterranean Levant 
Line may become party to or withdraw from any conference, pooling 
or other agreement subject to the U. S. shipping act, 1916, acting as a 
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single member under such agreements. In trades covered by the joint 
service agreement in which rates, charges, and practices are not pre- 
scribed by any conference, the joint service may establish and maintain 
its own rates, charges and practices. 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued its rate order 
No. 349, prescribing maximum voyage charter rates on ‘trans- 
portation of coal in bulk from U. S. Atlantic and Gulf ports to 
North Africa, French Mediterranean and west coast of Sicily 
ports, and canceling rate order No. 326. 

By its rate order No. 350, the W. S. A. has prescribed maxi- 
mum voyage charter rates on coke in bulk from U. S. Atlantic 
and Gulf ports to destinations named in rate order No. 349. 


COAL EXPORT CONTROL 


Overseas shipments of American-mined coals, except to the 
United States army and navy, will be prohibited beginning July 
20 unless they have received the specific approval of the Solid 
Fuels Administration for War, Administrator Harold L. Ickes 
has announced. 

“The action is not designed to determine or establish quotas 
for export but to give S. F. A. closer control over the sources 
and types of coal destined for export abroad,” he said, adding: 


In the determination of approval of shipments for export, among 
the factors to be taken into consideration will be: Whether they fall 
within government quotas that may be established from time to time, 
whether the size and kind sought should be made available, or whether 
the purpose for which the coal will be used can be met with lower 
grades than those requested. 


Administrator Ickes pointed out that the new regulation 
would not affect export quotas but would serve to protect fur- 
ther domestic supplies of the scarcest varieties and those types 
vital to war industries. Continuing, he said: 


Embodied in Regulation No. 31, the new controls require that each 
supplier for overseas shipment fill out an S. F. A. application. 

The new regulation further provides that a separate application 
must be made for each cargo, that an approved application shall be 
used only by the person to whom it has been issued and, in order 
that coal will not lie on the docks waiting for a bottom, an approved 
application will be good for only 30 days. It is limited to the tonnage, 
the source (mine or mines) and the port of exportation specified. 
Within five days after a cargo has been loaded, a full report must be 
made to S. F. A. 


WAIVER OF COASTWISE LAWS 


Acting Secretary Gaston, of the Treasury Department, has 
issued a waiver of compliance with the coastwise laws to the 
extent necessary to permit the transportation of merchandise 
between U. S. ports embraced within such laws by any foreign 
flag vessel allocated by the government of any nation which 
is a party to the United Maritime Authority for operation at 
the direction of the War Shipping Administration. The waiver, 
identified as T. D. 51265, contains a proviso under which it 
is required that the collector of customs at the port of lading 
be notified of such vessel allocation by the W. S. A. prior to 
the departure of the vessel from such port of lading. 


U. S. PORT PUBLICATIONS 


The War Department has removed restrictions on reports 
prepared by the Board of Engineers for Rivers and Harbors 
covering the Atlantic and Gulf Coast ports and copies may be 
obtained from the board, No. 2 New York Avenue, N. W., 
Washington 25, D. C. These reports, prepared to meet the 
needs of the government and to supply data for use of im- 
porters, exporters, manufacturers, railroads, steamship lines, 
and others interested in the development of harbors and the 
establishment of port facilities, were discontinued at the be- 
ginning of the war. 


The port reports now available are those issued in 1941 
with respect to the following ports, except two issued later 
as noted: 


Boston, Mass.; Ports of Northern New England; Ports of Southern 
New England; Ports on the Upper Hudson River; New York, N. Y. 
(1942); Ports on the Delaware River; Baltimore, Md.; Norfolk, Ports- 
mouth, Newport News, and Hampton, Va.; Charleston, S. C., and 
Wilmington, N. C.; Jacksonville, Fla.; Fernandina, Fort Pierce Harbor, 
Palm Beach, Port Everglades, Miami, Key West, and Tampa, Fla.; 
San Juan, Ponce, and Mayaguez, P. R., and St. Thomas, V. I.; Mobile, 
Ala., Gulfport and Pascagoula, Miss., Pensacola, Panama City, and 
Port St. Joe, Fla.; New Orleans and Lake Charles, La. (1944); Galveston 
and Texas City, Tex.; Houston, Tex.; and Corpus Christi, Tex. 

The 1945 edition of ‘*Transpor -Lines—on—the—Great._Lakes,”’ 
issued as Transportation Series Report No. 3, is now unclassified and is 
procurable from the Superintendent of, Documents, Government Printing 
Office, Washington 25, D. C., at the sales price of $.25. The 1945 
edition of ‘‘Transportation Lines on the Mississippi — System’’ is 
also available from the printing officé ut $.75.8 copy. 
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David M. Roth, author and speaker, 
addressed the Women’s Traffic Club of 
Los Angeles at the July 11 meeting in 
the Alexandria Hotel, on “How to Re- 
member Names and Faces.” 





The Milwaukee Junior Traffic Club 
will hold its first annual golf outing 
~~ 22 at the Lincoln Hills Country 

ub. 





The Clearing-Cicero Traffic Confer- 
ence will hold its annual golf outing July 
17 at the Hickory Hills Club. 





_ Warren K. Turner, traffic representa- 
tive, Pacific Intermountain Express, was 
elected first vice-president, Junior Traf- 
fic Club of Kansas City, Mo., at the June 
meeting of the board of directors. Mr. 
Turner succeeds J. F. Brown who joined 
the armed forces in May. The club will 
hold its annual picnic at Swope Park on 
July 29. The application of the club an 
the Associated Traffic Clubs of America 
has been accepted. 





Mrs, Eileen M. Boswell, new president 
of the Women’s Traffic and Transporta- 
tion Club of 
Baltimore, has 
been with the 
Oles Envelope 
Corporation for 
28 years and 
now holds the 
position of sec- 
retary of that 
corporation. She 
joined the club 
in 1940, has 
taken an active 
part in its affairs 
and has served 
as chairman of 
various commit- 
tees. Other offi- 
cers elected at 
the club’s recent 
annual meeting 
are: first vice-president, Miss Mollie G. 
Moore, Western Union Telegraph Co.; 
second vice-president, Mrs. Leah M. 
Briggemann, Frank L. Wight Distilling 
Co.; recording secretary, Mrs. Pauline D. 
Phillips, Morgan Millwork Company; 
corresponding secretary, Mrs. M. Evelyn 
Wernig; treasurer, Miss Cecelia A. Cos- 
tello, Swift & Company; governors, 
Miss Hazel M. Hare, Terminal Ware- 
house Co.; and Miss Eva M. Nau, Balti- 
more & Ohio Railroad Co. Miss Irma C. 
Bock and Miss Laura B. Bowen, Gov- 
ernors, remain on the Board for one 
more year. 





Eileen M. Boswell 





The Motor City Traffic Club of De- 
troit will hold a golf party at the Mead- 
owbrook Country Club on July 17. Ed- 
ward Howe is chairman of the sports 
committee. The club will hold a moon- 
light excursion and dance on the Steamer 
Put-in-Bay on July 21. William J. Hoff- 
man is chairman of the affair. 





The Traffic Club of Minneapolis will 
hold a river excursion for members and 
guests July 16 on the Steamer Donna 
Mae. A. T. Strapp is chairman of the 


entertainment committee. The club will 
hold a joint golf party with the Trans- 
portation Club of St. Paul July 17 at 
the Midland. Hills Golf Course, St. Paul. 
A. A. Jackson, Minneapolis, and Bob 
Edberg, St. Paul, are chairmen of the 
golf committee. 





The New Haven Traffic Club reported 
a record attendance of 150 at its annual 
outing June 16. 





The Birmingham Traffic & Transpor- 
tation Club held its annual outing July 
14 at the Roebuck Country Club. W. L. 
— was general chairman of the 

air. 





Attorney Clair Trunick, assistant di- 
rector of law, city of Akron, spoke on 
“Chart the Charter” before the Akron 
Traffic Study Club July 17. E. H. Lam- 


Dr. Henry F. Grady, president, Amer- 
ican President Lines, San Francisco, and 
Charles A. Kirk, vice-president and di- 
rector, International Business Machines 
Corporation, Endicott, N. Y., have been 
elected members of the board of direct- 
ors of the National Foreign Trade Coun- 
cil. Dr. Grady, formerly assistant Secre- 
tary of State, is also chairman, Federal 
Reserve Bank, San Francisco. 


E. D. Smythe has been appointed 
northwest traffic manager, Birds Eye- 
Snider, Inc., and is responsible for traf- 
fic functions at the Hillsboro and Wood- 
burn, Ore., and Yakima, Wash., plants. 
N. D. Myers has been appointed assis- 
tant northwest traffic manager. The title 
of western district traffic manager has 
been abolished. ‘ . 

G. A. Olsen, formerly with the Grand 
Trunk Railways System in New York, 
has been appointed traffic assistant, 
American Liberty Steamship Corpora- 
tion. 

* * . 

Charles M. Wynns, 58, president of 
the Merchants Despatch Transportation 
Corporation and the Northern Refriger- 
ator Line, Inc., died July 9 at St. Francis 
Hospital, Evanston. A native of Texas, 
Mr. Wynns became vice-president of the 
Northern Refrigerator Line, Inc., in 
1926; in 1937 he was made vice-president 
of the Merchants corporation, assuming 
ee of both corporations in 


* * * 


Walter R. Clinkinbeard has been ap- 
pointed district freight and passenger 
agent, Southern Railway System, with 
headquarters at Lexington, Ky. C. C. 
Fulp, district passenger agent at Wins- 
ton-Salem, N. C., has been appointed to 
the newly created position of division 
passenger agent, with the same _ head- 
quarters. G. R. Yarborough, district 
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kin is chairman of the club’s educationa! 
committee. 





The Traffic Club of Chicago will hold 
a golf outing July 26 at the Calumet 
Country Club. F. J. Wasson is chair- 
man, and C. M. Gautwick, secretary, of 
the club’s sports and pastimes commit- 
tee. 





The Calumet Transportation Associa- 
tion will hold its annual golf outing July 
24 at the Lake Hills Country Club, St. 
John, Indiana. 





Bobbye Silvery, Northern Paific Rail- 
way, was elected president of the Wom- 
en’s Traffic Club of Oakland, Cal., last 
month. Other officers chosen were: 
Vice-president, Helen Leon, Boyden 
Hansen Co.; recording secretary, Betty 
Hystad, Mill Engineering & Machinery 
Co.; corresponding secretary, Marie Mc- 
Laurin, Drayage Service Corp.; treas- 
urer, Elizabeth Cincere, Haslett Ware- 
house Co. New directors include: Julia 
Gannon, Port of Oakland; Thelma Glick- 
man, traffic counselor; Frances Leish- 
man, California Quartermaster Depot; 
and Rose Niere, Port of Embarkation. 





passenger agent at Greensboro, N. C., 
has been appointed to the newly created 
position of division passenger agent with 
the same headquarters. 


R. E. Herrington has been appointed 
assistant Florida general agent, with of- 
fice at Jacksonville, Fla., for the Nash- 
ville, Chattanooga & St. Louis Railway. 
Collin F. Baker has been appointed gen- 
eral agent, Tampa. R. B. Elliot has been 
appointed freight traffic agent, Tampa, 
succeeding W. T. Haskins, resigned. 
Guyton G. Howell has been appointed 
general agent, Miami. 

* * * 

C. E. Egdorf, formerly senior city pas- 
senger agent at Dallas, has been ap- 
pointed division passenger agent with 
headquarters at Kansas City, Mo., Mis- 
souri-Kansas-Texas Railroad Co., suc- 
ceeding B. R. Morton, retired. 


Royce A. Hoyle has been appointed 
division freight agent at Savannah, Cen- 
tral of Georgia Railway Co., succeeding 
the late J. Y. Bruce. J. T. Parker has 
been promoted from traveling freight 
agent at Macon, to commercial service 
agent there, succeeding J. D. Addison, 
who has been appointed commercial 
service agent of the new office estab- 
lished by the company in Rome, Ga. 


Culver White has been appointed as- 
sistant to chief executive officer, the 
Alton Railroad, with headquarters in 
Chicago. 

* * * 

A. H. Hogan has been appointed audi- 
tor, Grand Trunk Western Railroad Co., 
succeeding T. J. Gracey, transferred to 


Montreal. 
ok * * 


Two traveling conductors and two 
traveling firemen have been appointed 
by the Union Pacific Railroad to assist 
in moving this year’s wheat crop. R. A. 
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Champ and G. G. Tozier will be the 

traveling conductors, and E. R. Petty 

and D. H. Barton the traveling firemen. 
oa ok aK 


Edd H. Bailey, former assistant super- 
intendent, Union Pacific Railroad, at 
Green River, Wyo., has been appointed 
Nebraska division superintendent and he 
will be succeeded at Green River by 
C. T. Alford, assistant superintendent at 
Denver. 

* * + 

J. H. Campbell, Western Lines press 
representative, Canadian Pacific Rail- 
way Co., and since Oct. 1, 1942, on loan 
to the Dominion government and in 
charge of the Canadian Wartime In- 
formation Board at Washington, has 
been promoted to the post of general 
publicity agent for the company, suc- 
ceeding John Murray Gibbon who re- 
tired June 30. 

* * 

Roy H. Peterson has been appointed 
general agent, Duluth, Minn., Rock 
Island Lines, succeeding W. E. Delaney, 
transferred as general agent at Cincin- 
nati. Mr. Peterson has been with the 
Rock Island since 1917. George B. 
Gorgas will succeed Mr. Peterson as 
traveling freight agent at Minneapolis. 

* * * 

F. W. D. Goddard, 56, New York area 
representative, Virginian Railroad, died 
July 2 in New York City. He had been 
with the Virginian since 1932. 


* * ok 
Arthur W. Jerrems has been named 


superintendent of merchandising for 
United Air Lines, with office at Chicago. 
* 


David H. Rotroff has been appointed 
to the editorial staff, American Avia- 
tion Traffic Guide, with office in Chi- 
cago. Mr. Rotroff has been associated 
with transportation for the past 17 
years. 

* * * 

John R. Plunket of Greenville, Texas, 
has been appointed assistant to the 
president of Aerovias Braniff, S. A., a 
Mexican airline with headquarters in 
Mexico City. 

* 

Paul A. Amundsen has resigned as 
assistant advertising manager of Acme 
Steel Co., Chicago, to be editor of World 
Ports, published by the Traffic Service 


Corporation. 
* * * 


Robert R. Mathews, former manager 
of American Express Co. operations in 
New England and until recently a lieu- 
tenant colonel in the U. S. Army Air 
Forces, has returned to American Ex- 
press as assistant advertising manager. 

* * * 

V. E. Ober of Cleveland has been ap- 
pointed tire sales manager, Inland Rub- 
ber Corporation, Chicago. 

* * * 

Nathaniel C. Hudson has been ap- 
pointed assistant to the editor of Traffic 
World. Edwin F. Hoffman, Jr., has 
joined the New York office staff of 
Traffic World as a special representa- 
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tive to conduct a sustaining program of 
market and publishing research for ad- 
vertisers and agencies. 

* * * 


Ralph W. Starkey has resigned as 
manager of air express of the Railway 
Express Agency’s eastern division, to ac- 
cept a newy created position as director 
of cargo sales, Pennsylvcnia-Central Air- 
lines Corporation, in charge of post-war 
development of air cargo. 

* * * 


H. E. Pickering, manager, W. H. Wick- 
ersham & Co., has been elected president 
of the Propeller Club of the United 
States, Port of Los Angeles-Long Beach, 
succeeding Lee K. Vermille. 

ok * * 


Edmund J. Hern, loaned to the Ord- 
nance Department shortly after Pearl 
Harbor, has completed his government 
assignment and returned to the Ford 
Motor Co., where he will serve as head 
of the export traffic divis:‘on. Tom Skin- 
ner has returned to the position of as- 
sistant director of sales and advertising 
for the company. For the past three 
years Mr. Skinner has been vice-presi- 
dent and general manager, D-N-X En- 
gine Corporation, which built engines 
for the Navy in the Ford branch build- 
ing at Buffalo, N. Y. 

* * * 

G. R. Andersen has been appointed 
superintendent, car department, Chi- 
cago & North Western System, to suc- 
ceed L. R. Wink, assigned to other 
duties. C. P. Nelson has been appointed 
assistant superintendent, car department. 
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SMITH NEW AERO-MAYFLOWER MANAGER 


John Sloan Smith has been elected general manager of 
the Aero Mayflower Transit Company, Indianapolis, Ind. He 
succeeds Earnest S. Wheaton, who resigned after ten years. with 
the organization. Mr. Smith joined Aero Mayflower in 1929 
and was made vice-president and director in charge of pur- 
chases and maintenance in 1934. He retains his offices of vice- 
president and director. He is also president and general man- 
ager of the Hogan Transfer and Storage Corporation, agent in 
Indianapolis for Aero Mayflower. His father, the late Burn- 
side Smith, was president and general manager of Aero 
Mayflower for several years before his death in 1935. 


CHICAGO BUS CLUB PLANS 

When the Congress Hotel in Chicago reopens Aug. 1, the 
Chicago Bus Club rooms will be installed in the modernized 
hotel. They probably will be open to members and their friends 
about Sept. 1, according to P. J. Campbell, secretary. Club 
members number 150 bus executives in Chicago and 225 outside 
the city. Officers are: President, L. H. Ristow, National Bus 
Traffic Association; vice-president, B. D. Kramer, Empire Trail- 
ways; secretary, P. J. Campbell, National Bus Traffic Associa- 
tion; and treasurer, R. G. Brooks, Karpen Bros. bus seat divi- 
sion. 


BOOKLET OF ERIE DIRECTORS 

The Erie Railroad is distributing among its stockholders 
a booklet containing photographs and brief biographies of 
its directors. In a foreword, Robert E. Woodruff, president, 
points out that, to many of the railroad’s stockholders, its 
directors are ‘just names—nothing more.’ He says he hopes 
the booklet will serve to make the stockholders better ac- 
quainted with their directors who “occupy a position of trust 
and confidence and act as trustees for the benefit of all the 
stockholders.” 


A. A. R. ACCOUNTING DIVISION 


L. J. Tracey, controller, Union Pacific Railroad, with head- 
quarters at New York City, has been elected chairman of the 
Accounting Division, Association of American Railroads, by 
the division’s general committee. R. Parke Jones, chief finance 
and accounting officer, Seaboard Air Line, Norfolk, Va., was 
elected first vice-chairman, and Thomas J. Tobin, comptroller, 
Erie Railroad, Cleveland, O., was elected second vice-chairman. 
The officers of the division will serve for the fiscal year begin- 
ning July 1 and thereafter until their successors are elected. 
E. R. Ford continues as secretary. 

The action of the accounting officers’ general committee 


in electing officers and approving reports of standing committees 
was taken in lieu of an annual meeting of the accounting divi- 
sion—such meetings having been suspended for the duration. 

The reports of all committees for the fiscal year ended 
June 30 will be published in the division’s fifty-ninth report. 
Approved additions and revisions to the mandatory and recom- 
mendatory interline accounting rules and standard forms will 
be embodied in the next issue of the Railway Accounting Rules 
Book, to be known as the October 1, 1945 edition. 


CENTRAL MOTOR GOLF TOURNAMENT 


The Central Motor Freight Association will hold its 7th 
annual golf tournament August 16 at the Elmhurst, Ill., Country 
Club. Walter F. Mullady, Decatur Cartage Company, Chicago, 
is chairman of the golf committee. As in previous years, promi- 
nent golfers will join in the day’s play. 


ST. LOUIS RAILROAD EXHIBIT 

An exhibit called “Railroads and the West” is now being 
shown in the museum of the old courthouse in St. Louis, Mo., 
in connection with the Jefferson National Expansion Memorial. 
The exhibit tells the stories of the Pacific Railroad and other 
earlier roads out of St. Louis, with charts, pictures, train bells, 
timetables and whistles. One bell on display, of the type used 
in the 1860’s, weighs approximately 300 pounds. The model of 
the Bluebird, a Wabash passenger train, made by Paul J. Ban- 
gert of Decatur, Ill., is on display, as are many other train 
models, including several made by Harry Woodson, St. Louis. 


R. C. C. DISTRIBUTION 


E. G. Buckland, president of the Railroad Credit Corpora- 
tion, has authorized the following statement: 

A liquidating distribution will be made July 31, 1945, of one-half 
of one per cent of the fund as of June 30, 1945, amounting to $362,134.18. 
Of this amount $336,869.78 will be paid in cash and $25,264.40 will be 
credited on carriers’ indebtedness to the corporation. This will bring 
the total amount distributed to $67,909,581.05, or 92% of the original 
fund contributed by carriers participating in the marshalling and dis- 
tributing plan, 1931. Of this total, $39,280,274.88 will have been returned 
in cash and $28,629,306.17 in credits. 


WESTERN PACIFIC LOCOMOTIVE PURCHASE 

The Western Pacific Railroad has ordered five 1,000 h.p. 
Diesel-electric switching locomotives from the Baldwin Locomo- 
tive Works, to cost about $400,000. Delivery will be made in 
August and September. The locomotives will provide addi- 
tional motive power at California terminals for the; expanding 
movement of war supplies and personnel to the Pacific area. 
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Mid-West Advisory Board Meeting 


The executive committee of the Mid-west Shippers’ Ad- 
visory Board held a streamlined meeting the afternoon of July 
12 in the Palmer House, Chicago, preceded by a morning meet- 
ing of the railroad contact committee. 

The carloading forecast was reviewed at the meeting of 
the railroad contact committee by H. P. Hammond, alternate 
chairman, and superintendent, freight transportation, New York 
Central System, Chicago (see Traffic World, July 7, p. 35). 
J. J. Hayden, district manager, Association of American Rail- 
roads, presided. 

In reporting on the equipment situation in general, Mr. 
Hayden said that, though the situation was tight, the railroads 
had met requirements fully up to now, and had cleared up the 
situation prevailing in the grain country at the end of June. 
Railroad representatives present reported their companies were 
reconditioning auto cars in preparation to handle the pending 
increase in shipments of autos. Many roads had ordered new 
device cars, and were installing devices, raising roofs and 
widening doors of older cars, said he, adding that auto com- 
panies were asking for wider, 14-15-foot doors, as being easier 
to load. There was a greater demand than ever for covered 
hoppers, Mr. Hayden said. It was aimed to get more flat cars 
from the west into the east and south. The tank car situation 
was easier now, he said. 

The monthly letters from Mr. Kendall to the advisory 
boards on the national transportation situation were praised as 
presenting a good overall picture of conditions. 

Ralph E. Clark, manager, Closed Car ‘Section, A. A. R., 
reporting on the car situation, said that carloadings were 
slightly under a year ago. In the first six months of 1945, 
the decrease averaged 100 cars a week. Most of the grain from 
last year’s harvest had been cleared up, he said. Live stock 
loading was down 1.8 per cent from last year, coal was down, 
forest products was down 5 per cent, he said, and the car situa- 
tion was fluid. The change in the trend of traffic from east to 
west tended to increase the ton miles, he said, and there had 
been some apprehension that the western roads would be unable 
to handle the traffic, but the A. A. R. felt the roads could han- 
dle all the traffic that the Pacific ports were able to absorb. 
The movement of army personnel would increase, said he, and 
there would be a continued movement of tank cars to the east 
and to the Pacific Coast. On July 10 the Department of Agri- 
culture reported that the spring wheat crop was expected to 
be 20,000,000 bushels under 1944, but 92,000,000 bushels over 
the 10-year average. The railroads, which this year had no 
backlog of cars in the southwest to accommodate the harvest, 
had managed to move the Texas-Oklahoma grain crop as rap- 
idly as the grain markets could handle it without congestion, 
said he, adding that the western roads had 19,000 more cars 
than ownership, the eastern roads 31,000 fewer. The box car 
supply was most acute in the east and south, due to a reduced 
car supply, and heavy imports from Europe. Of the 18,818 new 
cars forthcoming during the first five months of 1945, about 
9,000 were box cars, he said. New car delivery for the rest of 
the year would be better, but nevertheless, the car situation in 
the next few months would be the tightest since the emergency 
began, all the way from the Rockies east, he said, adding that 
there would be an increase in the flow of empties from the 
west eastward. There should be a substantial flow of gondolas 
from the west eastward, said he. 


Mr. Hayden reported on the Interchange Rule 120, antici- 
pating a new circular, 166, to supersede circular 199. When 
removing old cars from service for repairs, the roads should 
await instructions from owners, Mr. Hayden advised. He urged 
shippers to take advantage of the loading of L. C. L. freight in 
trap cars as called for by O. D. T. general permit 1-4. In a 
discussion of Service Order No. 104, having to do with the 
shipping of freight in westbound refrigerator cars, it was re- 
ported that some shippers had not heard of the order. 

The executive committee convened at 2 p. m., with Chair- 
man George A. Blair presiding. 

A. H. Schwietert, reporting for the vigilance committee on 
car efficiency, said that a survey indicates the situation was 
running about as it did in the first quarter of 1945. Because 
of better weather and an easing in the labor situation, he 
thought it should now be possible to show. a decrease in the 
average detention time. He read a letter from Director John- 
son of the O. D. T. enclosing a citation of merit for the car 
efficiency committee. 

Reporting for the legislative committee, C. W. Stadell told 
of the three amendments to the Bulwinkle Bill, H. R. 2536, 
which would assure each railroad the right to action not bound 
by the rate bureaus, which would permit carriers in different 
fields of transportation to get together only when the rates 
involved joint through rates, and which would exempt carriers 
from provisions of the Sherman anti-trust law, provided the 
service schedules were established over reasonably direct 
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routes. A motion, that the board go on record approving the 
Bulwinkle Bill with the above amendments, carried. Mr. 
Stadell also reported on H. R. 694, which, he said, had been 
amended to read that the land grant rates will be repealed 90 
days after termination of the Japanese war. 

A report was made on Service Order No. 328, providing 
for increased demurrage charges on covered hoppers. Hope 
was expressed that this order would accomplish a quick turn- 
over and more efficient movement of hoppers. The hopper car 
situation for the next ten days was reported critical. 

In the course of a discussion of Service Order No. 104, 
which makes it mandatory for the railroad to give shippers 
refrigerator cars for freight to five designated western states, 
when they have them and when the freight won’t damage such 
cars, it was reported that a request has been presented to 
extend the territory to include Washington and Oregon. A 
number of shippers in the mid-west area were using refrigerator 
cars now for freight, and such practice had tided many of them 
over tough spots, though sometimes the cars were more difficult 
to handle and load, it was said. 

Irving M. Peters reported briefly on the National Associa- 
tion of Shippers’ Advisory Board meeting at St. Louis April 17. 
F. A. Schleifer, chairman, national planning committee, was 
absent but was to submit his report for the minutes. 


Petroleum Transportation 


In the six weeks ended June 23, tankers delivered more 
than 9,685,000 barrels of crude oil into the United States east 
coast ports from Latin America to help meet military and essen- 
tial civilian requirements for petroleum products, Deputy Petro- 
leum Administrator Ralph K. Davies announced. 

This was the first disclosure made by the Petroleum Ad- 
ministration for War of foreign oil import figures, which were 
kept secret during the time they were regarded as information 
vital to Germany in the conduct of her submarine warfare. 

Imports of Latin American crude oil in the six weeks ended 
June 23, represented more than 28 per cent of all the crude oil 
received in that period in the east coast states (P. A. W.’s Dis- 
trict 1), Mr. Davies said, adding: 


During the corresponding weeks in 1944, imports of crude from 
Latin America were approximately 5,366,000 barrels and represented 
less than 18 per cent of all the crude received in the eastern seaboard 
region. 

The rise in the quantity of Latin American petroleum imported to 
the east coast during the last several weeks as compared with the same 
period last year was made possible by a temporary increase in the 
availability of tankers and an increase in crude prodcution in Vene- 
zuela and must not be construed as indicating any increase in the supply 
of petroleum products for civilian use. 

In fact, every drop of crude oil we can import will be needed to 
meet the requirements of the military forces and essential supporting 
civilian activities in the months immediately ahead. 

The average number of barrels per day imported during the week 
ended June 23, 1945, was 162,000 as compared with 120,000 barrels per 
day during the week ended June 24, 1944. The daily average for the 
six-week period ended June 23 was approximately 230,000 barrels. 

Tank car movements to the Atlantic seaboard during the week 
ended June 30, continued low in accordance with rearranged shipping 
plans adopted when additional tankers were made available tempor- 
arily for civilian use. The average delivery was 363,863 barrels a day, 
as compared with 395,201 barrels daily for the previous week. (The 
latter figure previously was announced as 395,785 barrels a day but was 
changed in a revised report.) 

The ‘‘Big Inch’”’ (24-inch) pipeline delivered an average of 308,076 
barrels of crude oil daily to the New York-Philadelphia terminals dur- 
ing the week ended June 30, as compared with 312,230 barrels daily 
the previous week. 

The ‘Little Big Inch’ (20-inch) pipeline delivered an average of 
158,888 barrels of petroleum products daily to the New York area dur- 
ing the week ended June 30, as compared with 187,527 barrels daily 
during the previous week. Terminal deliveries dropped because mili- 
tary gasoline was placed in storage en route. 


R. F. C. EQUIPMENT NOTE SALE 

John W. Snyder, Federal Loan Administrator, has an- 
nounced that the Reconstruction Finance Corporation has sold 
to Kidder, Peabody & Co., New York, $300,000 Fort Worth and 
Denver City Railway Company 3 per cent equipment notes of 
1940 and $300,000 Colorado & Southern Railway Company 3 per 
cent equipment notes of 1940 at 103% and interest which is 
approximately a 1.75 per cent basis. This represented a pre- 
mium to R. F. C. of $21,000, said he. 


SCRANTON TRANSIT STRIKE 


The Office of Defense Transportation has announced ter- 
mination of possession and control of the Scranton Transit Co., 
Scranton, Pa., effective at 12:01 a. m., Sunday, July 8. 

Thomas H. Nicholl, executive assistant in O. D. T.’s high- 
way transport department, who has been serving as federal 
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manager of the lines, recommended termination of government 
operation after the union and company reached agreement on 
the details of a new contract. 

O. D. T. said it took control of the system at the direction 
of President Truman on June 16, twenty-six days after a strike 
of operators and maintenance men had paralyzed all street car 
and bus operations in the city. 

Immediately after government seizure was announced, 
striking employees voted to return to work pending further 
negotiations, which were later satisfactorily completed (see 
Traffic World, June 23, p. 1671). 












































Army Gives Up Iranian Ry. 


American military authorities have relinquished operation 
of the Iranian State Railway over which United States troops 
in two and one-half years transported nearly 3,000,000 long 
tons of lend-lease war materiel to Soviet Russia. Announce- 
ment that the army had ceased operation of the 685-mile-long 
rail line which played a major role in the defeat of Germany 
was made by Brigadier General Donald P. Booth, Commanding 
the Persian Gulf Command. 

Actually operational responsibility was turned over to the 
British, who in a simultaneous transfer returned control of 
the railroad to the Iranian government. General Booth said that 
a small number of rear echelon troops would remain for an 
indefinite period at the various railroad camps. 

In the 30-month period since United States troops, under 
the Transportation Corps, began to take over responsibility 
for operation of the railroad a single track line that winds 
across desert and plain and over mountain and plateau from 
Persian Gulf ports to the capital city of Teheran—the third 
Military Railway Service delivered 2,831,937 long tons of 
supplies and equipment to the U. S. S. R. receiving station 
here. 

“One of the world’s great engineering feats, the Iranian 
State Railway was begun in 1927 under the late Shah Reza 
Pahlevi, father of the present Iranian ruler, and completed 
in 1938 at a cost of approximately $125,000,000,” said the War 
Department. ‘American, British, Swedish, Danish, Belgian, 
Czechoslovak, and German engineering firms all had had a 
part in its construction. 

“When soldier railroaders recruited from every major rail 
line in the United States began operating the railroad, they 
did so with inadequate motive power rolling stock, and equip- 
ment. 

“Motive power was increased by the United States with 
the addition of 180 locomotives. Of these, 57 were 1,000 horse- 
power Diesel electrics, eight were 45-ton Diesel switch engines, 
24 were 25-ton Diesel switch engines bought by: the Iranian 
State Railway, and 91 were Mikado 2-8-2 steam locomotives 
Lend-Leased to the British. To the rolling stock was added 
5,175 freight cars of which 2,304 were Lend-Leased to the 
British. All brakes were installed on most cars. Almost half 
of the nearly 8,000 cars in service at peak operations were 
equipped with heavier couplers that lessened the danger of 
accidents. 
~ “Operating improvements that facilitated the movement of 
trains and contributed to increased safety were the substitu- 
tion of rules and regulations in effect on American railroads 
and the installation of American dispatching methods that 
involved the assignment of army personnel to all outlying way 
stations. Peak month of operation was in July, 1944, when 
233,132 net tons, of which 171,381 tons were delivered to the 
U. S. S. R. at Teheran, moved north of Andimeshk. Peak 
daily operation was September 11, 1944, when 15 trains with 
9,444 net tons were dispatched north from Andimeshk. 

“Transportation of supplies involved 5,768,114,462 gross 
ton-miles, 2,492,085,873 net-ton miles, 6,935,765 freight train- 
miles, and 454,451 freight train-hours. An average of 17.3 


trains daily plied the road between January 1, 1943, and June 1 
of this year.” 
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TOWMOTOR MATERIALS HANDLING BOOKLET 

A 36-page pocket-size materials handling analysis guide 
has been published by Towmotor Corporation. Containing 31 
illustrations, the guide is available to those interested in analyz- 
ing handling problems in factories, terminals and warehouses. 



































SEAFAIR-INTERNATIONAL 
A proposal to send an exposition of the products of the 
United States on a world tour in a number of post-war surplus 
Liberty ships has been submitted to Congressmen, according 
to Edsel Newton, marine editor of the Long Beach, Cal., Press- 
Telegram and Sun, originator of the proposal. A few months 
ago Mr. Newton proposed what he termed a “Seafair-Interna- 
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tional’—a sort of world’s fair aboard ship to be exhibited in 
American ports, and an estimated one billion people all over 
the world. The plan is said to have received support from 
many businessmen, as an instrument of peace, prosperity and 
good will. Exhibit space on the converted ships would be re- 
served for manufacturers and processors of every type of 
product, for art exhibits, and for city, state and county exhibits. 


WHITE RANGE FINDER FOR TRUCKS 


An “economy range finder’? which combines features of the 
ordinary speedometer with those of a tachometer and adds in- 
structions governing various engine speeds is now being offered 
by the White Motor Co., which states that with this device on 
the instrument panel the driver can increase the life of the en- 
gine by keeping it within its most efficient range of operation. 
On the dial of the “finder” is a spiral white line of each trans- 
mission gear, which is combined with a scale of r. p. m. printed 
on the speedometer pointer, to help drivers in shifting gears. 





NORFOLK SOUTHERN CERTIFICATES 

John W. Snyder, Federal Loan Administrator, has an- 
nounced that the Reconstruction Finance Corporation had sold 
to A. M. Kidder & Co., New York, New York, $380,000 Series 
“B” and $682,000 Series “D’’ Norfolk Southern Railroad 3 per 
cent equipment trust certificates on a 2.15 per cent basis, a 
little over 104 and interest. The price received represented a 
premium to R. F. C. of $43,023, said he. 


BOOKLETS ON POTATOES 

Three publications on varying phases of growing and mar- 
keting potatoes—‘Potato Storage,” “Harvesting and Shipping 
Potatoes,’ and “Handling Early Potatoes’ — have been pre- 
pared by the agricultural department of the Union Pacific 
Railroad to aid farmers and shippers. Research and tests were 
conducted by the railroad in cooperation with the U..S. De- 
partment of Agriculture, the Nebraska College of Agriculture, 
Colorado A. & M. College, county agricultural agents, numer- 
ous growers and shippers. 





No. 29342, Malleable Iron Range Co., Beaver Dam, Wis., vs. Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co. et al. 

Rates on iron and steel, from Chicago and Chicago district to 

Beaver Dam, in carloads, in violation of sections 1, 3 and 4. Asks 


cease and desist order, rates, and reparation of $2,003.99. (L. H. 
Zimmerman, Beaver Dam, Wis.) 

No. 29341, Sub. 1—W. W. Crenshaw and Chas. S. Taylor, dba W. W. 
Crenshaw, Los Angeles, Calif., et al. vs. Pacific Electric Railway 
Co et al. 

Alleges rates charged on imported bananas, from the Port of 
Los Angeles Harbor, Calif., to Los Angeles., in violation of sections 
1, 3, and 4. Asks cease and desist order, rates, and reparation. 
(F. W. Turcotte, 656 S. Los Angeles St., Los Angeles 14, Calif.) 

No. 29343, Shepard & Daigle, Inc., Goulds, Fla., vs. Florida East Coast 
Railway Co. 

Alleges that, by reason of failure to following routing on original 
bill of lading, complainant was forced to pay drayage charges of 
$57, in violation of section 1. Asks cease and desist order and 
reparation of $57 with interest. (James Henry Willock, General 
Commerce Counsel, Florida Freight Traffic Bureau, Inc., 811-812 
Olympia Bldg., Miami, Fla.) 

No. 29344, W. H. Mason Lumber Co., 
Coast Line Railroad Co. et al. 

Alleges failure of Baltimore & Ohio to pay transit lumber claims 
on carload shipments of lumber from Alexander, Buckhannon and 
Philippi, W. Va., and Ellamore and Midvale, W. Va., transited at 
Elkins, W. Va., to Alameda and Mare Island, Calif., Charleston, S. 
C., Richmond and Williamsburg, Va., and Galena, Wash., sold f.o.b. 
to the government at Elkins, on which complainant says it paid 
combination of local rates with the understanding that the B. & U. 
would pay the differences between the combination of local rates 
and the through published rates, plus transit charges and federal 
tax as published in a B. & O. tariff, in violation of sections 1 and 6. 
Asks damages of $1,172.84 and interest. (Walter S. Ryan, 1210 
Palo Alto St., Pittsburgh 12, Pa.) 

No. 29345, C. B. Fleet Co., Lynchburg, Va., vs. Southern Railway Co 
et al. 

Rates on empty glass bottles of five gallons capacity (carboys) 
charged on 4 carload shipments from Aug. 30, 1943, to June 16. 
1944, from Lynchburg, Va., to Echota, N. Y., in violations of 
sections 1, 2, 3, and 6. Asks cease and desist order, rates, and 
reparation of $238.88 with interest. (W. G. Burnette, 1104 Peoples 
National Bank Bldg., Lynchburg, Va.) 


Elkins, W. Va., vs. Atlantic 
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Questions and Answars 


In this column will be published answers to questions relating to traffic, of 
general reader interest. A specialist in interstate transportation, who is a 
member of our special service department, will furnish references to regulations 
and decisions and will answer questions of application of tariff schedudes and 


practical traffic problems. 


We do not desire to take the place of the traffic man, but to help him 
in his work, nor do we undertake to render legal opinions. 

The right is reserved to refuse to answer any question that does not seem 
to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation he:ein contemplated. 

No attention will be paid to anonymous communications or questions from 


nonsubscribers. 


Address Questions and Answers Department, Traffic Service Corporation, 
Earle Building, Washington, D. C. 


(Despite the announcement in the 
Traffic World of July 7 that there would 
be no Questions and Answers in this 
week’s issue, we are glad to be able to 
carry on this week.) 


Damages—Attorney’s Fees 


Colorado.—Question: Will you please 
furnish an answer to the following ques- 
tion ? 

In the event of suit for the recovery 
of loss sustained through damage to a 
shipment moving in interstate commerce 
via a motor common carrier, can the 
plaintiff include the attorney’s fee as 
part of his full actual loss, and recover 
the fee from the carrier in the event the 
court decides in favor of the plaintiff? 

We have a relatively small claim in 
which there is no reasonable doubt re- 
garding the motor common carrier’s 
liability. The carrier admits liability, 
but has not made settlement at the 
time of this writing. 

It is our understanding that carriers 
subject to the provisions of Part I of 
the act would be liable for an attorney’s 
fee, because of Section 8. However, 
while motor common carriers are sub- 
ject to the provisions of Section 20(11), 
they are not subject to the provisions of 
Section 8; nor do we find any provisions 


in Part II that are comparable to those 
of Section 8. 


Answer: The allowance of attorney’s 
fees as costs in an action against a car- 
rier for loss of, or injury to property 
transported depends upon the statutes, 
and statutes authorizing such allowance 
have been held valid. Baalmann vs. 
Union Pac. R. Co. (Kan.). 235 Pac. 1062; 
Eckman Chemical Co. vs. Chicago & 
N. W. Ry. Co. (Neb.), 185 N. W. 444; 
Nye-Schneider-Fowler Co. vs. Chicago 
& N. W. Ry. Co. (Neb.), 179 N. W. 503. 
The interstate commerce act relating to 
the allowance to a shipper of an attor- 
ney’s fee applies ony to suits based on 
orders of the Interstate Commerce Com- 
mission and does not authorize the al- 
lowance of such fees in an action for 
loss or damage to property in shipment. 
(Missouri Pac. R. Co. vs. Harper, IIl., 
201 Fed. 671.) ; 


Demurrage—Computation of Free Time 
—Exclusion of Sundays and Holidays 


New York.—Question: On page 1700 
of the Traffic World of June 23, a ques- 
tion was propounded to you by Colorado 
concerning the application of the Sun- 
days and holidays allowable time in con- 
nection with demurrage. 

After reading your answer to the in- 
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quirer, I am not so sure that it is so 
easy to interpret and would like to set 
out an example with relation to the 
same subject in the hope that you will 
take the time to have it answered in one 
of your earlier issues of the Traffic 
World. 

If a car- should arrive and be con- 
structively placed at 5 p. m. on a Thurs- 
day, it automatically follows that it 
would be exempt from demurrage from 
7 a. m. on Friday to 7 a. m. on Sunday, 
which you will note constitutes a period 
of 48 hours, but the question now is 
whether or not the immediate succeeding 
Sunday would also be classified as a free 
time item. 

Answer: The note at the top of Rule 
of the National Demurrage Tariff reads: 

Except as otherwise provided in Section G 
of Rule 8, pages 47 and 48, Sundays and legal 
holidays (National, State and Municipal), but 
not half holidays nor Saturdays which do not 
fall on some other designated legal holiday, 
will be excluded in computing free time. 
When a legal holiday falls on Sunday, the 
following Monday will be excluded in comput- 
ing free time. 


Under the note only Sundays which 
intervene in figuring 48 hours from the 
time free time begins to run are to be 
excluded. 

In the instance you cite 48 hours has 
run before the succeeding Sunday, there- 
fore that Sunday is not to be excluded, 
as it does not fall within the period of 
free time. 


Joint Operation of Industry Tracks by 
Two or More Carriers—Unjust Dis- 
crimination or Undue Prejudice 
Indiana. — Question: Two competing 

truck line carriers, A and B, serve a 

given industry with five tracks, Track 5 

being served jointly by A and B, with 

A performing the terminal service under 

an operating agreement with carrier B. 

Tracks 1 and 4 have been served ex- 

clusively by A, any cars arriving via B 

for unloading on Tracks 1 and 4 neces- 

sitating the payment of a $12.50 switch- 
ing charge, which is not absorbed by 

carrier B. 

This condition has existed for the past 

















5,000 MILES IN MISSOURI, ARKANSAS, 
OKLAHOMA, TEXAS, KANSAS, TENNESSEE, 


MISSISSIPPI, ALABAMA, FLORIDA. 

















































132 






two years. However, recently these car- 
riers have agreed to the joint operation 
of tracks 2, 3 and 4, terminal service to 
be performed by carrier A under the 
same arrangement as on Track 5. Car- 
rier B has always maintained that it 
was entitled to serve these tracks. 

We are of the opinion that the collec- 
tion of this switching charge was unrea- 
sonable and offer as proof of the un- 
reasonableness the fact that carrier A 
has acceded to carrier B’s contention. 

I would appreciate your advice as to 
whether the industry would be entitled 
to reparation for switching charges paid 
during this two year period the rate was 
in effect, citing, if possible, cases of a 
similar nature where shippers were suc- 
cessful in obtaining a refund of switch- 
ing charges. 

Answer: In our opinion the principle 
of the Commission’s decisions in Wood & 
Son vs. Erie, 45 I. C. C. 587, covering 
the absorption of switching charges, and 
Hillsboro Coal Co. vs. C. C. C. & St. L., 
81 I. C. C. 216, relating to joint mines 
is involved in the question you raise. 

The Commission in the former case 
held that in the absence of unjust dis- 
crimination or undue prejudice, it will 
not order a carrier to absorb the switch- 
ing charges of another carrier. In our 
opinion there was no unjust discrimina- 
tion or undue prejudice within the pro- 
visions of the interstate commerce act 
prior to the joint operation of tracks 2, 
3 and 4 by carriers A and B as to which 
the Commission could order the removal 
of or award reparation, such as in 
Docket 23475, Terminal Refrigerating 
Co. vs. A. TT. & S. FF: Ry. Co., 11 ¥. C. C. 
441, i. e., discrimination in favor of an- 
other industry. There is, in our opinion, 
no unjust discrimination or undue 
prejudice on the part of a carrier in 
absorbing the switching charges neces- 
sary to make delivery on one track of 
an industry but refusing to absorb 
switching charges necessary to make 
delivery on another track of the same 
industry, or in entering into arrange- 
ments with another carrier for the joint 
operation of one track of an industry 
and refusing to enter into an arrange- 
ment for the joint operation of another 
track of the same industry. 


Reparation—Failure of Carrier to Com- 
ply with Commission’s Order 


South Carolina.—Question: The Inter- 
state Commerce Commission issued an 
order commanding the defendant car- 
riers to publish certain rates. The car- 
riers published the tariff with a notation 
that the rates therein were published to 
comply with the above mentioned order, 
but the rates published were higher than 
those ordered. Complaint was not filed 
on some of the shipments until after the 
two-year period had expired. Was this 
tariff lawfully on file with the Commis- 
sion, as provided in Section 16 of the 
act, which would prohibit claimant filing 
a complaint for overcharge ? 


Answer: With respect to this ques- 
tion, see. the Commission’s opinions in 
Nashville Traffic Bureau vs. L. & N. 
R. R. Co., 53 I. C. C. 37; Josey-Miller 
Company vs. Brimstone Railroad and 
Comal Co., 91. 1. C. C. 253; Lay Fish 
Company vs. Director General, 80 I. C. 
C. 4. See also M. & O. R. Co. vs. South- 
ern Saw Mill Co., 251 S. W. 434. 


It seems apparent from the above 
cases that the assessment of charges in 
accordance with the rates published in 
purported compliance with the Commis- 
sion’s order in the instance cited, did not 
result in the exaction of an overcharge, 
as that term is defined in Lay Fish Co. 
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vs. Director General, 80 I. C. C. 4, on 
page 5, in that no amount in excess of 
the legally applicable rate was charged. 
Therefore, the difference between the 
rates published by the carriers and the 
rates ordered published by the Commis- 
sion must be obtained through an order 
of reparation by the Commission, upon 
complaint filed with the Commission, 
which complaint, in our opinion, must 
be filed within the statutory period of 
two years. 


Tariff Interpretation— Use to Which 
Commodity Is Put Does Not Deter- 
mine Applicable Rate Although It 
May be Considered in Determining 
Nature of Commodity 


South Dakota.—Question: Your answer 
“Description of Article for Sales Pur- 
poses Determines the Applicable Rate,” 
to New York, April 15 issue, page 1076, 
does not clarify the rulings of the Com- 
mission as I understand them. This ques- 
tion has frequently arisen within my 
experience and it is most important that 
the Commission’s interpretation be cor- 
rectly understood. With apology for any 
seeming contradiction of your opinion, 
I ask for further explanation. 

I will not analyze any particular de- 
cision, but my understanding is that 
each case has been decided under the 
circumstances involved, and that no 
clear rule has been established. Where 
shippers use a commodity description 
for the’ purpose of disguising a product 
then, and only then, is the rule clear. 
An example: Soda ash is a cheap chem- 
ical with a publicly known price and any 
loss or damage by the carrier will be 
measured by the market price. A ship- 
per wishing to get a higher price, labels 
his package as “washing compound” and, 
in case of loss or damage, his invoice is 
used as a basis of claim. There is there- 
fore a clear basis for a higher rate on 
“cleaning compound” than for soda ash. 
I had an actual experience with a ship- 
per who was selling a plain benzine as a 
cleaning compound. He could not un- 
derstand why the same rate did not ap- 
ply on the same commodity because he 
used a different invoice name. He was 
also selling benzine. When I asked him 
to show me his invoice for benzine and 
for “cleaning compound” the answer was 
shown in the price. One was 25 cents a 
gallon and the other 50 cents. Although 
the article was exactly the same its rate 
classification was changed by the differ- 
ence in value. The Commission has never 
ruled that soda ash used for cleaning 
takes a higher rate than when used for 
other purposes or that benzine cannot 
be used for cleaning at the same rate as 
as when used for fuel. 


Answer: Value probably is the under- 
lying factor in the ruling by the Com- 
mission that the description of a com- 
modity for sales purposes determines the 
applicable rate, as value largely enters 
into the fixing of rates. However, the 
Commission does not so state its conclu- 
sions in determining what rate should 
apply in such cases, but rightly bases its 
findings on the holding out of the com- 
modity by the shipper for sales purposes. 
That is, the rate to be applied is deter- 
mined by what the shipper represents 
the article to be. 


You are, in our opinion, correct in 
stating that the Commission “has never 
ruled that soda ash used for cleaning 
takes a higher rate than when used for 
other purposes or that benzine cannot be 
used for cleaning at the same rate as 
when used for fuel.” See Crown Zeller- 
bach Corporation vs. Luckenbach Steam- 
ship Co., Inc., 256 I. C. C. 467. 


The Commission has held that the use 
of an article is not determinative of the 
applicable rate, although it may be con- 
sidered in determinating the nature of 
the commodity. See H. C. Godman Co. 
vs. Penna. R. Co., 251 I. C. C. 586, 253 
I. C. C. 591; Crancer & Fleischman vs. 
Abilene & S. Ry. Co., 223 I. C. C. 375, 
and Carrollton Excelsior & Fuel Co. vs. 
Southern Ry. Co., 211 I..C. C. 271. The 
fact that an article may have a use or 
uses other than its ordinary use does 
not require the application of the rate 
on an article produced specifically for 
those uses, that is, the rate applicable 
to the article when put to its ordinary 
and customary use should be applied. 

In the case last referred to above the 
Commission said: 

While the use to which commodities are 
put without a difference in the articles them- 
selves and without a dissimilarity in the con- 
ditions under which the transportation is per- 
formed is not a lawful basis for a difference 
in rates or controlling as to their applicability, 
a difference in the use of a commodity may 
be considered in determining the nature of 
the commodity shipped. 


See also, Stevens Bros. vs. Northern 
Pac. Ry. Co., 219 I. C. C. 481; Whitehead 
Bros. Co. vs. New York, N. H. & H. R. 
Co., 206 I. C. C. 495(496); Brunswick- 
Balke-Collender Co. vs. Baltimore & 
Ohio R. Co., 191 I. C. C. 53 (55); Amer- 
ican Vitrified Products Co. vs. Arcade & 
A. KR. Co, 191 1..C. C. TS CaS): Rates 
and Minimum Weights on Metal Con- 
tainers, 191 I. C. C. 761 (779-80); Ar- 
mour & Co. vs. Jamestown, W. & N. W. 
R. Co., 177 I. C. C. 263 (264); Menasha 
Wooden Ware Co. vs. Duluth, S. S. & A. 
Ry. Co., 120 I. C..C. 445 (416). 


Liability of Shipper for Negligence Re- 
sulting in Injury to Goods of Other 
Shippers 


lowa.—Question: Please advise if you 
have any record of cases where shipper 
has been held liable for damage to lad- 
ing caused by his shipment being im- 
properly prepared and packed. 

The actual details are: Part of the 
shipment consisted of one five gallon tin 
container of turpentine. The five gallon 
tin container was in a used carton, but 
in good condition, and from all outward 
appearances would meet the require- 
znents of the classification insofar as 
packing is concerned. 

This carton was loaded with other 
shipments. Before the load moved it 
was noted that the turpentine was leak- 
ing over other lading. The carton was 
removed from the load, and the con- 
tainer removed from the carton with the 
following noted: 

1. Carton contained notation of this side 
up, but notation was on the wrong end. 

2. Container was a used container that had 
been punctured, the hole having been sealed 
with putty. 

3. In loading, as per this side up notation, 
the turpentine dissolved the putty allowing the 
turpentine to run over other lading and de- 


stroying its value, damage being estimated 
at $250. 


The shipper admitted carelessness and 
replaced the five gallon container of 
turpentine. 

Answer: In W. A. Hover & Co. vs. 
Denver & R. G. W. Co., 17 Fed. 2d 881, 
the question of the liability of a shipper 
for injury to shipments of other shippers 
caused by improper packaging was in- 
volved, but negligence on the part of the 
carriers was not proved. 

We are not advised of other cases, 
but it would appear that upon proof of 
negligence which resulted in the damage 
recovery could be had. 
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NOTE—Items in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later 


than herein shown will not bear asterisks when they do appear. Current cancellations and 
postponements announced too late to show the change in this docket will be noted else- 


where. 
July 16—Chicago, IIl.—Hotel Sherman—Exam- 
iner Higgins: 
MC-F 2846—C. E. and F. Stahly, purchase, 


Refiners Transport & Terminal —_ 
cid - Saati la.—U. S. Ct.—Jt. Bd. 


MC 3217, Sub. 2—Scenic Stage Line, Savan- 
na, Ill., certificate to extend operations. 
July 16—Denver, Colo.—Cosmopolitan Hotel— 
Commissioner Lee: 
MC 105325—Rocky Mountain Auto Trans- 
ports, Denver, Colo., certificate. 
July 16—Louisville, Ky.—Hotel Kentucky— 
Examiner Griffin: 
W-437—Kosmos Towing Co., Inc., applica- 
tions. 


oe eee, Wis.—State Comm.—Jt. Bd. 


MC 66562, Sub. 643—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 


i Se, N. M.—U. S. Ct.—Jt. Bd. 


MC 105432, Sub. 4—Navajo Truck Lines, Al- 
buquerque, N. M. 


July 16—Shreveport, La.—Washington-Youree 
Hotel—Examiner Yardley: 

MC 55861, Sub. 2—T. E. Collins Trucking 
Co., Bossier City, La., certificate to ex- 
tend operations. 

MC 59303, Sub. 9—Eber W. Martin & Son, 
Shreveport, La. 

| 64695, Sub. 10—C. Rampy, Houston, 

ex. 
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Chicago Great Western Railway 


MC 102379, Sub. 2—Cook Trucking Co., Ft. 
—— Tex., certificate to extend oper- 
ations. 

~~ 16—Washington, D. C.—Argument: 
163—Cardox Corp. vs. Ahnapee and West- 
ern et al. 

ae, a Angeles, Calif.—Federal Bldg.— 


MC 76572 and MC 23939—Asbury Transpor- 
tation Co., Los Angeles, Calif., certificate 
and/or permit. 


July 17—Minneapolis, Minn.—Hotel Nicollet— 
Examiner Bennett: 
MC-C 480—Baker Importing Co. vs. Mid- 
west Freight Forwarding Co. et al. 
1. & S. M-2511—Increased rates between 
Minn. and Wis. points. 


July 17—New York, N. Y.—Bureau of Motor 

Carriers—Examiner Booth: 

MC-C 482—Performance of motor common 

carrier service by Riss & Co., Inc. 

MC-C 484—Riss Co., Inc., revocation of 
certificate. 

MC 200, Sub. 46—Riss & Co., Inc., common 
carrier application, formerly MC 
Monark Motor Freight System. 


July, 17—Philadelphia, Pa.—U. S. Ct.—Jt. Ba. 


MC 105434—G. H. Montague, Philadelphia, 
Pa., certificate. 


July 17—Sioux City, la.—Warrior Hotel—Jt. 
Bd. 146: * 


MC 95335, Sub. 1—L. Getting, Sanborn, Ia., 
certificate to extend operations. 


via 






* 


ST. PAUL 






between 


CHICAGO and 
ST. PAUL- MINNEAPOLIS 


MILWAUKEE 


CHICAGO and NORTH WESTERN SYSTEM 
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July 17—Springfield, 111.—Hotel Abraham Lin- 
coln—Examiner Badian: 

MC 102593, Sub. 1—G. W. Sparrow, com- 
mon carrier application formerly MC 79140 

E. Ridings, common carrier application. 

July 18—Chicago, IIl.—Hotel Sherman—Exam- 
iner Higgins: 

MC-F-2593—Greyhound Corp., control; Cen- 
tral Greyhound Lines, Inc., control and 
merger, Enders Bus Lines, Inc. 

July 18—Detroit, Mich.—Hotel Ft. Shelby— 
Jt. Bd. 76: 


MC 76993, Sub. 10—Express Freight Lines, 
Inc., Milwaukee, Wis., certificate to ex- 
tend operations. 

MC 55778, Sub. 5—E. E. Mills Trucking Co., 
Inc., South Bend, Ind., certificate to ex- 
tend operations. 

July 18—Harrisburg, Pa.—State Comm.—Ex- 
aminer Driscoll: 

MC 55000, Sub. 3—B. F. Rauch Co., Han- 
over, Pa. 

July 18—Minneapolis, Minn.—Hotel Nicollet— 
Jt. Bd. 142: 


MC 34665, Sub. 4—Christoperson Bros., Mo- 
—_ Wis., certificate to extend opera- 
tions. 


By SS eEEN Pa.—u. S. Ct.—Jt. Bd. 


MC 16634, Sub. 2—L. E. Strang, Elmer, N. 
J., certificate to extend operations. 


a” “eee Pa.—u. S. Ct.—Jt. Bd. 


MC 86475, Sub 5—Venango Trucking Co., 
ee Pa., certificate to extend op- 
erations. 


oy 18—Washington, D. C.—Argument: 

C-F 2463—W. F. Carey and B. B. Bever- 
idge, control; Commercial Carriers, Inc., 
lease, C. M. Boutell et al. 

MC-F 2581—W. F. Carey and B. B. Bever- 
idge, control; Commercial Carriers, Inc., 
purchase, J. & H. Transport, Inc. 

July 19—El Paso, Tex.—Hotel Paso Del Norte 
—Jt. Bd. 77: 


MC-C-486—Pan-American Transit vs. Ruth 
Lester De Luxe Tours, Sperl Ellison, Hil- 
ton Hotels of America, Julio Laguette, 
and Palacio-Hilton Hotel. 


July 19—Milwaukee, Wis.—Hotel Schroeder— 


Examiner Higgins: 
MC.-F. 2824—F. 
Stemper. 


Ison, Jr., purchase, J. S. 
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ee a OS eee Minn.—Hotel Nicollet— 
MC 88060, Sub. 1—W. E. Nelson, Sand 
org Wis., certificate to extend opera- 
ons 
July 19—Nashville, Tenn.—Andrew Jackson 
Hotel—Examiner Griffin: 

Ex Parte 72, Sub. 1—In matter of regula- 
tions concerning class of employes and 
subordinate officials to be included within 
term ‘‘employe’’ under railway labor act. 
Stationmaster and assistant stationmasters 
oa Terminals operated jointly by 

. & N. and N. C. & St. L. 


July oe Pa York, N. Y.—Br. of Motor Car- 
riers—Examiner Peterson: 

MC 93875, Sub. 2—Weinberger Moving & 
Storage Co., Long Island City, N. 
certificate to exteni <—'E 

MC 102917, Sub. 1—F. Van Wagner, Jr., 
Mineola, N. Y., suslnaahe to extend oper- 
ations. 

July 19—Pittsburgh, Pa.—Hotel Roosevelt— 
Examiner Dunn: 

MC 103514, Sub. 2—William D. Smith Truck- 
ing Co.. Inc., Mount Wolf, Pa., permit 
to extend operations. 


July ‘ey some, Mo.—Mark Twain Hotel— 
Jt 
MC 15935, Sub. 3—Packers Transport, Inc., 
extension, National Stock Yards, Il. 


July 19—Richmond, Va.—Hotel Richmond— 
Jt. Bd. 108: 


MC-C 481—Brooks Transportation Co., Inc., 
vs. Falwell Fast Freight, Inc. 


July 19—Salt Lake City, Utah—State Comm.— 
Jt. Bds. 48 and 207: 
MC 58341, Sub. 3—Cox Transportation Co., 
Cedar City, Utah, certificate. 
MC 58341, Sub. 4—Cox Transportation Co., 
Cedar City, Utah, certificate. 
Soe D. Cc. — Examiner 
eem: 
29299—-B. E. Mays vs. Southern Ry. 


July 20—Albuquerque, N. M.—Hilton Hotel— 
Jt. Bd. 33: 


MC 104210, Sub. 9—Transport Co., 
Christi, Tex. 


July 20—Des Moines, ta.—Kirkwood Hotel— 
Commissioner Porter: 
Finance 14964—Application of Sioux City 
Terminal Ry. for authority to acquire by 
lease, and to operate, railroad properties 


Corpus 
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Although Mussolini and Hitler are out for keeps, as 
long as Hirohito is at large, military success in com- 
plete form is not yet achieved. The railroads of 


America—all united for Victory—will be a con- 


tinued source for military success in that they are day in and 
day out keeping necessary war freight on the move. 

The fury of the offensive at the fighting fronts set up a tempo 
for the wartime activities on the home fronts. And as far as rail- 
road freight transportation is concerned, the Peoria Gateway— 
where cars are assembled, sorted and re-assembled and then 
shot along their way to destination—this tempo is being main- 
tained. P. & P. U. Ry.—an interchange railroad veteran of over 
sixty years—will continue as ever to cooperate with shippers and 





railroad men to speed final victory. 


Everybody's Gateway—Always Open 


Peoria and Pekin Union Railway Co. 


E. F. Stock, Traffic Manager — Union Station, Peoria, Ill. 





SWITCHING SERVICE BETWEEN 


Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacifie Ry.; Chicago & North Western 
Ry.; Chicago & Illinois Midland Ry.; Illinois Terminal Railroad Co.; Inland Waterways 
Corp.; Minneapolls & St. Louis R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; 
Ulimois Central R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chicago, Burlington 
& Quincy Railroad; New York, Chicago & St. Louis Railroad; Cleveland, Cincinnati, 
Chicago & St. Louls Ry. (Peorla & Eastern); Toledo, Peoria & Western R. R. 





“One of America's Railroads — All United for Victory” 
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Birmi 

of Sloux Falls Stock Yards Co. at Sloux i 
alls, 

Finance 14965—Application of Stockyards May 
Ry. for authority to acquire by lease, and “land. 
to operate, railroad properties of Unio: July 23 2 

a. hohe, Co. of Fargo at West Fargo 117: 

July 20—Fort Wayne, Ind.—U. S. Ct.—Exam-| ™M& 102 

iner Kassel: MC 105: 

MC 37629, Sub. 5—Tarbet Trucking, Mun- cago 
cie, Ind., certificate to extend operations. ‘ 

July 20—Minneapolis, Minn.—Hotel Nicollet— | July_23— 

Jt. Bds. 145 and 142: mem 

MC 42487, Sub. 113—Consolidated Freight- MC-F : 
ways, Inc., Portland, Ore., certificate to pi 
extend operations. A y 

MC 42487, Sub. 114—Consolidated Freight-} . a! é 
ways, Inc., Portland, Ore., certificate to — f 
extend operations. i ; 

MC 105489, Sub. 1—A. Murray, Ridgeland, .~ 0 
Wis., certificate to extend operations. *M Cr: 

July 20—Minneapolis, Minn.—Hotel Nicollet— eR 

Jt. Bd. 96: secur 

MC 1609, Sub. 55— Northland Greyhound § July 23— 
Lines, Ine., Minneapolis, Minn., certificate Exam 
to extend operations. MC 581 

July 20—Monroe, La.—U. S. Ct.—Examiner ton, ' 

Yardley: July 23— 

MC 1968, Sub. 33—D. C. Hall Motor Trans- oii 
portation, Fort Worth, Tex. MC 86 

July 20—New York, N. Y.—Br. of Motor Car- Co., | 
riers—Examiner ehaconn: erati 

MC 81837—Summit Express Co., Inc., Sum- MC 10 
mit, N. J., certificate or permit. Valle 

MC 103827, Sub. 1—Katz Moving, Brooklyn, to ex 
N. Y., certificate to extend operations. MC 105 

July a Pa.—Roosevelt Hotel— Chic: 

Jt 

MC 19000, Sub. 1—Waynesburg-Pittsburgh | July 23— 
Local Express, Waynesburgh, Pa., certi- Exar 
ficate to extend operations. 1.&S 

July 20—Richmond, Va.—Hotel Richmond— latio: 

Examiner Bradford: July 23— 

MC 44128, Sub. 14—Transport Corporation iner 
of Virginia, Blackstone, Va., certificate. 29281— 

July 21-—Albuquerque, N. M.—Hilton Hotel— —S 
a - 

MC 30600, Sub. 48—Santa Fe Trail Trans- MC 9% 
portation Co., Wichita, Kan., certificate. hurs 

MC 30600, Sub. 52—Santa Fe Trail Trans- tions 
portation Co., Wichita, Kan., certificate | July 23- 
to extend operations. Jt. 

July 21—Casper, Wyo.—Fed. Bldg.—Examiner MC 1i 

Smith: Line 

MC-F 2822—M. R. Watson, purchase, Comet exte! 
Motor Express Co. July 23- 

July 21—Eureka, Calif.—County Ct.—Jt. Bd. io 
pe MC 10 

MC 10221, Sub. 2—McGaraghan Drayage Co., Rive 
Eureka, Calif., certificate to extend opera- atio1 
tions. July 23 

July 21—Fort Wayne, Ind.—U. S. Ct.—Jt. Bd. Exal 
72: MC 57 

MC 1649, Sub. 29—Railway Express Motor ice, 
Transport, Inc., Indianapolis, Ind., cer- | July 24- 
tificate to extend operations. 9 an 

July 21—Ft. Wayne, Ind.—U. S. Ct.—Exam- MC 8 
iner Kassel: peli 

MC 105837—Unger Trucking Co., Wabash, MC 142 
Ind., permit. Inc. 

July 21—Marshall, Tex.—City Hall—Examiner ope! 
Griffin: July 24- 

Ex Parte 72, Sub. 1—In matter of regula- Exa 
tions concerning class of employes and MC-F 
subordinate officials to be included within Sani 
term ‘‘employe’’ under railway labor act. chas 
Orderlies, yardmen, and ishwashers, | July 24 
Tex. and Pac., Employes Hospital Assn. Exa 

July 21—Minneapolis, Minn.—Hotel Nicollet— MC-F 
Jt. Bd. 145: lene 

MC 1718, Sub. 2—Gardner Truck Line, Pine ur¢ 
River, Minn., certificate to extend opera- ing 
tions. July 24 

July 21—Minneapolis, Minn.—Hotel Nicollet— Car: 
Jt. Bd. 141: MC 1 

MC 59681, Sup. 14—Dakota Transfer & Stor- cert 
age Co., Minot, N. D., certificate to ex- July 24 
tend operations. Jt. 

July 21—New York, N. Y.—Br. of Motor MC 1 
Carriers—Examiner Peterson: Da} 

MC 46314, Sub. >" I. Green Sons, Inc., tion 
Long Branch, . J., certificate to extend MC 1C€ 
operations. cert 

July 21—Richmond, Va.—Hotel Richmond— ar hay 
Jt. Bd. 108: 

MC 59238, Sub. 22—Virginia Stage Lines, and 
Inc., Charlottesville, Va., certificate to ex- a. 
tend operations. July 2 

July 21—Salt Lake City, Utah—State Comm. uae 
—Jt. Bd. 207: ber 

MC 29460, Sub. 4—Burdett Transfer Co., Ine 
Evanston, Wyo., certificate to extend op- ff July 25 
erations. Car 
104696, Sub. 1—Reed Trucking Co., Lark, MC 1 
Utah, certificate. Co. 

July 21—St. Paul, Minn.—State Comm.—Ex- MC 1 
aminer Higgins: ley 

MC-F 2859—E. L. Murphy, Jr., and S. L. July 2 
Wasie, control; Murphy Transfer & Stor- Jt. 
age Co., and Murphy Motor Freight Lines, MC 2 
Ine. cer 

July 23—Birmingham, Ala.—Thomas Jefferson jie 1 
Hotel—Examiner Bradford: Jre., 





MC 73464, Sub. 22—Jack Cole Co., Inc., 
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Birmingham, Ala., certificate to extend 
operations. 
July 23—Boston, Mass.—N. P. O. Bldg.—Ex- 
aminers Lawton and Bennett: 
1. & S. M-2487—Textile products, New Eng- 


land. 
oo em, 0.—State Comm.—Jt. Bd. 


MC 102331, Sub. 6—C. D. Moore, Zanesville, 
O., certificate to extend operations. 

MC 105801, Sub. 3—Southern Express, Chi- 
cago, Ill., certificate to extend operations. 

July 23—Denver, Colo.—Cosmopolitan Hotel— 
Examiner Smith: 

* MC-F 2777—W. W. Grant et al., control; 
Winter-Weiss Co., control; Los Angeles- 
Albuquerque Express, Inc., purchase, G. 
C. Lebeck. 

* MC-F 2778—W. W. Grant et al., control; 
Winter-Weiss Co., control; Illinois-Colo- 
rado Cargo Carriers, Inc., control, Los 
Angeles-Albuquerque Express, Inc. 

* MC-F 2879—Winter-Weiss, Co., issuance of 
securities. 


July 23—Houston, Tex.—Ben Milam Hotel— 
Examiner Borroughs: 

MC 58163, Sub. 3—U. S. Truck Lines, Hous- 

ton, Tex., certificate to extend operations. 


July 23—Jackson, Miss.—Robert E. Lee Hotel 
—Jt. Bds. 28 and 97: 

MC 86779, Sub. 9—Illinois Central R. R. 
Co., Chicago, Ill., certificate to extend op- 
erations. 

MC 101491, Sub. 2—Yazoo and Mississippi 
Valley R. R. Co., Chicago, Ill., certificate 
to extend operations. 

MC 105852—Gulf and Ship Island R. R. Co., 
Chicago, Ill., certificate. 


July 23—Minneapolis, Minn.—Nicollet Hotel— 
Examiner Bennett: 

1. & S. M-2541—Twin Cities, N. D., cancel- 
lation all-freight rates. 

July 23—Mobile, Ala.—Cawthon Hotel—Exam- 
iner Griffin: 

29281—Brown and Brown vs. B. & M. et al. 

July 23—New York, N. Y.—Bureau of Motor 
Carriers—Examiner Peterson: 

MC 92976, Sub. 1—Ray’S Express, Lynd- 
hurst, N. J., certificate to extend opera- 
tions. 

July 23—Portiand, Ore.—Multnomah Hotel— 
Jt. Bd. 172: 

MC 17593, Sub. 11— Pierce Auto Freight 
Lines, Inc., Medford, Ore., certificate to 
extend operations. 

July 23—Salt Lake City, Utah—State Comm. 
—Examiner Corcoran and Jt. Bd. 173: 
MC 102261, Sub. 5—Johnston’s Fuel Liners, 

Riverton, Wyo., certificate to extend oper- 
ations. 

July 23—Wichita, Kan.—Broadview Hotel— 
Examiner Mayo: 

MC 57962, Sub. 1—John White Truck Serv- 
ice, Ellinwood, Kan. 

July 24—Columbus, 0.—State Comm.—Jt. Bds. 
9 and 37: 

MC 8075, Sub. 1—F. M. Waldron, Mont- 
pelier, O., certificate. 

MC 14252, Sub. 4#—Commercial Motor Freight, 
inc., Columbus, O., certificate to extend 
operations. 


July 24—Denver, Colo.—Cosmopolitan Hotel— 
Examiner Smith: 

MC-F 2289—A., T. and S. F. Ry., control; 
Santa Fe Trail Transportation Co., pur- 
chase, Hall Motor Freight Co. 

July 24—Indianapolis, Ind.—State Comm.— 
Examiner Higgins: 

MC-F 2821—B. D. Kramer and C. J. Vil- 
leneuve, control; I & S Trailways, Inc., 
urchase, Indianapolis, and Southeastern 

ines, Inc. 


July 24—New York, N. Y.—Bureau of Motor 
Carriers—Examiner Peterson: 
MC 105815—L. Voltaggio, Newark, N. J., 
certificate. 
July 24—Portland, Ore.—Multnomah Hotel— 
Jt. Bd. 6: 


MC 101504, Sub. 8—Paul Bunyan Express, 

———— Ore., permit to extend opera- 
ons. 

MC 105747—-J. L. Coleman, Mt. Vernon, Ore., 

certificate. 
July 24—Washington, D. C.—Jt. Bd. 108: 

MC 68167, Sub. 12—Washington, Virginia 
and Maryland Coach Co., Inc., Arlington. 
Va., certificate. 


July 25—Denver, Colo.—Cosmopolitan Hotel 
—Examiner Smith: 

MC-F 2811—B. M. Stewart and D. H. Ro- 
berts, control; West Coast Fast Freight, 
Inc., purchase, S. N. Drum and E. Haines. 

July 25—New York, N. Y.—Bureau of Motor 
Carriers—Jt. Bds. 305 and 42: 

MC 105671—McFarland & Stample Trucking 
Co., Hamden, Conn., permit. 

MC 105742—John Reising & Sons, Inc., Val- 
ley Stream, N. Y., permit. 

July 25—Portland, Ore.—Multnomah Hotel— 
Jt. Bd. 45: 

MC 28648, Sub. 2—J. A. Hunt, Defur, Ore., 
certificate. 

MC 105062, Sub. 2—W. J. Kelly, Milwaukie, 

Ore., certificate. 
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Cited for extraordinary 
usefulness and efficiency 
beyond the call of duty— 
the flexible, tireless 


Pallet aud 
CLARK fork truck 


the extraordinary pair that 
speeds the flow of munitions, 
food and supplies to the point 
of use. 

































































To see the wide range of usefulness of 
Clark Tructractors and Fork Trucks, send for 
handy 72-page pocket catalog—describes 
60 husky, well engineered vehicles, gas and 
electric powered. 
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BATTLE CREEK, MICHIGAN, U.S.A. 

































Products of CLARK ¢ TRANSMISSIONS e ELECTRIC STEEL CASTINGS 
AXLES FOR TRUCKS AND BUSES e AXLE HOUSINGS e BLIND RIVETS 
INDUSTRIAL TRUCKS AND TRACTORS e HIGH-SPEED DRILLS AND REAMERS 
METAL SPOKE WHEELS e GEARS AND FORGINGS e RAILWAY TRUCKS 
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Educational Courses 





1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Il. 








Situations Wanted 


TRAFFIC MAN—Age 31, desires position in airline traffic depart- 
ment. Traffic university trained in surface and air transportation. 10 
years’ surface carrier experience, past 4 years as railway and industrial 
executive. Details and reference gladly furnished. No objection foreign 
service. Box 383, Traffic World Chicago office. 








Lf 


COLLEGE AND LASALLE graduate desires position as Traffic 
Manager or assistant in an industrial or commercial concern or trade 
association. Familiar with all phases of transportation including rates, 
both rail and truck, and claims, etc. Ten years’ experience in indus- 
trial and carrier traffic departments. Registered I. C. C. practitioner. 
Box 384, Chicago office Traffic World. 


| 


Traffic Services 


THE INDUSTRIAL TRAFFIC ASSOCIATION of New Orleans, La., 
Earl Roy, Manager, regretfully announce their inability to accept any 
additional clients at the present time. 


For Sale 


FOR SALE—Two Underwood Billing Machines, reconditioned, at 
$100 each. Address Box 380, Chicago office Traffic World. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
as low as $500! 


Which of these cars could you use? 


5—Hopper, Twin 50-Ton 

50—Hopper, Side-Discharge, 50-Ton 

10—Refrigerator, 40-Ft., 40-Ton 

10—Box, 40-Ft., 40-Ton 

7—Box, Automobile, Steel, 50-Ft., 50-Ton 

2—Dump, Western, 20-Yd., 40-Ton; steel floors 
2—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
2—Dump, Clark Automatic, 30-Yd., 50-Ton.; drop doors 
4—Dump, K & J Automatic Lift-Door, 37-Yd., 50-Ton 
12—Dump, K & J Automatic Lift-Door, 20-Yd., 50-Ton 
2—Tank, 8000-Gallon, 40-Ton Trucks 

5—Tank 10,000-Gallon, 50-Ton Trucks 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to sell 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"*ANYTHING containing IRON or STEEL" 


















KARRY KRANE 


A general utility crane that 
carries all of the inherent 
features of HYSTER mo- 
bile, materials handling ma- 
chines —for moving things 
better, faster, cheaper ... 
Write for catalog. 


HYSTER 
COMPANY 


PORTLAND 8, OREGON 
PEORIA 1, ILLINOIS 
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American fire power Is _—— 2m (f) (menttinasemmenn 
tant concentrated on the heart of ) : Be 
F a: : 
Japan...not least among the ——— 
re. : F. C. HOGUE 

weapons are the locomotives Gavad Tate Mae 

3 R = . : DENVER & RIO GRANDE WESTERN RAILROAD 
" of western railroads, united in Rio Grande Building « Denver, Colorado 
[GON 


an unrelenting drive to speed : 
V-J Day. Rio-Grande 
















at a big saving 












Sreeatnin tales oe 


* 


Your dollar distance to market shrinks tremendously when you 
ship by river. Example: Heavy machinery can be loaded 
fully assembled on barges at Pittsburgh and towed to any 
major gulf port over level, shockproof water highways at 
a saving of at least $5.00 a ton. Not only are such reduced 
costs an important marketing advantage but the use of private 
or public riverfront warehouses at key points will materially improve you! 
delivery service . . . Union Barge offers you safe, efficient, economical acces 
to America’s inland trading centers as well as to Gulf and Great Lake 
ports. Their modern equipment and complete traffic control system has pul 
inland waterways transportation on a precision basis. Today, Union Barge 
handles everything from matches to machinery. Write for the Union Barg¢ 


‘pooklet. It may give you an idea that can be turned into cash. 
UNION BARGE LINE CORPORATION 


DRAVO BUILDING PITTSBURGH, 22, PA. 








